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independent National Transportation Newsmagazine 
RAIL—MOTOR TRANSPORT—AIR—WATER 
AREHOUSING—DISTRIBUTION—MATERIAL HANDLING 





A Working Tool for Traffic Men 


THE TRAILER THAT REDUCES 








GROSS WEIGHT 1500 OR MORE POUNDS 


THIS 1940 Aerovan may be for you, or it may be 
destined for delivery to a neighboring or far-distant 
user. If it’s yours, count on greater savings. Thou- 
sands of other Aerovan owners are now enjoying 
lower hauling costs as a result of the weight-savings 


made possible with this new “light-with-strength” 
Fruehauf. 


The Aerovan is engineered to meet the need for 
greater payload capacity. It adds to income without 
adding to operating costs, since the gross load re- 
mains the same. It cuts fuel costs when running 
light. And it lowers license costs where weight is 
the governing factor. 


The Aerovan is of modern “airplane” type de- 
sign. Its frame-integral, tubular-strut construction 
combines extremely light weight with exceptional 
strength, which actually reduces weight as much as 
4,000 pounds, when compared with many Trailers 
on the road today. 


If you are not already an Aerovan user, call in a 
Fruehauf man and have him show you in exact 
figures the weight-savings an Aerovan will make 
possible in your Trailer operation. 


World’s Oldest and Largest Manufacturers 
of Truck-Trailers 


FRUEHAUF TRAILER COMPANY «+ DETROIT 


Sales and Service In Principal Cities 


* Away rolls another new Fruehauf Aerovan from the vastly-enlarged Detroit plant of the world’s 


largest manufacturer of Truck-Trailers. Or it could just as well be leaving one of the modern 
Fruehauf plants at Kansas City, New Orleans, Los Angeles or Toronto, Canada. 
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CAN YOU PASS 
THIS QUIZ ? 


HOW FAST CAN | DELIVER THE GOODS? 


> 3 to 30 times faster—when you ship by air to foreign 
points served by Pan American International Air Express 
Service. A shipment for Lima, for instance, can leave New 
York this evening, speed by connecting airliner to Miami, 
continue tomorrow morning via Pan American, arrive in 
Lima 2% days later. 


HOW DO I ARRANGE FOR AIR EXPRESS DELIVERY? 


> Just call the Railway Express agency in your city or town. 
They’ll pick up the shipment, assess all charges and issue a 
through Airwaybill from point of origin to destination. 
Service available to hundreds of points in the West Indies, 
Central and South America, Hawaii, the Philippines, China 
and soon to Alaska and Australia. 


HOW MUCH “RED TAPE” INVOLVED IN AIR EXPRESS? 


>» Nocomplicated documentation! Only one form—the Pan 
American Airwaybill—is necessary for shipments to all but 
a few foreign points. This excepts, of course, special forms 
required by the U. S. Government. Speedier customs clear- 
ance is usually accorded air shipments, and on C.O.D. 
shipments collections are realized far faster. 


WHO USES AIR EXPRESS? 


> More than 30,000 shippers and consignees! The list 
grows daily; no doubt includes many of your competitors. 
Over Pan American’s 65,000 miles of airlanes have been 
transported many thousands of tons of mail and air express 
—flown 98% on schedule! 


HOW WILL IT PAY ME TO SHIP BY AIR? 


> Air express can save you money, increase your profits. 
Examples: Important orders may be obtained by getting 
latest samples to customers in advance of competitors. Sup- 
ply sources are brought so near by air that hurry orders 
may be filled promptly. Thus, costly inven- 


tories may be cut, releasing capital, speed- Mr A 
y , asta IT PAYS T0 


ing up turnover. 


PHAN AMERICAN 


faa ~ MEIRWAYS SYSTEM 


PASSENGERS - MAIL- EXPRESS 





Tue Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
anuary 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879. 







































































60c a 


F you lay your pencil on a map so as to cover 
Sandusky, Mansfield and Newark, Ohio, you 
have marked a line where savings begin on ex- 

port shipments through NEWPORT NEWS, Virginia 

... From any point west of that pencil-line, the 

rate is 60c a ton less than on shipments to the ports 


of New York or Boston. 


Rates from southeastern points are also materially 
lower to Newport News than to more northerly 


ports. 


CONSIDER THESE OTHER ADVANTAGES 


Newport News is uncrowded—the largest ice-free 


harbor in the world. Enormous warehousing facili- 


Chesapeake and Ohio's fast, 
scheduled freight trains pro- 
vide dependable, on-time 
service daily. 


—_—_——— 
—<s — 
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How to save 
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ties are available 





1,580,434 sq. ft. of storage 
space. Chesapeake and Ohio provides modern 
equipment for rapid and careful loading aboard 
ship. Ample deepwater pier facilities are found 
here—docking space for 25 average vessels. The 
port is two sailing days nearer Australia and the 
Far East than are other harbors to the north. 
Chesapeake and Ohio provides fast, direct service 


between the industrial west and Newport News. 


address 
R. C. Creager, Foreign Freight Agent, 
Chesapeake and Ohio Lines, Newport 
News, Va., or New York, N. Y. 


For complete information 
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The Eastman Subsidy Report 


The most important thing in the subsidy report by 

Joseph B. Eastman, as former Coordinator of 
Transportation, published in THE TRAFFIC WORLD of 
April 13, at least from the point of view of the im- 
mediate interest of those engaged in solving the “‘trans- 
portation problem,” is his finding that, generally speak- 
ing, motor transport pays for what it gets and is, there- 
fore, not subsidized. We have had various reports and 
surveys on this subject from interested sources, but 
this is the first national one from an unbiased and dis- 
interested source. It is, moreover, made by one who 
is as competent as any to make it. 

While this, of course, does not settle the matter 
and Mr. Eastman’s finding is not authoritative in the 
sense that it is binding on anyone, it is a notable con- 
tribution to the subject and, whether or not one likes 
the logic or approves the figures, it is to be seriously 
reckoned with. We have always taken the position 
that motor transport should pay amply for its com- 
mercial use of the highways and that, though it was 
paying something, there should be a determination as 
to whether or not it was paying enough. Mr. Eastman 
says it is. He is a witness whose testimony is to be 
highly regarded and what he says will, doubtless, re- 
ceive due credit if and when a government body, as is 
proposed in the transportation bill now before Con- 
gress, makes an authoritative investigation. 

The findings will provoke further controversy as 
to whether the for-hire users of the highways are pay- 
ing what they should. The methods used to arrive at 


the conclusions reached are not simple and the findings 
must be considered in the light of those methods. Motor 
vehicle user payments, consisting of state gasoline 
taxes and registration fees, miscellaneous state taxes, 
and estimated municipal and county local motor vehicle 
taxes, are found to have exceeded highway costs by 
$138,172,000 for 1921-1932 and by $387,966,000 for 
1933-1937. Adjustments, however, reduce these figures 
to $108,400,000 and $276,961,000, or a total of $385,- 
360,000 for the entire period. For 1932 the report finds 
underpayments for five-ton private and for-hire trucks, 
five-ton private combinations and private trucks of 
one and one-half tons and less. No findings on what 
the report terms “modified cost basis’—the basis on 
which the foregoing computations were made—are 
made for 1937. The effect would be, however, it says, 
to increase somewhat the charges against the larger 
vehicles and to decrease those against the lighter 
vehicles, and the net effect of carrying such an adjust- 
ment through would be a moderate increase in the 
underpayments and a moderate increase in the over- 
payments of the larger vehicles referred to, as well as 
a moderate reduction of the underpayments found for 
other groups of vehicles. Obviously, as Mr. Eastman 
suggests, a tribunal will be needed to pass on these data 
and findings. 

Perhaps the most intriguing thing in the report— 
as well as the least understandable—is Mr. Eastman’s 
expression of opinion that tolls should be assessed for 
the use of existing waterways, but on condition that the 





OUR PLATFORM 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased in- 
vestigation as to whether commercial motor vehicles are pay- 
ing their fair share of the cost of highways used by them in 
their business, and a uniform application of the principles 
thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the various 
agencies of transport and jurisdiction over all of then by the 
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same body or coordinated bodies. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 
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competitors of waterway operators increase their rates 
by like amounts! In other words, he would remove 
the advantage that accrues to waterway operators from 
their free use of a roadway provided by public taxa- 
tion, and then restore it by increasing the rates of their 
competitors, thereby retaining the differential in their 
favor! We can hardly believe our eyes in reading this 
part of the report, but it seems to be capable of no 
other interpretation. 

Here, it seems to us, is an excellent argument—if 
the tolls issue is to be disposed of in that fashion—for 
those who oppose assessment of tolls for use of the 
waterways. If the waterway tolls were reflected in the 
water rates—and they, no doubt, would be—and if the 
rail rates were increased accordingly, the shippers cer- 
tainly would oppose such treatment of the problem. 


Tolls for use of the waterways should be assessed 
on the basis of the users paying for the facilities pro- 
vided at public expense and without regard to what the 
railroads or other carriers charge for their services. 


Mr. Eastman says he would not advocate, at the 
start, in most instances, fully compensatory tolls, but 
only such as it is believed the traffic would be able to 
bear, leaving future policies to be determined in the 
light of experience. Here again is departure from ap- 
plication of the principle that the users should pay in 
full and now—an indication of soft-heartedness that is 
so prevalent with respect to water transportation. Why 
not make that form of transportation stand on its own 
feet, as well as every other form? Why not begin 
now to make users pay in full for the use of facilities 
made available to them at public expense? The disad- 
vantage the railroads suffer in this respect will not 
be met in any other way unless they are also sub- 
sidized. 


Mr. Eastman seems to have dealt adequately with 
the matter of railroad land grants. Of course, in deal- 
ing with the facts of subsidies granted to agencies of 
transportation, he must show what the railroads re- 
ceived from this source, but they have long since paid 
their debt in reduced rates on government traffic, so 
that what was a subsidy in the early days is no longer 
one, any more than a debt that has been paid remains 
a debt. 

We do not quite like the method used of debiting 
the railroads with the present value of or what they 
may have received for grant lands, rather than with 
their value at the time the donations were made. Of 
course, from one point of view, this method is correct 
for, in estimating what has been given to the railroads, 
the exact figures must be employed. On the other hand, 
the country wanted the railroads to develop new terri- 
tory and, in order to induce them to do so, it gave 
them certain lands that were worth little; they have 
become worth more because of the pioneer work done 
by the railroads, at great financial risk, and now, by 
this method of bookkeeping, they are deprived of the 
profits of their enterprise. 
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The report says that the reductions afforded the 
government under the land-grant acts, including those 
resulting from the equalization agreements under which 
non-land-grant roads carry government traffic at re- 
duced rates, aggregated about $155,000,000 to June °0, 
1937. As to the early aids to the railroads, including 
the land grants, and as to the application of the re- 
duced rates now, the report finds that the significance 
of the early aids has largely disappeared on the 
ground that the net benefit derived by railroads as a 
whole from the construction aids is small and probably 
negligible and recommends repeal of the land-grant 
rates. In other words, the subsidies to the railroads 
in the early days are now out of the picture. Elimina- 
tion of reduced rates on government traffic is recom- 
mended. This would remove some of the discrimination 
against the railroads. 

The report said the average annual saving to the 
government in recent years was $4,804,845 but that 
there was reason to believe that these concessions were 
higher in 1936 because of the various public works and 
relief activities of the government. A conservative esti- 
mate, says the report, of the aid the railroads received 
from lands obtained under all federal and state land 
and right-of-way grants, including the estimated acre- 
age yet to be received under the unadjusted federal 
land grants, is $516,000,000. It says the indirect bene- 
fits accruing to the government and the country as the 
result of the land grants have been far in excess of the 
aid given. As to about 4,000,000 acres of lands under 
claims of railroads that have not reached settlement, the 
report suggests settlement between the roads and the 
government where claims are established by the gov- 
ernment compensating the roads, and as to grant lands 
not yet sold by the railroads it is recommended that 
provision be made for the railroads giving up the lands 
in return for the abatement of their obligations to the 
government. Both proposals, of course, hinge on the 
repeal of the land-grant rates. 

We are pleased with the findings as to the govern- 
ment barge line. Last week we commented on the find- 
ings of the transportation committee of the Chamber 
of Commerce of the United States that this enterprise 
had an accumulated deficit at the end of 1938 of more 
than $14,000,000. Incidentally, in speaking of the op- 
position to continuation of the government line, the re- 
port takes a “crack” at the National Industrial Traffic 
League. 

“Certain organizations, such as the National In- 
dustrial Traffic League,” it says, “have indicated their 
opposition to continuance of the operation, but cling 
to the provisions of the existing statutes which make 
sale or lease practically impossible.” 

The report finds that the Inland Waterways Cor- 
poration—the government barge line agency—viewed 
as a continuing government enterprise, incurred a cor- 
porate deficit in the period 1924-1935 of $8,945,907, and 
that, had it met interest, taxes and other charges similar 

(Continued on page 956) 
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The Post Office Department, according 

to an announcement by Postmaster Gen- 

War a Great eral Farley, will not issue a_ special 

postage stamp or souvenir to mark the 

Help to Narrow- one hundredth anniversary of the 

: . British, black, penny postage stamp. 

ness of Mind While Farley did not say so, it is not 

hard to imagine that he is refraining 

because some persons might bray about 
that being a bit of pro-British propaganda. 

By like consultation of prejudice, it would be pro-German 

to recite anything written by Dante in the event Mussolini 
joined Hitler in the war. When England put into use the black, 
penny adhesive stamp, it provided an aid to business the value 
of which not even the most enthusiastic economist has had the 
temerity to calculate. Issuance of a special United States 
stamp in celebration of that event, it might be suggested, would 
be particularly appropriate, especially in view of the fact that 
the United States has devised a method of showing that a 
letter has paid its way without requiring the affixing of the 
black penny or any other stamp. 
When the ever-amiable Chairman 
Eastman renewed his suggestion 
for an agency to advise about 
things to be done by or for rail- 
roads for their betterment (see 
Traffic World, April 13, p. 915) he 
admitted holding the hope that he 
would succeed in getting fellow 
citizens into step with himself. 

With as great amiability as he had ever shown, some of 
his admirers wondered if he had ever speculated as to why 
not more of his fellow citizens marched with him. It was 
wondered whether he was not aware that even a superficial 
examination would have shown him that, consciously or other- 
wise, probably ninety per cent of Americans believe that that 
government is best which governs least. Also that, perhaps, 
if never clearly formulated, a very large percentage of his 
fellow Americans held the view that government in this land 
should not be permitted to undertake to do anything the 
citizen could do for himself, and that Americans generally 
believe that all they need from government is protection in 
their right to make experiments for themselves without hin- 
drance from others. In other words, that, notwithstanding 
the New Dealish ideas of presidents Hoover and Roosevelt and 
the efforts that have been made in the last nine years to put 
them into effect, Americans remain essentially individualists. 
They have some liking, seemingly, for fuehrers and duces, 
When they think they are in distress and are not doing much 
thinking for themselves. In still other words, Americans do 
not want the government to lead the way. 

While it is probably a superficial truth that a majority of 
Americans like the idea of social security and unemployment 
insurance, at heart they continue to hold the idea that it is 
the duty of a man to make provision for himself to the end 
of his days. The only large fact that has caused a retreat 
from that idea, is the melancholy truth that the prosecuting 
officers the people have hired have not been mentally strong 
enough or honest enough to send to jail officers of concerns in 
Which there has been popular investment who have abused their 
trusts. The fact that life insurance officers played ducks and 
drakes with the money of policyholders to such an extent that 
there was an investigation that brought to the front Charles 
Evans Hughes illustrates the point that the prosecuting officers 
and other officials on the public pay roll were not worth the 
millions they had received. The New York legislature had 
to appoint an investigating committee before the facts were 
brought to light. Because of his work in that matter Hughes 


Why, Perhaps, Folks 
Are Out of Step with 
Chairman Eastman 


was started toward the Chief Justiceship he now holds. 

There probably are some so reactionary as to believe that 
better local officers would have been chosen had the country 
remained more republican and less democratic—that is, if it 
had continued to retain the idea of electing delegates to con- 
ventions for the nomination of men fit for office instead of 
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resorting to the Crawford County plan, otherwise known as 
the primary. It is popular, if not precise, history that the 
primary idea was born in Crawford County, Pa.—hence the 
name. 

That conventions got into the control of corrupt men 
would be cheerfully admitted by those who believe the makers 
of the Constitution intended there should be a republican and 
not a democratic form of government. But for every corrupt 
convention, it might be suggested, the primary has produced 
one and a half if not two equally bad results. 

Over in Pennsylvania the coming of the nation-wide appli- 
cation of the primary strengthened instead of weakened the 
hold of the Quay-Penrose machine, probably better known to 
this generation as the Penrose organization. 





For years freshmen members of Con- 
gress complained to the effect that in- 


Taxes Also habitants of the nation’s capital paid 

. practically no taxes, so their endeavors 
Falling on were to make them contribute. It was 
Washingtonians a sin, the rookie statute writers seemed 


to think, that Washingtonians were not 
being made to pay. So they tried to 
do a bit of punishing. 

This week Washingtonians, who probably have a higher 
average of salaries than in other cities, began paying an in- 
come tax, just one month after having ‘come across” for fed- 
eral purposes. It was only a small tax—one per cent. Wash- 
ingtonians in business several years ago began paying a business 
privilege tax. That is to say, they have to give up money for 
the privilege of engaging in enterprises that would give em- 
ployment to fellow citizens. 

The idea thirty or forty years ago was that the national 
capital was a haven of refuge for those desirous of “evading” 
taxes. The fact that they were subjected to relatively low 
taxes was attributed to there being many members of Congress 
who practically made their homes in Washington. It was sug- 
gested that the influence of wealthy and well-to-do congress- 
men who were residents of Washington practically all the time 
kept the taxes down. 

But things have changed. Men like Joseph G. Cannon, 
John Dalzell, Sereno E. Payne, Nelson W. Aldrich, Matthew S. 
Quay, George F. Hoar and senators and representatives from 
the southern states, are not being sent back to Washington, 
term after term, with practically no exertion on their part. 
Political revolutions have become regular fixtures, except in 
such cases as Senator Harrison, of Mississippi, Senator Glass, 
of Virginia, Senator Smith, of South Carolina, and Representa- 
tive Tinkham, the Massachusetts Republican who gets himself 
elected from a Democratic district every two years, without 
making more than one or two speeches a year. When he feels 
like going big game hunting in Africa while the campaign is 
on, for instance, he goes. His staff attends to the business of his 
constituents promptly and intelligently and gives answers that 
are answers to their inquiries—without any platitudes should 
there, unfortunately, be any gaps in the information desired. 

That the small income tax imposed on Washingtonians will 
grow may be taken as a certainty. The fact that the Constitu- 
tional amendment permitting the laying of income taxes, with- 
out apportionment among the states, was advocated on the 
ground that it would result in other taxes being brought down, 
means nothing. Taxes have grown like green bay trees since 
its ratification about thirty-seven years ago. 





All the highly terrifying things said by 
imaginative writers about the power of 
airplanes to blow ships out of the water, 
so far as the senior officers of the United 
States navy are concerned, are just en- 
tertaining reading. They still place their 
faith in ponderous ships, carrying heavy 
guns, that can go places, blast the enemy 
—and come home again. 

That’s the gist of what Admiral Stark, chief of naval opera- 
tions, told the statute writers on Capitol Hill when the latter 
raised the question of whether what Germany had done with 
her airplanes had not made it questionable whether it was worth 
while to build battleships. 

The old salts are of the opinion that Britain’s heavy ships 
entitle Winston Churchill, first lord of the admiralty, to say 
that Britain still rules the wave, and the fact that airplanes 
are a “Yankee trick” is not permitted to throw them off that 
belief. The airplane can annoy the enemy fiercely, it is admitted, 
but, except in places where the battleship cannot go—Poland, 
for instance—it seems not much of a weapon to decide issues. 

Technically, Admiral Stark was testifying before the Senate 
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naval committee, but what he said was expected to influence all 
members of Congress. To buttress the admiral’s testimony to 
the effect that the battleship was still the backbone of the navy, 
the Navy Department formally advised the committee that Ger- 
many’s air power had not seriously affected British control of 
the sea lanes. It also noted that Germany had recently com- 
pleted two battleships and was building four others, despite its 
supposed preponderance of air power. 


“In response to repeated requests, 
the United States Maritime Com- 
mission will publish soon a new 
map illustrating the extent of 
American flag ship services in 
foreign trade.” 

So says an announcement by that commission. It is a nice 
wall ornament, three feet wide and four feet and two inches 
long, printed in three colors “with a wide margin listing the 
important world ports at which American flag ships call.” It 
was issued April 17. 

The Maritime Commission had in circulation before that 
a map, not so large as the new one, without any listing of ports 
showing lines to all parts of disturbed Europe. All the important 
ports were hatched out in the earlier and later maps, by 
diagonal lines from the northern line of Spain to the northern 
tip of Scandinavia. An appendix note attached to the new map 
shows the much greater blackout. Under the routes of Amer- 
ican ships so blacked out is the advice: “Travel and Ship under 
the American flag.” 


Old mossbacks with a dislike of the embargoes of the 
Napoleonic war period, got from their school books, it is sus- 
pected, are inclined to ask why another map, if American ships 
are forbidden to enter the blacked-out areas and American 
ships, by the dozens, if not by hundreds, are being transferred 
to foreign flags.—A. E. H. 


Maps Are Expected to 
Be Nice to Look At 


The Eastman Subsidy Report 
(Continued from page 954) 

to those borne by privately-owned carriers, this deficit 

would have been $14,727,466. 

“The deficit, on either basis,” says the report, “has 
increased considerably since 1935. The competition the 
corporation has created for the railroads lacks a sound 
economic basis.” 

The report says it is difficult, on the showing made, 
to understand why private interests would be willing 
to undertake the operation, whether by purchase or by 
lease, unless they were permitted, contrary to the 
statute, to drop the parts that are now most unprofit- 
able. To be sure, it adds, the corporation has saved 
those who have been able to use its facilities upwards of 
$30,000,000 (difference between rail and water charges) 
“but these savings would be of small comfort in drawing 
up a balance sheet for presentation to business men.” 
It says the “savings” cannot stand the test of economic 
soundness “as they have been made possible by resort 
to funds contributed by the general taxpayer.”’ It says 
the service has not earned its way; that the government 
has attempted to demonstrate what private capital can 
do without itself reflecting the full costs of its service 
in the rates it has charged or in its statement of costs 
and earnings; that the more it might endeavor to suc- 
ceed as a demonstration agency, as by giving full recog- 
nition to the costs incurred, the more difficult becomes 
the accomplishment of the purpose the corporation has 
set for itself, and, conversely, the longer it continues to 
fail to meet or reflect the full cost of the service it ren- 
ders, the longer it will fail as a demonstration agency. 
This bears out what we have been saying for years. 
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This government enterprise is and has been operating 
under false pretenses. It is a racket of the worst sort 
and it is gratifying that it is exposed as it is in the 
Eastman report. 

The report finds that, as a matter of principle, 
users of airports and landing facilities should pay all 
costs that are not assignable to distinctive national in- 
terests in airports, which is in accord with the correct 
principle. 

The report as a whole is a comprehensive study 
and obviously the result of meticulous effort to present 
all angles of the subsidy question. It by no means, 
however, disposes definitely of the controversial sub- 
ject with which it deals. In his foreword to the report, 
which is largely the work of Dr. Charles S. Morgan, 
who was director of research for the Coordinator, Mr. 
Eastman suggests that it would be well to have created 
a board of investigation such as is proposed in S. 2009 
as passed by the Senate—a tribunal before which “those 
who are disposed either to contest or to support the 
statement of facts and the conclusions reached could 
present their evidence and views at length and from 
which they could obtain a further adjudication. The 
questions involved are so large and important that they 
merit further consideration.” 


The upshot is that, after six years of intensive ap- 
plication to the task by Dr. Morgan and his associates, 
we have a report bringing together for the first time, 
it is believed, the available information on the sub- 
ject, with a treatment thereof that already has brought 
dissent from the railroads with respect to the highway 
phase of the matter. In other words, we have some- 
thing to “shoot at” and the “shooting” has begun. 


Whatever may be the differences as to the report, 
if it does not stimulate action by the proper authorities 
to do something definite about the problem presented, 
it will be simply another document that will rest undis- 
turbed in the archives. 

Our criticism in general of the report of Mr. East- 
man is that he seems to have no thesis. Perhaps this is 
intentional, his only purpose being to present the fig- 
ures as to what, if any, subsidy or public aid each 
agency of transport has received or is receiving. From 
that restricted point of view, the work has been well 
done and both Mr. Eastman and the railroads, whose 
generosity permitted him to carry on his work after 
his office as Coordinator of Transportation had been 
abolished, are entitled to great credit. The document 
will be exceedingly useful, but it might have been a 
great deal more valuable if the author had started with 
the idea that all competing forms of transportation 
should stand on their own feet and that there ought to 
be government favoritism for none; shown what the 
subsidies, past and present, were; and then made rec- 
ommendations for equalizing the situation. That is a 
job that remains for the government body to be set up 
by the pending transportation bill—if, happily, there 
shall be one. 
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Decisions of Interstate Commerce Commission 
Railroad and Motor Transport 





Grain Case Reversed 


With Commissioners Lee, Mahaffie, Rogers and Patterson 
dissenting, the Commission, on reconsideration in No. 28011, 
Blish Milling Co. vs. Alton et al., has reversed the finding in 
the prior report, 232 I. C. C. 331, that combination rates based 
on Ohio River crossings, charged on grain and grain products, 
from points in Illinois, Indiana, Ohio and Michigan, to Seymour, 
Ind., there milled and the products forwarded to Lexington, 
Ky., were applicable. The case was reopened on petition of 
the complainant. 

The question was one of tariff construction. The Commis- 
sion said that, considering all the facts, it concluded and found 
that a note involved in the matter should be construed as if it 
read “if there are, in any other tariff, class rates on the same 
commodity to the intermediate destination * * *” and that, ex- 
cept where there were restrictions in the transit: tariffs such 
as that of the Pennsylvania described in the report, preventing 
such application, the combination commodity rates were inap- 
plicable and the Maysville, Ky., sixth-class rates were appli- 
cable. The finding of division 4, according to this report, was 
reversed to that extent. 

The record, this report said, did not appear adequate to 
enable definite fixation of the applicable charges on all the ship- 
ments embraced in the complaint. Therefore, the Commission 
said, no order would be entered at this time, but defendants 
would be expected to adjust their charges in accordance with 
the views expressed in this report. It said the combination 
rates having been found in the prior report not to be unreason- 
able, the finding herein was without prejudice to republication 
of exceptions for the account of the Chesapeake & Ohio similar 
to those maintained by the other Kentucky carriers. 


Flavoring Syrup Traffic 


Rail rates proposed to meet barge-motor competition for 
flavoring syrup, from New Orleans, La., to Jackson and Merid- 
ian, Miss., have been found not unlawful by the Commission, 
division 3, in I. and S. No. 4660, flavoring syrup, New Orleans 
to Mississippi. Rates in the opposite direction on returned 
empty containers, in less than carloads, also were found not 
unlawful. Commissioner Alldredge dissented. 


The Illinois Central, Gulf & Ship Island, Yazoo & Missis- 
sippi Valley, New Orleans Public Belt and the Louisville & 
Nashville, respondents, proposed to establish reduced all-rail 
rates of 30 cents on the flavoring syrup, carloads, minimum 
36,000 pounds, and of 41 cents on empty iron or steel barrels 
or drums and wooden barrels, tight (old), in less-than-carloads, 
returned from Jackson and Meridian to New Orleans. 


Protests were made by the New Orleans Joint Traffic 
Bureau, Gulfport Port Commission, the Cost Transportation 
Co., Inc., and the Evans Motor Freight Line. The report said 
that coco-cola syrup was the only flavoring syrup considered 
under the rates in this proceeding. No protests against the re- 
duced rates were filed by any shipper or receiver of freight, 
and there was no showing that, if permitted to become effec- 
tive, the proposed rates would result in unjust discrimina- 
tions or undue prejudice and preference, said the report. 


Protestants objected, contending that the reductions were 
proposed solely for the purpose of eliminating the competition 
experienced by respondents from the rates on like traffic over 
the barge-motor routes formed by the barge line from New 
Orleans to Gulfport, Miss., and the motor line beyond. Re- 
spondents said they sought only the recovery of a fair propor- 
tionate share of the traffic which they formerly carried prior 
to the establishment of joint barge-motor rates effective March 
1, 1939, of 29 cents, minimum 20,000 pounds, from New Orleans 
docks. On May 1, 1939, said the report, protestants established 
less-than-truckload commodity rates of 31 and 33 cents to Jack- 
son and Meridian, respectively. The report said the barge-motor 
truck rate, plus wharfage and estimated cost of drayage, would 
result in a total cost to the shipper of 32.75 cents over the 
barge-motor routes. 

_ After discussing the rate situation involved, the Commis- 
Sion said that in the absence of unlawful discrimination—and 
hone was even here contended—or of proposed rates so low 
as would be a bar to efficient service required by the statute, 
the respondents were entitled to initiate rates which they deemed 


proper in the circumstances, as a zone of reasonableness existed 
between maxima and minima rate levels within which a carrier 
was ordinarily allowed to adjust its rates. 

“Here there is no contention that the proposed rates would 
be less than compensatory; in fact, the opposing parties con- 
cede that they would be compensatory, and we so find,” said 
the Commission. 

In his dissent, Commissioner Alldredge said: 

To the extent that the suspended rates in this proceeding are lower 
than are necessary to meet the competition confronting the rail carriers 
in this instance, they will disturb a relationship in rates without legal 
justification. I do not, therefore, agree with the conclusions of the re- 
port in this case. I would approve, however, a rate of 32 cents on 
flavoring syrup moving from New Orleans, La., to Jackson and Merid- 
ian, Miss., and 44 cents on empty returned containers, subject to an 
allowance to the consignor or consignee for performing pick-up or de- 
livery service not in excess of 3 cents per 100 pounds. 


Chrysler Demurrage Reparation 


The Commission has ordered payment to the Chrysler Cor- 
poration of reparation totaling $43,508.40, with 6 per cent 
interest, on account of unreasonable demurrage charges col- 
lected on various empty, partially loaded and partially unloaded 
cars, forcibly held within the corporation’s plants at Detroit 
and Hamtramck, Mich., in the sit-down strike period. Pay- 
ment is to be made on or before April 23 by defendants in 
No. 27950, Chrysler Corporation vs. New York Central (lessee 
of Michigan Central), No. 27951, Same vs. Detroit Terminal, 
and No. 28225, Same vs. Grand Trunk Western. Specifically, 
the New York Central is to pay $24,110.80, the Detroit Ter- 
minal, $17,604, and the Grand Trunk Western, $1,793.60. 

The Commission awarded reparation when it found 
charges collected on cars forcibly held with the plants in the 
“sit-down” strike period in which complainant was disposessed 
of its plant, and thus was without the power to release the 
cars, unreasonable to the extent they exceeded $1.20 a car 
for each day of such impoundage, including Sundays and legal 
holidays. 

In its report (see Traffic World, Oct. 28, 1939, p. 916), 
the Commission said that there were 687 cars outside com- 
plainant’s plants on which demurrage was collected in the sum 
of $37,800, and 426 cars inside the plant confines, on which the 
demurrage assessed amounted to $58,052. These charges were 
based on a rate of $2 a day for the first four days after the 
expiration of two days’ free time, excluding Sundays and legal 
holidays, and $5 for every day thereafter. Complainant assailed 
as unreasonable, unduly prejudical and inapplicable demurrage 
charges collected on the cars in the period from March 8 to 
April 6 or 7, 1937. 


Status of Galveston Truck 


A certificate under the grandfather clause to operate as a 
common carrier of specified commodities between specified 
points and territories in Texas, Oklahoma, Kansas, Missouri, 
Illinois, Indiana, and Ohio, over irregular routes has been 
granted the Galveston Truck Line by the Commission, division 
5, in MC 8544, Galveston Truck Line Corporation, contract car- 
rier application. 

The proceeding raised the issues of whether the corpora- 
tion had operated in defiance of the laws of Texas, whether 
it was a broker or a carrier, and its carrier status under the 
motor carrier act. The Commission decided the corporation was 
a carrier rather than a broker, and corollary to that found it 
was a common carrier. 

Commissioner Lee dissented on the latter point and ex- 
pressed the opinion that the corporation was a broker and was 
not in bona fide operation as a contract or common carrier on 
the grandfather date. In this, he agreed with the proposed find- 
ings of the examiner. 

The applicant had asked the Commission for a certificate or 
a permit authorizing continuance of operation of general com- 
modities between points in Arkansas, Colorado, Connecticut, 
Illinois, Indiana, Kansas, Louisiana, Maryland, Michigan, Mis- 
souri, Montana, New Mexico, New York, Ohio, Oklahoma, Penn- 
sylvania, Texas, Virginia, West Virginia, Wisconsin, and Wyom- 
ing, over irregular routes. 

Before introduction of any testimony at the hearing in the 
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case, the applicant sought to strike the protest of the Railroad 
Commission of Texas, to reject petitions in intervention of all 
other protestants, to have granted a permit or certificate with- 
out further proof or proceedings, and to require protestants 
to assume the burden of proceeding with the case by the sub- 
mission of evidence to disprove the statements contained in the 
application. The examiner denied those motions, and the Com- 
mission upheld him in this regard. 

The report went into much detail of the corporation’s status 
in Texas with respect to authority to operate over its high- 
ways, injunctive proceedings before a statutory federal court, 
action before the Supreme Court, and disagreement in inter- 
preting the decision of the high tribunal. The Commission 
adjudicated the corporation of having operated in defiance of 
state laws, and decided that so far as Texas was concerned its 
operations had not been shown to have been in bad faith on 
and since the statutory date. 

The corporation at first owned a number of trucks but later 
began to divest itself of owned equipment and entered into 
leases with so-called owner-operators. The evidence, the Com- 
mission said, showed that the corporation assumed responsibility 
to the shippers for the cargo transported and to the general 
public for personal injury and property damage incurred in the 
operation. The traffic, it was pointed out, was transported in 
the corporation’s name and was received and delivered subject 
to its direction and control. On the authority of Dixie Ohio 
Express Co., common carrier application, 17 M. C. C. 735, the 
Commission decided the corporation was a motor carrier and 
not a broker. 

On the basis of Slagle contract carrier application, 2 M. C. 
C. 127, the Commission further decided that status of the cor- 
portion was that of a common carrier. 

The report then launched into a recital of the territories 
served and the commodities handled by the corporation. The 
corporation contended that it was entitled to authority to trans- 
port general commodities, by reason of having held itself out 
to do so. The Commission said the evidence showed ‘that the 
corporation sought to select its shippers and traffic as it con- 
sidered desirable, and refused more than was accepted. 

“We conclude,” the Commission said, “that applicant’s 
discriminating policy has had a definite effect upon the variety 
of commodities transported, and should be given consideration 
in our determination of this issue. 

“Applicant has failed to prove its right to the extensive 
authority sought but is entitled by the evidence to authority to 
continue operations of a substantially smaller scope, as to com- 
modities handled and points, and territories served.” 


Dangerous Articles by Track 


The Commission in Ex Parte MC 13, motor carrier safety 
regulations, has prescribed rules and regulations governing the 
transportation of explosives or other dangerous articles in or 


on motor vehicles by common and contract carriers. The rules 
and regulations are to be effective June 13. The proceeding 
embraces also Ex Parte MC 2, maximum hours of service of 
motor carrier employes, Ex Parte MC 4, motor carrier safety 
regulations, and No. 3666, regulations for the transportation 
of explosives to the extent that it deals with common carriers 
by motor vehicle now subject to the motor carrier act. 

The most important part of the report made by the Com- 
mission is the extension of rules and regulations prescribed in 
Ex Parte MC 4, Motor Carrier Safety Regulations, 1 M. C. C. 
1, 10 M. C. C. 533, and 14 M. C. C. 669, without exception to all 
contract carriers by motor vehicle subject in any degree to 
the motor carrier act, to the extent that such carrier transport 
explosives or other dangerous articles. 


In Ex Parte MC 2, Maximum Hours of Service of Motor 
Carrier Employes, 3 M. C. C. 665, 6 M. C. C. 557, and 11 M. C. C. 
203, and in Ex Parte MC 4, Motor Carrier Safety Regulations, 
supra, the orders prescribing certain regulations under author- 
ity of the motor carrier act, have been vacated so far as they 
make such regulations applicable to common carriers engaged 
in the transportation of explosives or other dangerous articles 
in motor vehicles. The regulations taken out of the cases men- 
tioned by the vacation order have been readopted and again 
prescribed in this case under authority of the transportation 
of explosives act, as to all such carriers so engaged. 

Orders in No. 3666 of November 6, 1934, and amending 
orders of March 12, 1936, August 27, 1936, October 19, 1936, 
and December 14, 1936, have been vacated so far as they pre- 
scribe, pursuant to the transportation of explosive act, regula- 
tions governing the transportation of explosives or other dan- 
gerous articles on public highways by motor truck or other 
vehicle. 

The regulations prescribed or re-prescribed in this report 
are divided into seven sections, namely, general, explosives, 
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inflammable liquids, inflammable solids and oxidizing materials, 
corrosive liquids, compressed gases, and poisons. The rules 
and regulations that are new are those pertaining to explosives 
carried by motor vehicle extended so as to cover contract car- 
riers without exception. 

This report is described as bringing up to date regulations 
for common carriers only, in effect since 1935. They are re- 
issued and brought up to date and extended to contract car- 
riers in addition to their prioy application. The findings in this 
case follow: 


On all the facts before us we find that the hazards inherent in 
the transportation in interstate or foreign commerce, in or On any 
motor vehicle, of any explosive or other dangerous article, by any 
common carrier whatever, or by any contract carrier by motor vehicle 
subject to the motor carrier act, 1935, require the promulgation and 
prescription of special rules, regulations, and requirements for, and 
to promote safety of operation and equipment of, such carriers so en- 
gaged. 

We further find that the rules and regulations, attached to and 
made a part of the accompanying order, not herein reproduced, de- 
nominated ‘‘Motor Carrier Safety Regulations, Revised, Part 7, Trans- 
portation of Explosives and Other Dangerous Articles’’ are just and 
reasonable rules, regulations, and requirements for application to the 
transportation, in interstate or foreign commerce, of explosives or other 
dangerous articles, in or on motor vehicles, by common carriers gen- 
erally and by contract carriers by motor vehicle subject to the motor 
carrier act, 1935, and that such rules, regulations, and requirements 
will further and promote safety of operation and equipment of such 
carriers by motor vehicle so engaged and will be in the interest of 
public welfare and safety, and should be promulgated and prescribed 
by us for regulation of the operations, in interstate or foreign com- 
merce, of all such common carriers and all such contract carriers so 
engaged and their equipment. 

We further find the previously promulgated and prescribed rules, 
regulations, and requirements of this Commission, denominated ‘‘Motor 
Carrier Safety Regulations, Revised,’’ Parts 1 to 4 (both inclusive), 
and Part 6, are just and reasonable requirements, the application of 
which if extended to cover, without any exception or exemption, the 
operations and equipment of all common carriers whatsoever and all 
contract carriers by motor vehicle subject to the motor carrier act, 
1935, to the extent that they engage in, and while engaged in, the 
transportation in interstate or foreign commerce of explosives or 
other dangerous articles in or on any motor vehicle, would further 
and promote safety of operation and equipment of such carriers while 
so engaged, and will be in the interest of public welfare and safety, 
and that the application of such previously promulgated and pre- 
scribed rules, regulations, and requirements should be so extended. 


North-South Paper Rates 


“Destination basis” rate-making, approved by the majority 
of the Commission in a report on reconsideration in I. and S. 
No. 4413, paper, official-Illinois territories to south (original 
report 234 I. C. C. 81), was attacked in a dissenting opinion 
written by Chairman Eastman, joined by Commissioners Mahaf- 
fie and Miller. Commissioners Porter and Patterson noted 
dissents, making a total of five dissents—in other words—a 
six-to-five decision. 

Commissioner Alldredge approved the findings of the ma- 
jority in a concurring opinion. 

In the so-called southern governors’ case, also involving 
rate levels in official and southern territory, the dissenters were 
Chairman Eastman and Commissioners Porter, Miller and 
Mahaffie. Commissioners Alldredge and Patterson did not par- 
ticipate in that case but in this the former concurred with the 
majority and the latter with the minority. 

Holding that observance of the destination level and sys- 
tem of rates as the minimum and the pattern in constructing 
the interterritorial rates involved, even though it resulted in 
different rates over the same lines of railroads in reverse direc- 
tions, would place all shippers and receivers on as nearly an 
equal basis, from a practical and realistic point of view, as 
existing conditions would permit, the Commission found the 
suspended schedules unlawful and that a reasonable and other- 
wise lawful basis of rates on paper and paper articles as com- 
prehended by the proceeding from official territory to the 
south, was and would be one which conformed, distance con- 
sidered, to the rates generally applicable from producing points 
of such commodities in the south to southern destinations, in- 
cluding column 20 rates on paperboard and pulpboard, in car- 
loads, applicable only to southern box-manufacturing points. 

The report also embraces No. 28082, Alton Boxboard & 
Paper Co. et al. vs. Southern et al.; and No. 28139, Detroit 
Sulphite Pulp & Paper Co. et al. vs. Baltimore & Ohio et al. 

The suspended schedules were ordered canceled without 
prejudice to the establishment within 60 days of rates on the 
basis herein found lawful and defendant in Nos. 28082 and 
28139, said the Commission, would also be expected to establish 
within the same period rates on such basis. If the latter was 
not done, it said, consideration would be given to the entry 
of appropriate orders in respect to that particular matter 

In the original report division 4 found, among other things: 
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(1) That the rates in effect on the date of the decision (July 18, 
193°) on pulpboard, paperboard, paperboard boxes and pulpboard boxes, 
anda other paper articles, in carloads, from points in southern territory 
to points in official territory were on ‘‘a maximum reasonable basis.’’ 

(2) That the record did not establish that complainants (northern 
shippers and producers of paper articles) were unduly prejudiced by 
such rates. 

(3) That the rates on paperboard, pulpboard and boxes made there- 
from, in carloads, from points in official territory to destinations in 
southern territory were, and for the future would be, unreasonable to 
the extent that they exceeded rates constructed on the approved north 
pound basis, viz., 110 per cent of the rates applicable for similar dis- 
tances on the same articles between points in official territory; and 

(4) That rates on paperboard, pulpboard, boxes made therefrom, 
and other paper articles between points in official territory were not 
unreasonable or otherwise unlawful. 


The proceeding was reopened on petition filed by southern 
carriers and reargument was heard. The effective date of the 
orders entered by division 4 on July 18, 1939, were indefinitely 
postponed and the respondents had likewise postponed the 
effective date of the suspended schedules. 

In effect, said the Commission, the division found that the 
northbound rates were on a maximum reasonable basis and 
that maximum reasonable southbound rates should be on the 
same level as maximum reasonable northbound rates. 

The Commission said that since the propriety of the find- 
ing with respect to southbound rates was dependent on the 
supporting finding relating to northbound rates, it had care- 
fully reviewed the evidence pertaining to the level of the latter. 


“The record shows,” says the Commission, “that the north- 
bound rates are (a) 10 per cent higher than the southern car- 
riers are willing to establish, (b) 10 per cent higher than the 
highest rates applicable on the same commodities within official 
territory, and (c) substantially higher, mile for mile, than 
rates on the same commodities from points in western trunk- 
line territory to points in official territory. As to one of the 
commodities, pulpboard, the northbound rates are on the same 
basis as those from southwestern origin to points in Illinois.” 

The Commission quoted the following from the original 
report, saying that it indicated an effort by the division to 
strike a mean between the rate levels in official and southern 
territories in arriving at the exact measure of the interterri- 
torial rates: 


Consideration of the level of rates on these commodities within 
the respective territories leads to the conclusion that a reasonable maxi- 
mum level interterritorially would be one somewhat higher than the 
level in official territory and somewhat lower than that applying gen- 
erally in the south. 


“Considered in the abstract the foregoing conclusion of 
division 4, as well as the further finding that the rates should 
be the same in opposite directions, has a persuasive appeal; 
but in rate regulation we are under the necessity of adminis- 
tering a comprehensive act which seeks to do justice to many 
and varied interests,” said the Commission. “We must, there- 
fore, take a realistic view of the important question of rate- 
making in order that no legitimate interests affected thereby 
may suffer unduly, unreasonably, or unnecessarily. 


In this instance, said the Commission, it was confronted 
with a situation where adherence to a rule of theoretical 
equality would produce inequalities in actual practice. Con- 
tinuing, it said: 

We have before us a practical problem of adjusting rates between 
two separate and distinct rate-making territories in which, as a result 
of a continuing practice extending over a period of many years, are 
maintained differing levels and systems of intraterritorial rates. More 
than one group of carriers are to be considered as well as many pro- 
ducers in both territories seeking to compete for the business of the 
same consumers who have a right to as free access as possible to all 
sources of supply. In such circumstances, to turn the northbound rates 
around and apply them southbound to southern territory, in which 
higher rates on the same commodities are maintained, would, in our 
opinion, be unjust to southern carriers and southern producers, unduly 
preferential of official-territory producers, and unduly and unreason- 
ably prejudicial and disadvantageous to producers located in southern 
territory. We cannot, therefore, sanction such a rate adjustment. 


Alldredge’s Views 


In his concurring opinion, Commissioner Alldredge said 
that to strike a mean between the rate structures of official 
and southern territories, as division 5 undertook to do in the 
original case, naturally produced disharmony with the rates 
applicable within both territories. 

_ “The present report of the Commission rejects that par- 
ucular method of adjusting interterritorial rates on the com- 
modities under consideration and endeavers to find—and I 
think with entire success—a basis that will do substantial 


— as contemplated by the act to all interests,” said he, 
adding: 
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In substance and effect the report leaves unchanged and undis- 
turbed the interterritorial rates from southern to official territory to 
which the carriers and interested shippers had already agreed. The 
result of this action will mean that in shipping into the markets of 
official territory the southern producer will still pay a 10 per cent 
higher rate, mile for mile, than his northern competitor will pay for 
shipping the same products to the same destinations. The southern 
producer, therefore, will have a 10 per cent freight-rate disadvantage, 
which he reluctantly accepted, in going into official territory. On the 
other hand, when the northern producer ships into southern territory 
he will pay rates made on the same basis as those prevailing within 
the latter territory; in other words, the northern producer will have 
an absolute equality, mile for mile, in marketing his paper products in 
southern territory as compared to the southern producer. That is the 
simple story of the rates sanctioned by the report in this case. 

To have accepted the suggestion that the rates in question should 
be made the same in both directions would have meant that the 
southern producer would be at a 10 per cent disadvantage in rates 
in shipping into official territory as against his local competitor in that 
area, whereas the northern producer would then have much more than 
a 10 per cent advantage, mile for mile, over his southern competitor 
in shipping into the markets of the South. It was the latter ad- 
vantage that the Commission rejected in its decision. If there is any 
just criticism to be leveled at the decision in this case on the basis 
of bounty or preferential treatment, it will have to rest, in my judg- 
ment, upon the fact that the northern producer will have a 10 per cent 
freight-rate advantage, distance considered, over his southern com- 
petitor in the markets of official territory. 


Eastman’s Dissent 


As foundation for his criticism of the majority report, Chair- 
man Eastman, referring to the four findings of the original re- 
port set forth in this report, said reconsideration of the findings 
numbered (2) and (4) had been sought by no party to the pro- 
ceedings. He said the southern carriers sought reconsideration 
of the finding numbered (3) and incidentally sought reconsidera- 
tion of finding numbered (1). He said although finding (1) had 
been questioned only by the southern carriers the present re- 
port intimated, although it did not expressly find, that the 
northbound rates were in fact above a maximum reasonable 
basis. Similarly, said he, although no party had questioned 
finding (4) the report expressed the view that many of these 
rates “are not as high as transportation conditions in official 
territory warrant.” 

Division 4 found, said he, that nothing in the record, other 
than the differences in the rate level in the two destination 
territories, justified a different level southbound than north- 
bound. He said that finding had been questioned by no party 
to the proceedings; nor was it questioned in the present report. 

“There is no evidence of record that the transportation con- 
ditions affecting the movement of the commodities in ques- 
tion are any less favorable southbound than they are north- 
bound, or that either the cost or the value of the service is 
greater in one direction than in the other,” said he. ‘Never- 
theless, the conclusion in the report is that to be ‘reasonable 
and otherwise lawful,’ the southbound rates must be on a 
basis ‘which conforms, distance considered, to the rates gen- 
erally applicable from producing points of such commodities 
in the south to southern destinations.’ ” 

The “practical and realistic’ theory of rate-making, often 
known as the “destination basis,” said Mr. Eastman, had gained 
considerable vogue of late, particularly in the south, and merited 
analysis in order that its real nature might be made plain. It 
should not, however, he said, be confused with the proposition, 
also strongly supported in the south, that interterritorial rates 
from the south to the north should be on the same level as 
corresponding rates within the latter territory, on the ground 
that railroad conditions and costs were as favorable in the 
south as in the north. That fact was not established here, 
said he, but if it could be established, parity of rates would be 
justified by strictly transportation considerations and without 
resort to the ‘‘destination basis.” 

It was found in the present report, he said, that to be “rea- 
sonable and otherwise lawful,” the southbound interterritorial 
rates must be on the “destination” basis, that was to say, 
they must be on the level prevailing within southern territory 
and hence materially higher than the corresponding northbound 
rates. Continuing, he said: 


As has been seen, there is in the record no evidence whatever 
that transportation conditions are any less favorable southbound than 
northbound or that there are any differences in either cost or value 
of the service which are disadvantageous to the southbound movement. 
If there be any justification, therefore, for the finding in the report, 
it must be discovered elsewhere. It is difficult to determine from the 
generalities of the report what the purported justification is, but ap- 
parently it lies in a conclusion that if the southbound rates were 
based on transportation conditions, the southern producers would be 
at a disadvantage in competition with the northern producers, and 
that it is our duty to adjust rates, in disregard of transportation con- 
ditions, to prevent such a disadvantage and ‘‘place all shippers and 
receivers on as nearly an equal basis, from a practical and realistic 
point of view, as existing conditions will permit.’’ 

The situation, as thus portrayed, is precisely analogous to that of 
a country the producers of which find themselves in competition with 
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producers of another country who have lower production or distribu- 
tion costs. To equalize competitive conditions, they call for a bounty 
on exports and for a protective tariff on imports. They want the 
bounty to promote the freedom of movement of their own products, 
and they want the protective tariff to impede the freedom of movement 
of their competitors’ products. Rate making on the ‘‘destination basis’’ 
is a horse of the same color. When measured by transportation con- 
ditions it undertakes to give a bounty in freight rates on movements 
in one direction and to establish a protective tariff in freight rates 
on movements in the other direction. ; 

Such desires as these to overcome competitive disadvantages are 
quite in accord with human nature, but I am at a loss to understand 
how we can properly allow them to influence us in the administration 
of the interstate commerce act. As the Supreme Court said in its 
famous sentence in Interstate Commerce Commission vs. Diffenbaugh, 
222 U. S. 42: “‘The law does not attempt to equalize fortune, oppor- 
tunities or abilities.’’ If there is anything in the act which makes it 
our duty or even our privilege to equalize competitive disadvantages 
by a system of bounties and protective tariffs in freight rates, it has 
escaped my attention. 

It is said that competition is a factor which we have always recog- 
nized can properly play a part in rate-making, and this is true. Within 
reasonable limits, we allow carriers to meet in their rates the competi- 
tion, both direct and indirect, of other carriers. But how does that 
principle apply here? This is a case, not of permitting rates to be 
reduced to meet lower rates established by competing carriers, but 
instead of raising rates above the level which transportation conditions 
justify in order to impede the flow of traffic for the protection, not of 
the railroads, but of producers. 

As I have already indicated, this ‘‘destination basis’’ is quite a 
different thing from the proposition that transportation conditions are 
as favorable in southern territory as in official territory. If that propo- 
sition can be established, contrary to the contention of the carriers 
which serve the South, a good argument will exist for a parity of 
interterritorial and intraterritorial rates, and in both directions. But 
for the ‘‘destination basis,’’ in and of itself, there is no justification 
as the law now stands. 

Assuming, however, merely for the sake of argument, that it 
could be so justified, it is not clear that it would be our duty, before 
applying this basis in whole or in part, to ascertain whether or not 
there is an actual competitive disadvantage? Here there is evidence of 
record which warrants a conclusion on this point. It is not set forth 
or considered in the present report, but it is in fact of such character 
as to make absurd any conclusion that the southern producers of 
these paper commodities are at a competitive disadvantage. The re- 
port represents tables of rates for hauls of comparable length from 
northern and southern producing points to southern destinations, 
with the object of showing that the northern producers, if they were 
given southbound rates on the northbound basis, would have a material 
advantage. No consideration is given to the fact that these destinations 
could be supplied in each instance by nearby southern producers that 
would have a marked advantage in rates over any northern producer. 
Furthermore, the record shows, as indicated in the prior report, that 
the southern producers have enjoyed a phenomenal growth in recent 
years. Since 1936 the new pulpboard mills built in southern territory 
represent an added capacity equivalent to one-third of the entire pro- 
duction of boards in the United States. Their supply of raw material 
is such that they produce a relatively cheaper and better product than 
the northern mills, and they are able to market 95 per cent of their 
output in official territory, in the very backyards of their competitors. 

Even from a ‘‘practical and realistic point of view,’’ the southern 
producers here concerned are quite able to stand on their feet and 
need no bounty, protective tariff, or any other form of artificial stim- 
ulation. 


STONE 


No. 27872, Oglesby Granite Quarries et al. vs. Aberdeen 
& Rockfish et al. By division 2. Dismissed. Rate sought to 
be collected on carload shipments of natural or cast stone, 
including granite, marble and limestone, to, from, and between 
points in southern territory, not shown to have been or to 
be inapplicable, unreasonable, unjustly discriminatory, or un- 
duly prejudicial... However, the Commission said there was 
some basis for complainants’ contention that the assailed tariff 
descriptions were in need of clarification. In the interest in 
clarity it recommended that the so-called “rough group” de- 
scription be amended so as to specifically include ‘‘scabbled” 
blocks of limestone; the so-called “dressed group” description 
be amended so as to specifically include “steeled” granite or 
marble; and that defendants give consideration to the establish- 
ment of uniform descriptions for the several stone groups and 
through rates in connection therewith on traffic from southern 
territory to western trunk line territory. Defendants, the Com- 
mission said, did not seriously oppose these recommendations. 
Commissioner Caskie concurred in the report except as it failed 
to include honed limestone in the dressed group. 


Commission Motor Reports 


In a supplemental report in MC F-892, Blue Arrow Trans- 
port Lines, Inc., purchase, Joseph R. Mammina, the Commis- 
sion, by division 4, has modified its findings in the prior report, 
35 M. C. C. 37, so as to authorize purchase by Blue Arrow 
Transport Lines, Inc., of operating rights of Joseph R. Mam- 
mina, dba Michigan Tri-State Motor Express, including the 
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right to operate pending determination of the latter’s grani- 
father application covering such rights in MC 67290 (embracing 
MC 25183), and the right to any certificate which may be is- 
sued as result of that application covering rights authorized 
to be purchased. 

In MC 45257, Sub. No. 3, Clarence G. Yost, McEwensville, 
Pa., extension of operations, the Commission, by division 5, 
has authorized operation as a common carrier of fertilizer 
and fertilizer materials, from Baltimore, Md., to points in 
specified counties in Pennsylvania, and of brick, floor and 
structural tile, brick chips, and brick and shale granules, from 
Watsontown and Paxtonville, Pa., to points in New Jersey, 
District of Columbia, Delaware, Maryland and New York, over 
irregular routes. Issuance of the certificate is predicated on 
applicant’s compliance with the requirements of sections °15 
and 217 of the motor carrier act, and the Commission’s rules 
and regulations thereunder. 

In MC F-863, Trek, Inc., control, L & L Freight Lines, 
Inc., et al.; L & L Freight Lines, Inc., lease, Star Truck Line, 
Inc., the Commission, by division 4, has modified findings in 
its prior report, 25 M. C. C. 675, so as to authorize consolida- 
tion of L & L Freight Lines, Inc., and Star Truck Line, Inc., as 
Trek, Inc. The Commission has denied the application of L & L 
Freight Lines, Inc., for authority to lease the operating rights 
and property of Star Truck Line, Inc. 

In MC F-985, Altantic Greyhound Corporation, Charles- 
ton, W. Va., purchase, Clyde M. Carpenter, Atlanta, Ga., et al., 
embracing also MC F-986, Same, issuance of stock, and MC 
F-1071, Same, lease, Clyde M. Carpenter et al., the Commission, 
by division 4, has authorized the Atlantic Greyhound Corpora- 
tion to issue not exceeding 1,305 shares of no-par value of 
common stock of total stated value of $150,075 to repay ad- 
vances. It has dismissed the application of the applicant to 
purchase certain operating rights of Clyde M. Carpenter, B. T. 
Harrelson, and Joel W. Wright, partners, dba Inter-Carolinas 
Motor Bus Co. It has also dismissed the application of ap- 
plicant to lease certain operating rights of Clyde M. Carpenter, 
B. T. Harrelson, and Joel W. Wright, partners, dba Inter- 
Carolina Bus Co. The Commission dismissed the application 
in MC F-985 because vendor owned no rights to operate as 
a motor carrier which might be the subject of sale under section 
213 of the motor carrier act. As a consequence of that action 
the application in MC F-1071 to lease the claimed operating 
rights of the partnership was dismissed. Commissioner Porter 
dissented. 

In MC F-1044, LeCrone Motor Transport Line, Inc., pur- 
chase, Charles W. McMath (D. V. Heck, receiver), the Com- 
mission, by division 4, has authorized purchase by LeCrone 
Motor Transport Line, Inc., of Columbus, O., of operating rights 
and property of Charles W. McMath, dba McMath Motor Ex- 
press, of Uhrichsville, O. 

In MC 17751, Sub. No. 1, Price Bus Co., Scranton, Pa., 
extension, Connecticut and Massachusetts, the Commission, b) 
division 5, has authorized operation as a common carrier of 
passengers and their baggage in charter operations between 
Scranton, Pa., Hartford, Conn., and Springfield, Mass., over 
irregular routes. 

In MC F-828, Penn Ohio New York Express Corporation, 
purchase, Tri-Service Motor Lines, Inc., the Commission, by 
division 4, has authorized purchase by Penn Ohio New York 
Express Corporation, of Erie, Pa., formerly P. O. N. Y. Express, 
Inc., of operating rights and property of Tri-Service Motor 
Lines, Inc., of Olean, N. Y. It is provided that if the au- 
thority granted is exercised, Julius Hermann and Nick St. 
Neillo, a partnership, dba Hermann & St. Neillo, shall not 
transport as a contract carrier over the same routes or be- 
tween the same points any commodity which applicant may 
lawfully transport as a common carrier as result of the pur- 
chase herein authorized, and any operating rights as a contract 
carrier which may hereafter be confirmed in the partnership 
as result of its pending “grandfather” application in MC 5666, 
shall not include the right to perform such transportation. 
Commissioner Porter dissented. 

In MC 30303, International Forwarding Co., Chicago, IIl., 
common carrier application, embracing also MC 30364, Inter- 
national Forwarding Co., Inc., New York, N. Y., common car- 
rier application, the Commission, by division 5, has found that 
the applicants have failed to establish that their services had 
been or were those of a motor carrier under the provisions 
of the motor carrier act of 1935. The Commission based its 
decision on Acme Fast Freight, Inc., common carrier applica- 
tion, 8 M. C. C. 211. Applicants, the Commission said, con- 
ducted a nation-wide freight forwarding business. 


REPARATION ORDERS 


Reparation orders have been issued in No. 22752, Armour & 
Co. vs. A. T. & S. F. et al.; No. 23004, American Fruit Grow- 
ers, Inc., of Illinois et al. vs. A. G. S. et al.; No. 27217, Bal- 
four, Guthrie & Co., Ltd., et al. vs. C. M. St. P. & P. et al. 
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April 20, 1940 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1016, the Commission has suspended from 
April 13 until July 12, the operation of all schedules as published 
on original page 64A of tariff MF-I. C. C. No. 1 of Cascade, Inc., 
doing business as Cascade Fast Freight, Portland, Ore. The 
suspended schedules purpose to establish a new any-quantity 
commodity rate of 50 cents a 10 gallon can on ice cream mix 
from Portland, Ore., to Oakland, Calif., which rate includes the 
return of the empty cans. Present rates are higher class rates 
in cents a 100 pounds of 181 cents, less-truckload, and 172, 163 
and 109 cents, minima 5,000, 10,000 and 20,000 pounds, respec- 
tively, on ice cream mix in cans, and of 55 cents, any-quantity, 
on the returned empty cans. 

In I. and S. M-1017, the Commission has suspended from 
April 13 until July 12, the operation of certain schedules as 
published in supplement No. 24 to tariff MF-I. C. C. No. 154 of 
Agent Lou Hosking, St. Paul, Minn. The suspended schedules 
propose to establish reduced proportional commodity rates on 
dairy products, minimum 20,000 pounds, from Dickinson and 
Mandan, N. D., to Minneapolis and St. Paul, Minn., to a¥ernate 
with present higher proportional commodity rates. The follow- 
ing is illustrative: 


Eggs from Mandan, N. Dak., to St. Paul, Minn., present rate in 
cents a 100 pounds, minimum 15,000 pounds, 47; proposed rate in cents 
a 100 pounds, minimum 20,000 pounds, 41. ; 


In I. and S. 4778, the Commission has suspended from 
April 14 until November 14, the operation of certain schedules 
as published in supplement No. 10 to Appalachicola Northern 
Railroad Company’s tariff I. C. C. No. 132. The suspended 
schedules proposed to increase the proportional rate on pulp- 
wood, in carloads, from River Junction to Port St. Joe, Fla., 
from 103 cents to 213 cents a unit of 160 cubic feet. 

In I. and S. M-1018, the Commission has suspended from 
April 15 until July 14, the operation of all schedules as pub- 
lished in tariff MF-I. C. C. No. 1 of Arthur V. Ritz, dba Ritz 
Express, Framingham, Mass. The suspended schedules propose 
to establish a new any-quantity commodity rate of 20 cents a 
100 pounds on “all commodities” in containers between Ashland, 
Framingham, Holliston and Natick, Mass., on the one hand, 
and railroad and steamship terminals located in Boston, Cam- 
bridge, Somerville and Worcester, Mass., on the other. This 
carrier has no present rates on this traffic. 


In I. and S. M-1019, the Commission has suspended from 
April 15 until July 14, the operation of certain schedules as 
published in supplement No. 160 to tariff MF-I. C. C. No. 4 and 
supplements to twelve other tariffs of Southern Motor 
Carriers Rate Conference, Agent, Atlanta, Go. The suspended 
schedules proposed to cancel the participation of Benton Rapid 
Express, Inc., Savannah, Ga., from various tariffs of Southern 
Motor Carriers Rate Conference, Agent; thereby leaving the 
carrier without rates except local proportional rates published 
in tariffs issued by the carrier. 


In I. and S. M-1020, the Commission has suspended from 
April 14 until July 13, the operation of all schedules as pub- 
lished in supplement No. 6 to tariff MF-I. C. C. No. 2 of Walter 
F. and Edgar A. Leonard, dba Leonard Bros. Motor Express 
Service, Greensburg, Pa. The suspended schedules propose to 
establish a new reduced less-truckload commodity rate on 
cotton piece goods of 65 cents a 100 pounds from New York, 
N. Y., to Greensburg, Pa.; in lieu of the present any-quantity 
class rate of 76 cents. 


In I. and S. M-1021, the Commission has suspended from 
April 14 until July 13, the operation of supplement No. 2 to 
schedule MF-I. C. C. No. 2 of Roy H. Jarvis, Stevensville, 
Mont. The suspended schedule proposes to establish a reduced 
contract carrier minimum charge of 50 cents a 100 pounds on 
canned goods and all other freight, minimum 10,000 pounds, 
between Stevensville, Mont., and Seattle, Wash., in lieu of a 
present minimum charge of 70 cents applicable only from 
Stevensville to Seattle. 

In I. and S. M-1022, the Commission has suspended from 
April 15 until July 14, the operation of certain schedules as 
published in tariff MF-I. C. C. No. 2 of Louis F. Tank, dba 
Tank’s Transfer, Fremont, Neb. The suspended schedules 
propose to establish a new reduced commodity rate of eight 
cents a 100 pounds, minimum 4,000 pounds, on grain, viz.: 
barley, corn, oats, rye and wheat, between Fremont, Neb., and 
points within 20 miles thereof, on the one hand, and Council 
Bluffs, Ia., and points in Iowa within 15 miles thereof, on the 
Other, in lieu of present any-quantity commodity rates of one- 
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fifth of a cent a mile a bushel for distances up to 20 miles and 
one-half of a cent a bushel for every additional 10 miles. 

In I. and S. M-1023, the Commission has suspended from 
April 15 until July 14, the operation of certain schedules as pub- 
lished in supplement No. 25 to tariff MF-I. C. C. No. 47 of 
Agent R. S. Cooper, Greensboro, N. C. The suspended sched- 
ules propose to establish from Baltimore, Md., New York, N. Y., 
and points grouped therewith, Wilmington, Del., Camden, Car- 
ney’s Point and Trenton, N. J., Chester, Hanover, Marcus Hook 
and Philadelphia, Pa., to Clearwater, S. C., a new commodity 
rate of 75 cents a 100 pounds, minimum 5,000 pounds, on natural 
gums, waxes and various kinds of acids, chemicals and dye- 
stuffs, in straight or mixed shipments; in lieu of present higher 
and lower class rates. 

In I. and S. M-1024, the Commission has suspended from 
April 15 until July 14, the operation of schedule MF-I. C. C. 
No. 1 of Alex S. Schreiner, Hastings, Neb. The suspended 
schedule proposed to establish new contract carrier minimum 
charges of 50 cents, minimum 16,000 pounds, on eggs and 
dressed poultry from Kearney, Neb., to Chicago, Il.; 40 cents, 
minimum 6,000 pounds, on empty beverage containers from 
Hastings, Neb., to Chicago; 40 cents, minimum 16,000 pounds, on 
beer and beverages, and 65 cents, minimum 2,000 pounds on 
grocery store supplies from Chicago to Hastings. This carrier 
has no present minimum charges on this traffic. 

In I. and S. M-1025, the Commission has suspended from 
April 15 until July 14, the operation of all schedules as pub- 
lished in tariff MF-I. C. C. No. 6 of John R. Johnson, dba 
Johnson Motor Transport, Portland, Me. The suspended sched- 
ules propose to establish a new reduced commodity rate of 18 
cents a 100 pounds on fertilizer, in bulk, in bags, minimum 
21,000 pounds, between North Weymouth, Mass., and Portland, 
Me., in lieu of a present distance class rate of 20 cents, mini- 
mum 10,000 pounds. 


In I. and S. M-1026, the Commission has suspended from 
April 15 until July 14, the operation of certain schedules as pub- 
lished in supplement No. 115 to tariff MF-I. C. C. No. 96 of 
Agent D. T. Waring, Washington, D. C. The suspended sched- 
ules propose to establish increased and reduced any-quantity 
commodity rates on fresh fruits and vegetables, other than 
cold pack, between New York, N. Y., on the one hand, and 
Baltimore, Md., and Washington, D. C., on the other hand; in 
ieu of present class or commodity rates. The following is 
illustrative: 


Commodity and package, between New York and Baltimore, present 
rate, pears in 50 pound crates, any quantity, 25; proposed rate 15; 
commodity and package between New York and Baltimore, present rate, 
potatoes in 100 pound bags, any quantity, 40; proposed rate, 35. 


In I. and S. M-1027, the Commission has suspended from 
April 16 until July 15, the operation of all schedules as pub- 
lished in tariff MF-I. C. C. No. 5 of Owen Milton Collett, Salt 
Lake City, Utah. The suspended schedules proposed to establish 
new and reduced local commodity rates on refined liquid petro- 
leum products, in bulk, from Billings, Laurel and Great Falls, 
Mont., Woods Cross and Salt Lake City, Utah, Rock Springs 
and Parco, Wyo., and Pocatello, Ida., also new joint commodity 
rates from Cody and Zube, Wyo., to points in Idaho, Montana, 
Utah and Wyoming. The following is illustrative: Refined 
liquid petroleum products, in bulk, in cents a gallon: 


From Billings, Mont., to Rupert, Idaho, present rate, minimum 
4,000 gallons, applies during March, April, May, 3.801; proposed rate, 
minimum 3,000 gallons, applies during March, April, May, 3.640; pres- 
ent rate, applies during remaining nine months, 3.141; proposed rate, 
minimum 3,000 gallons, applies during remaining nine months, 3.141. 


In I. and S. M-1028, the Commission has suspended from 
April 17 until July 16 the operation of all schedules as pub- 
lished in supplement No. 10 to tariff MF-I. C. C. No. 17 of Wil- 
son Truck Company, Inc., Nashville, Tenn. The suspended 
schedules propose to establish a new less-truckload commodity 
rate of 164 cents a 100 pounds on boots or shoes, from St 
Louis, and points grouped therewith, Mo., to Birmingham 
and points grouped therewith, Ala., in lieu of the present class 
rate of 174 cents. 


In I. and S. M-1029, the Commission has suspended from 
April 18 until July 17 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 3 of Robley P. Small and 
Garland D. Bull, dba Small and Bull, Pocomoke City, Md. The 
suspended schedules proposed to establish new commodity rates 
on binder twine and builders’ hardware, less-truckload and 
minima 4,000 and 10,000 pounds, also on wallboard, less-truck- 
load and minimum 4,000 pounds, from New York, N. Y., Phil- 
adelphia, Pa., and Wilmington, Del., to Pocomoke, Md. This 
carrier has no present rates on this traffic. Rates of 27.5, 25 
and 20 cents a 100 pounds, less-truckload, minima 4,000 and 
10,000 pounds, respectively, on binder twine from New York, 
N. Y., to Pocomoke, Md., are illustrative. 
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New Haven Reorganization 


The Commission’s approval of the plan of reorganization 
of the New Haven, made in Finance No. 10992, New York, 
New Haven & Hartford reorganization, under which that 
road’s capitalization would be reduced from $464,835,806, as 
of October 23, 1935, to $365,000,000, and fixed charges and 
guaranties from $19,531,323 to $6,232,331, met general disagree- 
ment of Chairman Eastman with respect to the proposed treat- 
ment of the Old Colony (see Traffic World, April 13). The 
Commission failed to approve a plan of reorganization of the 
Old Colony at this time, in view of the “existing unfavorable 
earning position of the Old Colony.” 

Chairman Eastman, in a dissenting expression, said he 
would defer approval at this time of any reorganization plan, 
and reopen the proceeding for further hearing at a compara- 
tively early date for the purpose of incorporating in the record 
facts in regard to the prospective earning power and value to 
the New Haven system of the Old Colony properties. These 
data were not now of record, he said, but he believed they 
could be made available. 

The plan provides that the Providence, Warren & Bristol 
and the Hartford & Connecticut Western, secondary debtors of 
the New Haven, will be reorganized in connection with, or as 
a part of, the reorganization of the New Haven. The acquisi- 
tion of the properties and assets of the Boston & Providence 
Railroad Corporation by the New Haven would be authorized. 

The plan of the Old Colony, which the Commission did 
not approve, provided for the transfer of the Old Colony’s so- 
called western and Cape group of properties to the New Haven, 
and abandonment of the operations, both freight and passenger 
services, of its so-called Boston group properties by January 
1, 1941. 

Under the plan approved, to be made effective as of last 
January 1, the new capitalization of the New Haven would 
consist of a total funded debt of $225,845,833, of which $137,- 
059,266 would be fixed interest debt, and $88,786,567 would be 
in 4% per cent income bonds. In addition, provision is made 
for $70,525,061 of 5 per cent preferred stock of $100 par value, 
and $68,629,106 of common stock, also of $100 par value. The 
total fixed interest debt would consist of $12,872,000 of undis- 
turbed equipment trusts, $22,422,000 of underlying bonds, 
$12,834,905 of collateral trust notes, and $88,930,361 of fixed 
interest 4 per cent bonds. The undisturbed equipment trusts 
include $121,000 due January 1, 1940, and excludes new equip- 
ment trust to be issued as of February 1, 1940. 

Annual fixed charge requirements consist of $477,012 on 
undisturbed equipment trusts, $896,880 on underlying bonds, 
$513,396 on collateral trust notes, $3,557,214 on the fixed in- 
terest 4 per cent bonds, and $787,829 for rent for leased roads. 
Contingent charges amount to $9,265,581. 

The equities of the holders of common and preferred stock 
were found to have no value, and no provision was made for 
the stockholders in the plan. 


Equipment obligations would remain undisturbed. The 
New York & New England Railroad Co.-Boston Terminal first 
mortgage bonds, the Dutchess County Railroad Co. first mort- 
gage bonds would be paid off in cash. The New York, Provi- 
dence & Boston general mortgage bonds, Naugatuck Railroad 
Co. first mortgage bonds, and the Harlem River & Port Chester 
Railroad Co. first mortgage bonds, and the Providence Ter- 
minal first mortgage bonds would remain undisturbed, and 
accrued and unpaid interest would be paid in cash, except that 
the accrued and unpaid interest on the Harlem River & Port 
Chester bonds would be paid in new fixed interest bonds. 


Commissioner Miller, in a concurring view, called attention 
to the desirability of setting up sinking fund payments in terms 
of a percentage of earnings, a participation provision rather 
than a cumulative requirement for income bonds, and the use 
of no par value preferred stock and conditions under which 
fixed interest bonds might be issued in the future. In this 
connection, he referred to his expressions in Spokane Interna- 
tional Railway Co. Reorganization, 233 I. C. C. 157, and West- 
ern Pacific Railroad Co. Reorganization, 233 I. C. C. 409, and 
said he thought that a participation provision for the preferred 
stock similar to that for the income bonds referred to would be 
desirable. It would be better, he said, to have no par common 
stock instead of $100 par as specified. 


At the same time, the Commission, division 4, approved a 
plan of reorganization of the Boston & Providence, in Finance 
No. 12131, Boston & Providence reorganization, under which all 
the road’s assets and properties would be transferred to the 
New Haven. In consideration, the New Haven, on consum- 
mation of its reorganization, would issue and deliver to the 
debtor’s trustees $3,039,213 of its first and refunding mortgage 
4 per cent bonds, $1,467,520 of its income mortgage 4% per 
cent bonds, and $1,467,520 of its 5 per cent preferred stock. 
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In addition the New Haven would assume and pay (1) the 
debtor’s reorganization expenses, (2) current liabilities of the 
debtor incurred in the ordinary conduct of its business prior 
to the institution of the proceeding which were entitled to 
priority over debentures of the B. & P., (3) current liabilities 
and obligations of the debtor’s trustees, and (4) taxes, with 
certain qualifications. It also would assume and discharge 
claims which, as of the date of the report and order (March 
22), had been allowed by the court. 

The holder or holders of the debtor’s debentures would be 
allotted New Haven first and refunding bonds in a principal 
amount equal to the principal of the debentures, plus accrued 
interest, after crediting to such interest the cash in the sinking 
fund for the retirements of the debentures. 

Holders of the debtor’s capital stock, exclusive of such 
stock in the sinking fund, which would be canceled, would re- 
ceive for the par value of their securities, 20 per cent in New 
Haven first and refunding bonds, 40 per cent in the New Haven 
income mortgage bonds, and 40 per cent in the New Haven 
preferred stock. 

Claims of the debtor or its trustees against the New Haven 
or its trustees, and claims of the New Haven or its trustees 
against the debtor or its trustees, would be mutually waived 
and canceled. 

Under the New Haven plan, holders of the following out- 
standing securities would be entitled to receive, in exchange for 
the principal thereof and accrued interest thereon, new securi- 
ties in the following ratios: 


Fixed 
interest Income Preferred 
Outstanding issue bonds bonds stock 

per cent per cent per cent 
Housatonic R. Co. bonds .............. 100 ya 
New England R. Co. bonds ............ 85 15 Y 
Danbury & Norwalk R. Co. bonds ..... 20 40 40 
Boston & New York Air Line Co. bonds os 50 50 
New Haven & Northampton Co. bonds. .50 25 25 
Central New England Ry. Co. bonds ...100 a ‘ 
Bonds secured by ist & ref. mortgage . 20 40 40 
15-year secured gold bonds ........... 45.35 54.65 


The secured notes held by the Railroad Credit Corporation 
and the Reconstruction Finance Corporation would be ex- 
changeable for new collateral trust notes for 100 per cent of 
the remaining balances of the notes. 

The following banks, holding secured notes, would receive 
in exchange for the principal thereof and accrued interest 
thereon new securities in the following ratios: 


Fixed 
interest Income Preferred 
Bank bonds bonds stock 
per cent per cent per cent 
Merchants National Bank of Boston* .. 20.24 40.48 40.48 
State Street Trust Company of Boston .100 a oe 
Chase National Bank of the City of New 
NS cn eu Sa baie cis wie EU he aco ae ob: 8 8 62.79 37.21 
Irving Trust Company of New York ... 77.76 22.24 
First National Bank of Boston ........ 70.59 29.41 
National Shawmut Bank of Boston .... 56.14 43.86 
Second National Bank of Boston ...... 79.05 20.95 
Union Trust Company of Springfield ... 83.22 16.78 
Bank of Manhattan Company7 ........ si ae es 
National Rockland Bank, Boston ...... 52.13 24.21 24.21 
Rhode Island Hospital 
National Bank of Providencet ..... 8.31 16.62 16.62 





*On the basis of the acquisition of Boston and Providence properties. 
7Total claim classed as unsecured. 
tRemaining 58.46 per cent of claim classed as unsecured. 


Unsecured obligations and claims, as finally allowed by 
the court, including the principal debtor’s 4 per cent deben- 
tures, due May 1, 1957, and Providence Securities Co. 4 per 
cent debentures, due May 1, 1957, and claims arising out of 
rejection of leases and guaranties, would be discharged in com- 
mon stock. Common stock available for distribution to the 
holders of unsecured obligations and claims would be distributed 
among them on the basis of the relationship between the 
amount of each claim to the total amount of all such claims. 


SOUTHERN GOVERNOR’S CASE 


The northern railroads have decided not to take to court 
the Commission’s decision in No. 27746, State of Alabama et al. 
vs. N. Y. C. et al. (see Traffic World, Dec. 2, 1939, p. 1222). 

As later modified, the Commission’s findings will become 
effective June 1, petitions for reopening having been denied (see 
Traffic World, March 16, p. 625). 

In some quarters, it was believed that the Commission's 
decision in I. and S. No. 4413, paper official-Illinois territories 
to south, on reconsideration, reported elsewhere in this issue, 
might afford a better basis for court action than the decision 
in the southern governors’ case, 
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Proposed Reports in I. C. C. Cases 


Railroad and Motor Transport 





Detroit Produce Market Case 


A recommended finding that produce marketing facilities 
at Detroit, Mich., owned by a railroad subsidiary and utilized 
by wholesale produce dealers as a place to exhibit and sell 
perishable shipments after they had arrived at billed destina- 
tion, was not shown to be a facility of the character that any 
carload shipper could demand space, has been made by Exam- 
iner Claude A. Rice in No. 27826, Growers Marketing Co. vs. 
Pere Marquette et al. The facilities in question are those con- 
structed by the Green Real Estate Co., a subsidiary of the 
Pennsylvania, Pere Marquette, and Wabash railroads. 

The examiner further recommended that the Commission 
find that the failure of the railroads to authorize the Growers 
Marketing Co. to display and sell perishables at the facilities 
had not been shown to be violative of any provision of the 
interstate commerce act. He said that the only question pre- 
sented for determination was whether or not the produce 
terminal was a public transportation facility. The complainant, 
he pointed out, contended that the produce terminal was a pub- 
lic common carrier facility, the same as public team tracks. 

In the conduct of its business, the railroad subsidiary 
issues licenses and privilege agreements to produce dealers 
covering utilization of its facilities as a place to receive, display 
and market perishables. The complainant, according to the 
report, made a request for a license in February, 1935, but 
it was informed by the railroad subsidiary that no additional 
tenants could be accommodated and that no additional licenses 
were being issued. By reason of its failure to acquire the 
license sought, the complainant contended that it was subject 
to unjust discrimination and undue prejudice. 


Proposed Reports 
Dry Wattle Tanning Extract 


No. 28344, C. Findeiss Sons Co. vs. Pennsylvania. By 
Examiner Leland F. James. Rate of 36 cents a 100 pounds, im- 
ported dry wattle tanning extract, in bags, shipped November 
27, 1937, from Baltimore, Md., to Zanesville, O., proposed to 
be found unreasonable to the extent it exceeded 35 cents. 
Reparation of $4.41 proposed. 


Demurrage Charges 


No. 28281, National Cooperage & Woodenware Co. vs. 
Alton & Southern et al. By Examiner Charles W. Berry. 
Denial of an award of reparation proposed. Demurrage charges 
assessed at Peoria, IIll., for detention of cars due to a strike 
at complainant’s factory from May 25 to August 20, 1937, 
proposed to be found not unreasonable. 


Pulverized Limestone 


No. 24757, Limestone Products Corporation of America vs. 
Lehigh & Hudson River Railroad Co. et al. By Examiner 
Alfred G. Hagerty. On further hearing, reparation of $662.37 
plus interest at 6 per cent proposed. The recommended award 
of reparation was based on findings in prior reports of the 
Commission, 201 I. C. C. 467, and 220 I. C. C. 311, that rates 
on pulverized limestone, carloads, from Limehurst, N. J., to the 
New England section of trunk-line territory were unreasonable. 
The award covers 59 shipments made within the two-year statu- 
tory period preceding filing of the complaint. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at exptration 
of 20 days from date of service of reports (unless otherwise stated), 
be come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Connecticut (New Haven)—-MC5577, Louis Neveloff, con- 
tract carrier application. Examiner Frank Hand. Served 
April 13. Denial proposed. General commodities, with certain 
exceptions, between specified points in Connecticut, Massachu- 
setis, New York, and Rhode Island, over regular routes. 


Nebraska (Omaha)—MC 8726, J. H. Peters, common car- 
rier application. Examiner Beverley S. Simms. Served April 
13. Certificate recommended. Continuance of operation, gen- 
eral commodities from Chicago, Ill., to Omaha, Neb., over 
regular routes, serving all intermediate points, and of specified 
commodities between points in Nebraska, Colorado, Illinois, 
Iowa, and Kansas, over regular and irregular routes. 

Georgia (Atlanta)—-MC 22112, Sub. No. 4, Motor Convoy, 
Ine., extension, uniform commodity description. Examiner L. 
R. Conley. Served April 13. Permit proposed. Specified com- 
modities between Atlanta, Ga., on the one hand, and, on the 
other, points in Alabama and Georgia, and those in specified 
territories in Florida, Tennessee, North Carolina, and South 
Carolina, over irregular routes. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

New York (Utica)—-MC 44840, Sub. No. 2, Empire Milk 
Trucking Corporation. Examiner B. Freidson. Served April 13. 
Certificate recommended. Flavoring syrup used in the manu- 
facture of carbonated beverages, in bulk, in tank trucks, from 
Long Island City, New York, N. Y., to Baltimore, Md., and 
Philadelphia and Pittsburgh, Pa., through New Jersey and 
Delaware, with no transportation for compensation on return, 
over irregular routes. 

Connecticut (New Britain)—-MC 45651, Albanese Trucking 
Co., common carrier application. Examiner Frank Hand. 
Served April 13. Certificate proposed. Specified commodities 
between specified points and territories on Connecticut, Mas- 
sachusetts, New Jersey, and New York, over irregular routes. 

Massachusetts (Boston)—-MC 46514, Charles H. Bell, dba 
L. A. B. Express, common carrier application. Examiner R. J. 
Flood. Served April 13. Denial recommended. Applicant 
sought a certificate or a permit to transport general commodities 
between Boston, Mass., and points in Maine, New Hampshire, 
Vermont, Massachusetts, Rhode Island, and Connecticut, over 
irregular routes. 

Nebraska (Hastings)—-MC 89656, Sub. No. 1, Alex S. 
Schreiner, contract carrier application. Joint board 136. Served 
April 13. Permit proposed. Butter from Hastings, Neb., to 
Chicago, Ill., over a specific route, with return to Hastings of 
pulpboard boxes, knocked down, over the same route. 

Illinois (Chicago)—-MC 96010, John Staszak, common car- 
rier application. Joint board 149. Served April 13. Certificate 
recommended. Electrical appliances in pickup and delivery 
service at Chicago, Ill. 


Ontario, Canada (Port Erie)—MC 96022, H. E. Shisler, 
common carrier application. Examiner G. E. Proudley. Served 
April 13. Denial proposed on a finding that the applicant was 
engaged in operations for which a certificate was not required 
under the motor carrier act. Coal and coke between Buffalo, 
N. Y., and Port Erie, Ontario, Canada. 

Texas (Odessa)—-MC 100289, Bryon Alexander Harmon, 
dba Red Ball Transfer & Storage Co., contract carrier applica- 
tion. Joint board 77. Served April 13. Certificate recom- 
mended on a finding that applicant’s operation was that of a 
common carrier. General commodities with certain excep- 
tions, in the performance of collection and delivery service 
within an area embracing Odessa, Tex., and points within three 
miles thereof. 

Indiana (South Bend)—MC 100884, Caravans, Inc., common 
carrier application. Examiner F. Roy Linn. Served April 13. 
Denial recommended. New automobiles and trucks, wholly 
or partially assembled, in initial movements by the driveaway 
methods from South Bend, Ind., to Atlanta, Ga., Boston, Mass., 
Buffalo, N. Y., Cleveland, O., Kansas City, Mo., Memphis, 
Tenn., New York, N. Y., Omaha, Neb., Philadelphia and Pitts- 
burgh, Pa., St. Louis, Mo., and St. Paul, Minn., and of new and 
used automobiles and trucks by driveaway methods in sub- 
sequent or secondary movements between the destination 
points named and between such destination points and South 
Bend, over irregular routes. 

New York (New York)—MC 65155, R. & W. Trucking Co., 
Inc., contract carrier application. Examiner James C. Chesel- 
dine. Served April 16. Permit proposed. Continuance of 
operations, glassware, chinaware, and caps and covers therefor, 
from New York, N. Y., to Bayonne, Bloomfield, Garfield, 
Newark, and Union City, N. J., with no transportation for com- 
pensation on return, over irregular routes. 

Pennsylvania (Cleona)—-MC 45227, Sub. No. 4, Harry L. 
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Meyer, dba Meyer Transportation, extension of operations. 
Examiner Paul A. Colvin. Served April 16. Certificate pro- 
posed. Paper boxes, set up, in truckloads, from Lebanon, Pa., 
to Asbury Park and Trenton, N. J., Kingston, Troy, and Port 
Chester, N. Y., Baltimore, Md., and Washington, D. C., and of 
macaroni products from Lebanon to Pittsburgh, Pa., on traffic 
destined to points beyond Pennsylvania, only, and to specified 
points in New York, over irregular routes. 

Illinois (Maywood)—-MC 78261, Sub. No. 2, Harry Ratner, 
dba Midwest Transfer Co.—building materials, brakelining, etc., 
extension. Examiner Virgil J. Livingstone. Served April 16. 
Permit recommended. Specified commodities from Wilmington, 
Ill., to points in Wisconsin, over specified routes. 

Arizona (Rowood)—MC 100655, Clifton Jay Russell, com- 
mon carrier application. Joint board 350. Served April 16. 
Certificate proposed. Persons, express, mail, and newspapers, 
in the same vehicle with passengers, between Ajo, Ariz., and the 
international boundary between the United States and Mexico, 
over a regular route. Exceptions, if any, must be filed within 
25 days from date of service. 

Kansas (Independence)—-MC 101129, Harry E. Philippi, 
contract carrier application. Examiner P. H. Dawson. Served 
April 16. Permit proposed. Such commodities as are dealt in 
by chain retail and mail-order department stores between 
Miami, Okla., on the one hand, and points in Kansas and Mis- 
souri within 50 miles of Miami, on the other, over irregular 
routes. 


California (Piru)—-MC 9310, John Golonka, contract carrier 
application. Examiner William A. Maidens. Served April 16. 
Denial of permit proposed. Citrus fruits between Piru, Calif., 
and Los Angeles Harbor, Calif. Exceptions, if any, must be 
filed within 25 days from date of service. 


New Jersey (East Orange)—-MC 16827, Theodore Diebold, 
common carrier application. Examiner U. E. Conlon. Served 
April 16. Certificate recommended. Continuance of operation, 
structural steel, steel plates, machinery, hot water heaters and 
boilers, and safes, between points in New Jersey, New York, and 
Pennsylvania, within 200 miles of Newark, N. J., over irregular 
routes. 


Missouri (Springfield)—-MC 44613, Sub. No. 6, Mo-Ark 
Coach Lines, Inc., Collierville extension. Joint board 4. Served 
April 16. Certificate proposed. Passengers and their baggage, 
and, in the same vehicle with passengers, of light express, mail 
and newspapers, between Collierville, Tenn., and Corinth, Miss., 
over Tennessee highway 57 and U. S. highway 45, with service 
at all intermediate points on Tennessee highway 57, as an ex- 
tension of applicant’s present operation. 


Michigan (Detroit)—-MC F-1084, Eugene A. Casaroll and 
T. M. Rinehart, control, Crown Motor Service, Inc., and Square 
Deal Cartage Co. Examiner James L. Smith. Served April 16. 
Recommends denial of application of Eugene A. Casaroll and 
T. M. Rinehart, of Detroit, Mich., for authority to acquire con- 
trol jointly of Crown Motor Service, Inc., and Square Deal 
Cartage Co., also of Detroit, through ownership of capital stock. 

Missouri (St. Louis)—-MC 100972, C. E. Ervin and T. M. 
Stevens, receivers, Mobile & Ohio Railroad Co., common carrier 
application. Joint board 100. Served April 16. Certificate 
recommended. General commodities, with exceptions, between 
Mobile and Bayou Labatre, Ala., over specified routes, and serv- 
ing certain intermediate and off-route points. The authority is 
limited to operations which are supplemental or auxiliary of 
those of the Mobile & Ohio Railroad Co. 

New Mexico (Deming)—-MC 96028, Archie O’Kelly, dba 
O’Kelly’s Transfer & Transport, common carrier application. 
Joint board 87. Served April 18. Certificate proposed. Gen- 
eral commodities in the performance of collection and delivery 
service, at Deming, N. M. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

New York (Brooklyn)—MC 95316, John Lauro, dba John 
Lauro Trucking, common carrier application. Examiner R. J. 
Burns. Served April 18. Certificate recommended. General 
commodities, with exceptions, between points defined in the 
New York, N. Y., Commercial Zone, 1 M. C. C. 665, and 2 M. 
C. C. 191, over irregular routes. 

Indiana (Indianapolis)—-MC 90544, Isom Cox, dba Isom 
Cox Truck Co., common carrier application. Joint board 72. 
Served April 18. Certificate proposed. General commodities, 
in the performance of collection and delivery service, within 
an area embracing Indianapolis, Ind., and points within 8 miles 
thereof. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

Nebraska (Shickley)—-MC 89772, Elmer C. Lauber, com- 
mon carrier application. Examiner Reece Harrison. Served 
April 18. Denial for want of prosecution proposed. Live stock, 
emigrant movables, building material, farm machinery, feed, and 
farm commodities between Shickley, Neb., and points within 50 
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miles thereof and points in Iowa, Kansas, Missouri, South 
Dakota, and Colorado, over irregular routes. 

New Jersey (Hillside)—-MC 59965, Elizabeth-Union-Hil]- 
side-Irvington Bus Line, Inc., common carrier application. 
Examiner C. I. Kephart. Served April 18. Certificate pro- 
posed. Continuance of operation, passengers, in round-trip 
charter operations from points in Union, Essex, and Hudson 
counties, N. J., to points in New York in and south of Sullivan 
and Putnam counties, in Connecticut on and south of U. §S. 
highway 6 and Connecticut highway 34 through Danbury, 
Sandy Hook, Derby, and New Haven, in Pennsylvania east of 
U. S. highway 220, southward to Muncy, and thence Susque- 
hanna River, in Delmarva Peninsula, on U. S. highway 1 in 
Maryland, and in Washington, D. C., commercial zone, over 
irregular routes. 

Texas (Dallas)—-MC 50544, Sub. No. 9, Texas & Pacific 
Motor Transport Co., extension—Mesquite-Forney. Joint board 
77. Served April 18. Certificate recommended. Extension of 
operation to include the transportation of general commodities, 
with exceptions, to and from Forney, Tex., as an intermediate 
point on the route previously authorized; and to include the 
transportation of the same commodities over a specified route, 
serving Mesquite, Tex., as an intermediate point. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 

Texas (Hallettsville)—MC 50401, Otto Linhart, contract 
carrier application. Joint board 77. Served April 18. Denial 
of application proposed on finding operation by applicant, in 
interstate or foreign commerce, as a common carrier of gen- 
eral commodities, in the performance of collection and de- 
livery service within an area embracing the Hallettsville, Tex., 
railway express terminal district, for the Railway Express 
Agency, Inc., not subject to regulation under the motor carrier 
act. The joint board found applicant’s operation to be subject 
to part I of the interstate commerce act and not subject to 
part II, citing as controlling the Commission’s decision in Rail- 
way Express Agency, Inc., Determination of Status, decided 
December 27, 1939. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

Indiana (Batesville)—-MC 2985, Sub. No. 1, Wilbur T. Kile, 
dba Kile’s Express, new furniture extension. Examiner M. B. 
Driscoll. Served April 18. Certificate proposed. New furni- 
ture, uncrated, from Batesville, Ind., to all points in Pennsyl- 
vania, Kentucky, Tennessee, Arkansas, Missouri, Ohio, Illinois, 
New York, and that part of Michigan known as the Lower 
Peninsula, over irregular routes, returning with damaged, ex- 
changed, or rejected shipments only. 


SIGNAL SYSTEMS 


The Norfolk & Western; and Florida East Coast have 
filed applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing 
within 15 days from April 12. 

The Elgin, Joliet & Eastern; New York Central; Atchison, 
Topeka & Santa Fe; and Chicago, Burlington & Quincy have 
filed applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interest commerce act. Any interested party 
desiring hearing should advise the Commission in writing within 
15 days from April 16. 

The New York Central has filed an application with the 
Commission for approval of proposed modification of signal 
systems or devices under paragraph (b), section 26 of the in- 
terstate commerce act. Any interested party desiring hearing 
should advise the Commission in writing within 15 days from 
April 18. 


MIXED CARLOAD RULE EFFECTIVE 


The Commission refused to suspend the so-called liberal- 
ized mixed carload Rule 10 and it became effective April 15. 
(See Traffic World, March 2, p. 503 and Feb. 17, p. 400.) The 
proposal was made by official and southern territory railroads. 

The change in Rule 10 of the classification will result 
in increased railroad freight shipments from Chicago to 
destinations in those territories, according to C. J. Whipple, 
transportation vice-president, Chicago Association of Com- 
merce. The liberalization of the rule will result in “material 
savings to shippers,” he said. It will stimulate carload mix- 
tures “and attract additional tonnage to the railroads.” He 
said it was a matter of regret to the shipping public that the 
new rule was not made applicable in Western Trunk Line terT!- 
tory simultaneously with its effectiveness in the other tert! 
tories, but added that there was a general hope that the western 
railroads would “shortly accept the same rule.” 
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Milwaukee Abandonment 


Abandonment by the Chicago, Milwaukee, St. Paul & Pa- 
cific of a portion of a branch line extending northerly from 
Dixon to Oxford Junction, Ia., has been recommended to the 
Commission by Examiner J. S. Prichard in Finance No. 12516, 
Cc. M. St. P. & P. trustees’ abandonment. The line to be 
abandoned is 23 miles long. The examiner, on the other hand, 
recommended that the road be denied authority to abandon 
another segment of the branch extending from Eldridge to 
Dixon, Ia., a distance of 12 miles. 

As to the segment from Dixon to Oxford Junction, the 
examiner said that it was clear that neither present nor pros- 
pective traffic volume was sufficient to warrant its retention 
by the Milwaukee. As to the segment from Eldridge to Dixon, 
the examiner said there was a strong probability that con- 
tinued service to Dixon would be profitable to the road. At 
least, he added, there was nothing in the record to indicate 
that the road apprehended any serious loss in that connection. 

Railroad labor contended that if the Commission author- 
ized the abandonment that provision be made to compensate 
employes displaced or transferred, the report said. They 
based this request on the decision of the Supreme Court of the 
United States in upholding the powers of the Commission to 
prescribe benefits, in accordance with the so-called Washing- 
ton agreement between management and labor, for employes 
affected by a lease of one railroad by another. This ruling was 
made in connection with the lease by the Chicago, Rock Island 
& Pacific of the Chicago, Rock Island & Gulf, 308 U. S. 225. 
The examiner drew a distinction between employes affected 
by a merger and by an abandonment and declined to recom- 
mend any benefits for labor. 


Milwaukee Reorganization 


Major bondholders of the Chicago, Milwaukee, St. Paul & 
Pacific have presented objections to the plan of reorganization 
for the road, promulgated by the Commission, in petitions filed 
in Finance No. 10882, C. M. St. P. & P. reorganization, asking 
for modifications. The Commission (see Traffic World, March 
2, p. 509) proposed a plan which would wipe out present pre- 
ferred and common stockholders and would cut total capital- 
ization from $744,760,713 to $548,533,321. 

The United States Trust Co., trustee under the road’s gen- 
eral mortgage, contended that the plan of the Commission 
“would amount to confiscation of the rights created by your 
petitioner’s mortgage and would be in contravention of the 
law of the land.” Seeking more favorable treatment of its 
lien, the company asked for a rehearing in the case and modi- 
fication of the Commission’s plan. 

The Guaranty Trust Co. and Merrel P. Callaway, trustees 
of the road’s Series A 50-year 5 per cent mortgage bonds, ob- 
jected to the proposed treatment of this lien in the plan asked 
for modification, so as to afford a “fair and adequate recogni- 
tion” of those securities. 

The National City Bank of New York and William W. 
Hoffman, trustees of the Milwaukee’s adjustment mortgage, 
represented that the Commission erred in failing to recognize 
the claims of the adjustment mortgage bondholders to the full 
extent of principal and interest. The trustees also asked the 
Commission to modify the plan in accordance with specific 
proposals. 

A group of bondholders of the Chicago, Terre Haute & 
Southeastern, in asking for modifications, insisted that all 
directions in the order of the Commission designed to bring 
about modifications in the bonds and mortgages of the Terre 
Haute and its lease to the Milwaukee should be stricken. 

The Mutual Savings Bank Group for Milwaukee bonds has 
asked the Commission to modify its plan or reorganization so 
as to provide “that the discretionary portion of the additions 
and betterments fund payments shall follow the payment of 
series B income bond interest, instead of following fixed interest, 
as is presently provided.” 


The life insurance group committee, holders of Milwaukee 
Securities, said the additions and betterments fund should be 
modified to provide that the annual payment into the fund of 
$2,500,000 mandatory if earned, having a call on income im- 
mediately after fixed charges, be cumulatitve for one year, with 
elimination of the provision for an additional discretionary pay- 
ment into the fund. If, but only if, the committee says, there is 
to be provision for discretionary payments into the fund, then 
Such payments should be permissible only after, rather than 
before, the payment of interest on the new general mortgage 
bonds, series A. Among other things, the committee said the 
plan should permit conversion of each new $1,000 series B gen- 
eral mortgage convertible income bond into 15 shares of new 
no-par common stock instead of 10 shares. 

‘he plan is unfair and inequitable to Gary bondholders 
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and does not comply with section 77 (e) of the bankruptcy act, 
says the St. Louis Union Trust Co., and the Illinois State Trust 
Co., as trustees under the Chicago, Milwaukee & Gary’s first 
mortgage five per cent 40-year gold bonds of 1948, in asking 
reconsideration and modification. The plan, they say, allocates 
to the Gary bonds securities which have a value substantially 
less than the sale value of the properties covered by the Gary 
mortgage. 

Reconsideration of the plan for the purpose of making 
allocation of securities to the preferred stockholders, is asked 
by the protective committee for holders of the preferred stock 
of the Milwaukee. Before the Commission could assume the 
responsibility for destroying the investment of from 15,000 to 
20,000 persons, holding $224,000,000 worth of stock, the com- 
mittee said, it must give more thorough consideration to certain 
matters—with respect to earnings. It said it was apparent that 
the plan prepared was based entirely on the past earnings. 
It is of the utmost importance that every effort be made to 
thoroughly explore the earnings not only of the past, says the 
committee, but of the future. 


M. & St. L. Reorganization 


Pointing to the consolidation of railroad’s part of the 
interstate commerce act as reason for its conclusion, the Com- 
mission in Finance No. 12414, Minneapolis & St. Louis Railroad 
Co. reorganization, has turned its thumbs down on the latest 
plan for doing something about that railroad. Thereby it 
decreed the death of a plan under which the property would 
have been divided into two parts, with one part deemed by 
some to be marked for abandonment unless it showed remark- 
able recovery of earnings, the other part being deemed strong 
enough to survive. 

A line drawn through Winthrop, Minn., would have roughly 
divided the existing property into two parts had the Commission 
approved the latest idea for handling a railroad that had been 
in receivership since 1923 and had been offered at public sale 
no fewer than twenty-seven times since 1934, without reception 
of one bid for it. Commissioner Mahaffie dissented. 

This plan for the division of the property into two parts, 
as well as an earlier one providing for dismemberment among 
the larger roads in its territory, is regarded as the work of 
Jesse Jones, federal loan administrator, while he was chairman 
of the Reconstruction Finance Corporation. In its report, the 
Commission said, the only reason for a division of the prop- 
erties, given by the applicants, was that it was a condition 
precedent to a loan by the RFC, the loan being $5,000,000. But, 
said the Commission, no reason appeared in the record as to 
why that organization made such a condition. The record, it 
added, showed that each of the divisions of the property pro- 
posed had some earning capacity, but that the prospective earn- 
ing power of the proposed new company’s lines (the one not 
deemed marked for abandonment) was much greater than that 
of the new corporation’s lines (the ones deemed marked for 
abandonment). 

The present receiver, the report said, testified that he was 
shocked when he heard of the plan, and that in his opinion 
the lending agency would be better secured with a loan on the 
system as a whole than with a loan on the new company’s 
segment alone. 

All applications looking to the dismemberment of the prop- 
erty were denied by the Commission. The applications were 
made by two companies organized with a view to carrying out 
the dismemberment of the system, which, however, would con- 
tinue to be operated as a unit. They were made by the Min- 
neapolis & St. Louis Railway Co. and the Minneapolis & St. 
Louis Railroad Corporation. They were referred to in the 
a as the new company and the new corporation, respec- 

ively. 

In May, 1939, they filed a joint application in which, as 
amended, authorization was sought, under section 5(4), for the 
acquisition by the new company of the lines of the Minneapolis 
& St. Louis Railroad Co., referred to as the old company, ex- 
tending from Minneapolis to Peoria, Ill., and various branches, 
called the primary lines, having a mileage of 906.81, called the 
primary lines; and acquisition by the new corporation of the 
remainder of the system lines, roughly west of Winthrop, Minn., 
having a mileage of 616.73, of which the main lines constituted 
about 400 miles. That is the part some have deemed to be 
marked for abandonment unless there was great improvement 
in earnings. The new company, by stock ownership, would 
have controlled the new corporation. 

Specifically the Commission denied the application of pur- 
chase by the Minneapolis & St. Louis Railway Co. and by the 
Minneapolis & St. Louis Railroad Corporation, separately, of 
indicated lines of the old company and acquisition by the Min- 
neapolis & St. Louis Railway Co. of control of the Minneapolis 
& St. Louis Railroad Corporation by purchase of stock, on the 
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ground that it had not been shown to promote the public in- 
terest. 

The Commission denied the application of the Minneapolis 
& St. Louis Railway Co. for authority to issue $5,000,000 of first 
mortgage 4 per cent bonds, $3,091,000 of second mortgage bonds, 
series A, 150,000 shares of common stock without par value, 
and to assume obligation and liability in respect of not exceed- 
ing $155,460.18 of equipment trust notes of the receiver of the 
Minneapolis & St. Louis Railroad Co., in connection with the 
reorganization of the affairs of that company, the one that has 
been in receivership since 1923. 

Another denial was of the application of the Minneapolis & 
St. Louis Railroad Corporation for authority to issue 10,000 
shares of common no-par stock to be used in carrying out the 
plan for separation of the raliroad into two parts. 

The advantages claimed from the reorganization, the Com- 
mission said, were that it would terminate the long period of 
costly receivership and wasteful litigation; that the satisfaction 
of the Merrian-Albert Lea mortgage and of the preferred 
claims, which was made possible by the proposed part payment 
of principal with money obtained from the RFC, would be of 
great benefit to the railroad in that it would stop the drain of 
money from earnings and would permit substantial amounts 
to be applied in the future to additions and improvements; that 
the railroad would be better able to serve the public because 
of an improvement program of $2,978,000 which the RFC re- 
quired; that because the capitalization of the old company would 
be drastically reduced by the proposed reorganization, a basis 
for permanent and continued operation should result; that 
various creditors of the old company would receive securities 
in the new company—either second mortgage bonds or capital 
stock, which would furnish some hope of return on their in- 
vestment; that the secondary or light traffic density lines of 
the old company would be owned and operated by the new 
corporation and would not be subject to any mortgages; that the 
absence of fixed charges in the capital structure of the sec- 
ondary lines, together with the proposed agreement between the 
new corporation and the new company reducing the charges 
covered by the agreement to practically a cost basis, together 
with the ability of the new corporation to obtain services of 
capable supervisory forces from the new company would tend 
to lighten the expenses and operating costs of the new corpora- 
tion; and finally that the separation of the so-called secondary 
lines from the main lines, while not endangering the existence 
of the former, would enable the latter, with the aid of new 
capital, to be invested in additions and improvements, to be- 
come a stronger railroad and capable of improving its service, 
resulting in an ability to obtain additional traffic. 


According to the report the cost of the receivership, in- 
cluding allowances of all kinds, expenses of a special master’s 
office, printing, court costs, etc., had been about $1,000.000. 


The present capitalization of the property, referred to as 
the old company, is $71,184,155. As of June 30, 1917, the Com- 
mission found the value of the property to be $56,832,768. 


Under the plan which the Commission refused to approve 
the capitalization of the new company would have consisted 
of 150,000 shares of no-par stock, $8,091,000 of funded debt and 
$155,460 of equipment trust notes. Equipment contracts of 
$691,789, the report said, should be considered in connection 
with that computation. Annual fixed charges would have been 
reduced for the first five years to a maximum of $225,000 with 
additional charges dependent on net income. The capitalization 
of the new corporation, the one to hold the secondary lines 
would have been 10,000 shares of no-par stock all of which would 
have been owned by the new company. 

The Commission stated objections to phases of the reor- 
ganization plan but devoted itself to the public interest phase 
in making its disposition of the matter. It said the ap- 
plicants argued it would seem to be self evident that to remove 
the railroad from receivership would promote the public interest 
to some extent and that certainly there was need of reorgan- 
ization if invested capital could thereby earn some return when 
no prospects of such return existed otherwise, particularly 
when, as here, the service to the public would be at least as 
efficient and stronger lines would be created than existed 
prior to such reorganization. A further argument was that 
while it was possible for a railroad to remain indefinitely in 
receivership if able to pay operating expenses, including wages 
and taxes, there came a time when those having capital in- 
vested had a right to some return. 


In answer to that the Commission said that, while conced- 
ing the desirability of removing railroads from receivership 
where possible, the record did not support the argument that 
service to the public would be as efficient or that stronger 
lines would be created. The weaker lines assigned to the new 
corporation, it said, were placed in a relatively worse position 
under independent operation than when joined with stronger 
lines in unified operation, and an added burden of expense was 
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thereby created, without in any way increasing earning power 
or efficiency. The estimated increase in expense, by reason of 
the creation of the secondary line corporation was $11,000 a 
year, as to which there was skepticism which the Commission 
said, was justified. Protesting intervening interests, the report 
said, argued that the plan was inconsistent with the present 
national transportation policy and contrary to the intention of 
Congress when it passed the consolidation act, particularly in 
view of the fact that in consolidation cases, the Commission 
had required some protection for weak lines and that if it 
was sound to require protection for weak lines it was unsound 
to permit weaker lines of a system to be segregated from the 
stronger and thus deprived of the support of the latter. The 
Commission said it believed there was merit in that contention. 
It said, after calling attention to the fact that the M. & St. L. 
had been assigned by it to the Illinois Central system, that the 
underlying purpose of the act was to group weak and strong 
lines in such a manner that a strong national transportation 
system would be created. It said any arrangement tending 
toward the contrary could not be in harmony therewith. It said 
the plan here proposed was not in conformity with the consoli- 
dation plan and if approved might conceivably be construed 
as an invitation for other lines in financial difficulties to seck 
the same relief and result in at least a partial collapse of 
railroad consolidation efforts. 

Denial of the proposed plan, the report, observed, would 
continue the lines in receivership but nothing that had been 
said, the Commission observed, should be construed as its 
entertaining any objection to an early reorganization of the 
property. As would be observed from the report, the Commis- 
sion said, its principal objections were, first, the division of the 
present company into two companies and second, to the issu- 
ance of the second mortgage bonds as proposed. The property, 
the Commission added, was now reaching a satisfactory state 
of maintenance and its earnings encouraging. In such circum- 
stances, it said, there appeared no reason why a plan of reorgan- 
ization could not be worked out later which would be satis- 
factory to the security holders and creditors which would con- 
form with the spirit and letter of the law respecting consolida- 
tions, and be otherwise in the public interest. 

In his dissent Commissioner Mahaffie called attention to the 
fact that the Commission had repeatedly recommended that the 
consolidation feature be eliminated from the law. 

“Both houses of Congress,” said he, had “lately passed 
legislation proposing to do exactly that. That legislation is cur- 
rently being considered in conference. So ‘lack of conformity 
with the spirit and purpose’ of the consolidation plan seems 
a wholly inadequate basis for the denial of an application 
if it is otherwise one that should be approved. It is not sug- 
gested that the law is in any way violated—only its spirit 
and purpose.” 

The dissent expressed the opinion that the creditors had a 
right to demand an opportunity to realize something from 
the property, such as they were making in this proceeding. 

It was recognition of the doubtful character of the part of 
the property, he said, that led to condemnation of the plan. 
All too often, added he, the necessity to support unproductive 
parts of a system, or to maintain losing services, sapped the 
strength of the whole property. The plan he _ observed 
separated the property into two parts, the one having the 
better earning prospect being expected to carry the debt in- 
curred in making the reorganization and in making improve- 
ments, but was not to be responsible for any operating deficits 
of the second part. 


“The latter will be enabled to operate as long as it can 
earn its living,” said Commissioner Mahaffie. “It will not be 
entitled to the support of its relatives.” 

Answering criticisms about the proposed loan of $5,000,000 
from the RFC, Commissioner Mahaffie said, that the loan, if 
made, would need the Commission’s approval, on a finding 
that the security was adequate. By basing the loan on the better 
portion of the property and avoiding liability for operating 
losses on the balance, Commissioner Mahaffie said, a basis for 
that finding was provided. In view of the earnings history and 
prospects of the property as a whole, he said, it seemed 
doubtful if, without such segregation, the required finding 
could be made. 


ILLINOIS-NORTH ATLANTIC GRAIN RATES 


A hearing on the proposal to establish rates on whole 
grain from central Illinois to north Atlantic ports, based on 
24 cents to Baltimore, will be held jointly by the Central Freight 
Association and the Western Trunk Line committees at the 
Central Freight Association rooms, Transportation Build'ng, 
Chicago, at 10:00 a. m., April 30. The proposal was brouht 
about the recent reductions in the export rates on grain from (he 
central Illinois to the gulf ports (see Traffic World, April |3, 
p. 908). 
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Jones on Railroads 


Belief that the procedure employed in the latest plan of 
reorganization for the Minneapolis & St Louis Railroad, re- 
jected by the Commission (elsewhere in this issue), should be 
followed in reorganization of other systems was expressed 
April 18 by Federal Loan Administrator Jesse Jones at his 
press conference. The plan rejected by the Commission pro- 
vided for division of the railroad into two companies. Mr. 
Jones’ idea was that the strong parts of a system could profit- 
ably be separated from the weak links. He said such action 
would not necessarily lead to substantial abandonments but 
admitted that ultimately this might result. 

Mr. Jones said he agreed with Commissioner Mahaffie’s 
dissent to the Commission’s rejection of the M. & St. L. plan. 
Under the set-up as proposed, the Reconstruction Finance 
Corporation agreed to loan $5,000,000 on 906 miles of the most 
profitable part of the road and leave the remaining 600, or 
western part of the system unencumbered. He said the 906 
miles was strong enough to support the loan. Under this set-up, 
he said, the weak links of the property would be left to exist- 
ing security holders. 

The federal loan administrator’s thought in advocating a 
separation of the strong links in a receivership property from 
the weak, as provided in the latest M. & St. L. plan, was to 
provide a lasting reorganization. The weak links should not 
pull the strong down, he said. This, he said, would be the so- 
lution of many systems. 

Mr. Jones said the reorganization manager of the M. & St. 
L. had called on him April 17 relative to a new loan on entire 
property. He added that the RFC would consider such a 
proposal and pointed out that the agency would have to go 
over all of its studies. He indicated, however, that he pre- 
ferred the set-up under the plan recently rejected by the 
Commission. 

The latest thought of the road, he said, was for a $4,000,000 
loan. Mr. Jones said the road had been doing very well in 
the last year and a half, but that expenditure of around 
$2,000,000 would have to be made to condition it. 

Mr. Jones announced that loans amounting to $816,740,- 
216.95 were authorized to railroads up to March 31, 1940. Of 
this amount $689,980,461.06 has been disbursed, and $216,893,- 
372.22 has been repaid. Disbursements made to railroads in 


March amounted to $12,113,000, and repayments amounted to 
$3,066,753.21. 


MISSISSIPPI STATE RATES 


The Commission has further modified its order of Novem- 
ber 8, 1938, and later, in No. 28051, increases in Mississippi 
freight rates and charges, so as to permit railroads to establish 
and maintain new rates, by the net ton, on sand and gravel 
within Mississippi. The modification was made on request of 
the Alabama Great Southern and others to enable the estab- 
lishment on the commodities within Mississippi of the new 
basis of rates proposed for general application throughout 
southern territory. Based on distance, for the block between 
10 miles and under and 50 miles and over 40 the single line 
scale ranges from 30 to 70 and the joint line scale ranges from 
40 to 80; for the block between 60 miles and over 50 and 150 
miles and over 125 the single line scale ranges from 80 to 120 
and the joint line scale from 90 to 130; for the block between 
175 miles and over 150 and 290 miles and over 260 the single 
line scale ranges from 130 to 160 and the joint line scale from 
140 to 170; and for the block between 320 miles and over 
290 and 480 miles and over 440 the single line scale ranges 
from 165 to 205 and the joint line scale from 175 to 210. 


Erie Reorganization 


Not finding, from its examination of the affairs of the 
Erie, that the equity in that property above its debts is without- 
value, the Commission, by division 4, in Finance No. 11915, Erie 
Railroad Co., reorganization, makes provision for participation 
of its stockholders in the distribution of stock in the new or 
reorganized company. The effective date of the plan is as 
of Jan. 1, 1940. 

All classes of stock, the Commission says, should share 
equally in any apportionment to Erie stockholders of the new 
Stock of the new company. It points out that in People vs. 
New York Building-Loan Banking Co. the Supreme Court of 
New York says that in the absence of any agreement to the 
Contrary on the dissolution of the corporation the preferred 
Stock shares equally with the common stock. 

The impression was when the Commission issued its ap- 
proved plan, April 13, that if the Chesapeake & Ohio exercised 
its rights and took up its warrants for new sfock, it would 
continue very influential if not actual control of the reor- 
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ganized company. That company owns 984,800 shares of com- 
mon stock of the Erie and 151,405 shares of first preferred 
and 60,195 shares of second preferred. Its stock interest in 
the Erie, according to the report, was 55.68 per cent. 

Under the approved plan of reorganization there will be 
102,413,648 shares of no-par common stock and $39,001,323 of 
5 per cent preferred stock. 

The plan reduces the capitalization, which on Dec. 31, 1939, 
was $490,953,630, including short term notes of the Erie and 
bonds of the Chicago & Erie, but exclusive of trustees’ obli- 
gations, to $332,692,250 and fixed charges from $14,368,842 
in 1938 to $11,827,681. In addition to the $490,953,630 capital- 
ization, the report on the plan shows that accrued and unpaid 
interest at the end of 1939 amounted to $24,328,598, exclusive 
of coupons due before the date of bankruptcy but not pre- 
sented for payment. The fixed charges before mentioned of the 
Erie and the Chicago & Erie, totaling $14,368,842 consisted 
of $12,377,592 of interest and $1,991,250 of rents for leased 
roads and equipment. 

The plan provides for a capital fund of 2 per cent on 
operating revenues, the latter being estimated at $80,000,000. 
As to the proposed capitalization, a summary issued in con- 
nection with the report follows: 

Under the approved plan the new capital structure of the Erie, in- 
cluding bonds of the Chicago & Erie, and the new annual charges, ex- 
clusive of rents, will be substantially as follows: 


Principal Annual 

Amount Charges 

Wen PNOUE CONOR fois o 55.0 a\c boca dcdiesennnndinen $138, 289,887 $ 5,628,245 

UP SNE WO COREE DONE isiccincevisinnsecdioscccta  eeeaners 1,600,000 

Contingent interest debt ..................... 52,987,392 2,384,923 

POMMEERIGS (RUM, WOVURCNGG onc ski cscictnccscwsns! #€newuvna 264,447 

et TO BIOs 6h ie e.cnsdna0endeetdine diane 39,001,323 1,950,066 
Common stock, no par value, taken at $40 per 

EN odin chaudawasensabtasceteverateas 102,413,648 ........ 

MEY ieee kndkeae ede aneaaawnnneKe dence $332,692,250 $11,827,681 


The amount of fixed interest obligations approved in the 
plan, said the Commission, was such it found, after considera- 
tion of the prospective earnings of the property in the light of 
its earnings experience and all other relevant factors, that 
there would be adequate coverage of fixed charges by the 
probable earnings available*for their payment. 

Within the limits of the equity remaining for stockholders 
after satisfying senior claims, there should be available, said 
the report, sufficient no-par common stock to allot one share 
for each five shares of stock now held by the Erie stockholders. 
That allotment of one no-par share for each five old shares 
was made. 

Provision is made for holding new stock in escrow for 
distribution to holders of stock and the issuance of warrants 
for stock held in escrow. The proceeds from the purchase of 
stock, the Commission said, should be used as follows: To be 
held for the account of and paid to holders of certain certificates 
of beneficial interest; for the retirement of income mortgage 
bonds, series A, held by the Reconstruction Finance Corpora- 
tion; and for the retirement of other debt after the retirement 
of the income mortgage, series A, bonds. Provision is also 
made for unsecured claims, including lease liabilities, estimated 
at $5,000,000. 

In addition to the allocation of common stock to the present 
stockholders, the Commission said they should be issued war- 
rants entitling them to purchase escrowed common stock, 1.25 
shares for each share now held, at any time before Jan. 1, 1945, 
for $37.17 a share, plus interest thereon at 4.5 per cent from 
Jan. 1, 1940, to the date of purchase, less any dividends paid on 
common stock to that date provided that the price of escrowed 
treasury stock should be the same to warrant holders as the 
price of other escrowed stock. 

The Commission found that the interests of holders and 
bonds and stock of the Nypano, an underlying company, would 
not be adversely and materially affected by the treatment pro- 
vided in the plan. It said the present Nypano stocks and bonds 
should remain undisturbed the lease of the Nypano having been 
adopted by the trustees of the Erie. 

Commissioner Miller, in a separate expression, said he was 
in general agreement with the conclusions reached in the report. 
However, he said, he desired to call attention to his concurring 
expression in the New Haven reorganization plan, where he 
said he referred to certain principles adhered to by the majority. 
The remarks he made in that expression, he said, were equally 
applicable here in so far as this report adhered to those prin- 
ciples. 





PETITIONS FOR REHEARING, ETC. 
Ex Parte MC 22, New England motor carrier rates. Weiss & Klau 
Co. asks reconsideration, by division 5 of its order with respect to the 
application of commodity rates on venetian blinds, as set forth at 
sheet 23 of the eleventh supplemental order decided January 15. 
No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
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lines, defendants, ask Commission for relief under Finding 27 to permit 
the publication of 50 cents a 100 pounds, minimum weight 80,000 pounds, 
and 80 cents a 100 pounds, minimum weight 50,000 pounds, as alternat- 
ing rates from Midland, Mich., to Velasco, Tex., for application on 
contractor’s outfits, chemical plant equipment and supplies in mixed 
carloads. 

No. 28129, Standard Oil Company of Louisiana vs. A. & R. et al. 
Defendants ask Commission to postpone for a period of sixty days 
the order entered herein on February 8, the effective date of which is 
May 16, and to reconsider the decision herein to the end that it be set 
aside. 

No. 28051, increase in Mississippi freight rates and charges. Gulf, 
Mobile & Northern and St. Louis-San Francisco, respondents, ask 
Commission to further modify and amend the order entered herein 
November 8, 1938, so as to permit the establishment and maintenance 
for a period ending December 31, 1940, for the intrastate transporta- 
tion of sand and gravel, in carloads, minimum ten per cent less than 
marked capacity of car except that when loaded to full visible capacity, 
actual weight shall apply, from Amory, Miss., to Pontotoc, Miss., of 
rate of 75 cents a ton of 2,000 pounds. 

1. & S. No. 4772, rosin, turpentine and pine oil, carloads, Hatties- 
burg and Laurel, Miss., to New Orleans, La., for export and coastwise 
movement. New Orleans Public Belt, supporting the petition of the 
New Orleans & Northeastern, requesting the entire Commission to 
reconsider the matters involved and to vacate its order dated March 
8, also asks entire Commission to reconsider the matter involved and 
to vacate its order of suspension and permit the rates under suspen- 
sion to become effective as quickly as possible. 

MC-F 943, Bryant Truck Lines, purchase, D. R. Scott and Chester 
Campbell, dba Scott-Campbell Truck Line. Bryant Truck Lines; D. 
R. Scott and Chester Campbell, dba Scott-Campbell Truck Line, ap- 
plicants, and Potashnick Truck Service, Inc., ask Commission to sub- 
stitute Potashnick Truck Service, Inc., as an applicant in lieu of 
Bryant Truck Lines. 

MC-F 1176, Liberty Motor Freight Lines, Inc., purchase, Lindberg 
Motor Express, Inc. Applicant asks reconsideration of the order of 
April 10, denying the application for authority to enter into temporary 
lease arrangement between the Liberty Motor Freight Lines, Inc., 
applicant for authority, and Lindberg Motor Express, Inc., prospective 
vendee. 

Ex Parte MC 21, motor carrier rates in central territory. Central 
States Motor Freight Bureau, Inc., asks further modification of orders. 

No. 27002, John Nix & Co. et al. vs. Railway Express Agency, Inc., 
et al. Complainants ask that entire Commission reopen proceeding 
and, on reargument or reconsideration, modify the conclusion of di- 
vision 2 and authorize the payment of reparation to complainants on 
all shipments. 

No. 28081, American Fruit Growers, Inc., et al. vs. L. & N. et al. 
Complainants ask entire Commission to grant a reopening and con- 
sideration for the purpose of awarding reparation on shipments mov- 
ing pendente lite and the finding that many shipments of watermelons 
involved, in addition to Barnesville, O., have been overcharged to the 
extent shown in the petition. 


COMMISSION ORDERS 


No. 28023, Bull Steamship Line et al. vs. Abilene & Southern et al. 
Effective date of order of January 8, postponed from May 20 to June 20. 

No. 28129, Standard Oil Company of Louisiana vs. A. & R. et al. 
Order entered February 8, which was by its terms made effective on 
May 16, modified to become effective June 15 on not less than 30 days’ 
notice instead of May 16. 

No. 28204, State of New Jersey vs. B. & O. et al.; and No. 28299, 
City of Jersey City, State of New Jersey vs. Same. Rubber Manufac- 
turers Association, Inc., and the Shippers’ Conference of Greater New 
York permitted to intervene. 

No. 28439, Blue Mountain Prune Growers Cooperative et al. vs. A. 


& R. et al. Department of Public Service of Washington permitted to 
intervene. 
MC-F 1173, Western Auto Transports, Inc., purchase, Contract 


Trucking Co., Inc. Petition requesting approval, under section 210a(b), 
of temporary operation by Western Auto Transports, Inc., of certain 
properties of Contract Trucking Co., Inc., denied. 

No. 27863, United States Gypsum Co. vs. N. Y. C. et al. Complaint 
dismissed on complainant’s request. 

No. 27962, Philip Carey Co. vs. Alton & Southern et al. 
dismissed on complainant’s request. 

No. 28343, Continental Roll and Steel Foundry Co. vs. 
et al. Complaint dismissed on cOmplainant’s request. 


MC-F 145, Transamerican Freight Lines, Inc. (Delaware), consolida- 
tion, Transamerican Freight Lines, Inc. (Michigan), and Triangle 
Motor Freight Forwarding Co. (Michigan). Applicant’s petition for 
extension of time within which to comply with findings in supplemental 
report, 25 M. C. C. 335, granted, and time within which compliance 
with said findings shall be effected by applicant extended to April 15. 

MC 22279, Sunset Motor Lines, Inc., common carrier application. 
Order of February 28, which by its terms denies the application herein, 
effective April 15, modified to the extent that such denial order is to 
become effective May 18. 

No. 25390, Abilene & Southern Railway Co. et al. vs. A. C. & Y. 
et al.; No. 25692, Same vs. Same, and a subnumber, Akron, Canton & 
Youngstown Railway Co. et al. vs. Abilene & Southern et al. Effective 
date of order of July 25, 1939, in so far as it relates to divisions of 
joint rates or charges determined by the aggregate of intermediate 
rates, postponed until May 1. In all other respects the effective date 
of said order postponed until April 1, provided, however, that this 
postponement shall not include those provisions of said order relating 
to the payment of charges of intermediate. carriers performing inter- 
change service at gateways or dividing points, which, as modified by 
the Commission's order of March 4, became effective March 1. 

No. 26429, Alabama & Vicksburg Railroad Co. et al. vs. Abilene & 


Complaint 


B. & O. 
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— et al. Effective date of order of July 25, 1939, postponed until 
une 1. 

Finance No. 11040, St. Louis Southwestern reorganization. Joseph 
Dembitzer, Ludwig Geiszt and Martin Domke, constituting the foreizn 
bondholders’ protective committee for holders of St. Louis Southwestern 
first terminal and unifying mortgage 5 per cent bonds, due 1952, per- 
mitted to intervene. 

MC 8298, Hunter Motor Freight, Inc. (successor in interest to Don- 
ald S. Hunter, dba D. S. Hunter), application. Petition for leave to 
intervene herein, filed by Horton Motor Lines, Inc., denied. 

1. & S. M-599, Kinney Truck Lines, classes and commodities hbe- 
tween Minnesota and North Dakota. Effective date of order entered 
herein March 16, to the extent it requires cancellation of rates in 
Items Nos. 65, 70, 90 and 95 of respondent’s tariff MF I. C. C. No. 1, 
postponed from April 22 to May 22. 

1. & S. M-951, National Van Lines, household goods, western states, 
Petition of National Van Lines, Inc., for vacation of order entered 
herein January 31, which suspended certain proposed reduced rates on 
household goods until May 2, denied. 

No. 23911, fertilizer and fertilizer materials in Mississippi. Order 
entered herein February 8, 1932, as subsequently modified, further 
modified so as to permit the establishment for distances up to and 
including 190 miles of the rates on manufactured fertilizer authorized 
by the order of August 17, 1939, subject, however, to a minimum 
weight of 40,000 pounds a car. 

1. & S. No. 4585 and I. & S. No. 4586, petroleum, L. C. L., in south; 
and |. & S. M-602 and |. & S. M-603, petroleum, L. T. L., in south. 
Petition of the Southern Motor Carriers Rate Conference for recon- 
sideration, oral argument and postponement of the effective date of the 
order, denied. 

MC 72923, Interstate Truck Service, Inc., common carrier applica- 
tion; and MC 72980, Paul H. Michel, broker application. Order entered 
February 8, which by its terms denied the applications herein, effective 
March 30, and which by order of March 7, was modified to become ef- 
fective April 11, further modified to become effective May 11. 

MC-F 1176, Liberty Motor Freight Lines, Inc., purchase, Lindberg 
Motor Express, Inc. Petition requesting approval, under section 210a(b), 
of temporary operation by Liberty Motor Freight Lines, Inc., of the 
properties of Lindberg Motor Express, Inc., denied. 

No. 26459, Florida East Coast Railway vs. A. C. L. et al.; and 
No. 26462, Same vs. Same. Proceedings reopened for further hearing, 
at such time and place as the Commission shall hereafter designate, 
with respect to the question of just, reasonable and equitable divisions 
to be received by the respective parties for the future for the trans- 
portation of the traffic involved. 

No. 27849, P. Duff & Sons, Inc., vs. P. R. R. et al. 
plainant for reopening and/or reconsideration, denied. 

1. & S. No. 4684, boots and shoes, Nashville, Tenn., to Chicago, IIl. 
Petition of Southern Motor Carriers Rate Conference and Central and 
Southern Motor Freight Tariff Association for reconsideration and stay 
of order, denied. 

MC 66461, Metro Motor Freight, Inc., contract carrier application. 
Order of February 27, which by its terms denies the application herein, 
effective April 15, modified to the extent that such denial order is to 
become effective May 15. 

No. 28450, Alabama Public Service Commission et al. vs. A. & R. 
et al. John Morrell & Co., Rath Packing Co., George A. Hormel & 
Co., and Oscar Mayer & Co. permitted to intervene. 

No. 28437, Seatrain Lines, Inc., vs. A. C. & Y. et al. Galveston 
Chamber of Commerce and Galveston Cotton Exchange and Board of 
Trade permitted to intervene. 

Finance No. 12298, Virginian construction. Time prescribed in cer- 
tificate issued March 9, 1939, within which Virginian shall complete 
the construction of the line therein authorized extended to April 15, 
1942. 


Petition of com- 


COAL RATES ON TRAIN LOTS 


An inquiry to the Commission by H. S. Graves, president 
of the St. Louis Coke & Coal Co., has brought to its attention 
the fact that someone may be thinking of asking permission 


. either by sixth section application or the filing of tariffs to 


establish a rate on Arkansas coal from Ft. Smith to St. Louis 
of $2 a ton with the restriction that the rate shall apply only 
on trainload lots to a single consignee, the rate on smaller 
shipments to be $2.75 a ton. 

Mr. Graves, in his letter to the Commission, said he un- 
derstood the Frisco Railroad had applied for permission to 
establish such a rate. He said he wished to protest most 
vigorously against the granting of permission to establish this 
rate. He said that if the practice were started of allowing large 
shippers a less rate than small shippers, the small business 
men of the country would soon be run out of business. 

The Commission told Mr. Graves that the Frisco had not 
“as yet” filed an application for permission to establish such 
a rate on coal when moving in multiple lots. It said that if 


‘and when such an application were received, his protest would 


be given careful consideration. 


OREGON PACIFIC REORGANIZATION 


Authority has been given the Oregon Pacific & Eastern 
to issue not exceeding 15,132 shares of $10 par 5 per cent pre- 
ferred stock and 15,137 shares of no-par common stock by the 
Commission, division 4, in Finance No. 11855, Oregon Pacific 
& Eastern Railway Co. reorganization. The stock is to be 
issued by the road in effecting reorganization, a plan for which 
previously was approved by the Commission. 
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Petroleum in Pacifie Northwest 


By a vote of seven to one, the one being cast by Commis- 
sioner Porter, the Commission refused to suspend the tariff of 
the Great Northern proposing a rate of 18 cents on crude 
petroleum from Cut Bank and O’Neil Spur, Mont., to Spokane, 
Wash., and other points in Washington, so as to prevent, as it 
said, the construction of a pipe line that would deprive not only 
it but all other interested carriers of any such business. It 
became effective April 13 (see Traffic World, April 6, p. 833). 

The proposal attracted unusual attention for the reason 
that the railroad based its argument for non-suspension on the 
facts it had learned as to the seriousness of a proposal to con- 
struct a pipe line unless it made a rate of 18 cents to hold 
the traffic to its rails. The question was deemed of importance 
enough to have it considered by the entire Commission in- 
stead of only, as customary, one of the divisions, generally 
division 2. 

The Commission, in an effort to bring peace in the petro- 
leum traffic fight in that territory, in I. and S. No. 4614, had 
set a minimum of 22 cents as a reasonable rate that would 
give the warring rail truck and water carriers in that territory 
a supposed chance to compete for the traffic. The water and 
motor carriers, in their arguments for the suspension of the 
18-cent rate, held that up as the standard to which the Com- 
mission should adhere. The railroad called attention to the 
fact that the proposal to construct a pipe line was so seriously 
entertained that those interested had spent $10,000 for making 
a survey of a route for such a line that would take the traffic 
from all those engaged in the fight. 


Freight Forwarding Inquiry 


“Tf out-of-line haul charges were assessed, it seems self- 
evident that all business would be handled by the direct routes,” 
says a brief of the Northern Pacific in No. 27365, freight for- 
warder investigation. ‘No shipper would be willing to pay 
an additional charge to favor a railroad confronted with the 
necessity of making an out-of-line carriage to a point on the 
direct line of a carrier.” 

That argument was addressed to a suggestion, emanating 
from the Commission, that charges should be imposed on out- 
of-line hauls so as to do away with abuses it found in connec 
tion with forwarder traffic. 

The Northern Pacific said the evidence was that the privi- 
lege of stopping cars partly to unload at points off the main 
line was widely used by shippers other than forwarders in 
transporting a great many miscellaneous commodities from and 
to widespread origins and destinations. It added that it was a 
privilege that originated a great many years ago and its in- 
creased use was the result of change in marketing conditions. 
Its continuance, the brief added, appeared necessary to 
equalize competitive conditions, and in the lumber manufactur- 
ing industry to equalize business opportunity. Competitive 
conditions among carriers, the brief said, while important to 
them, were of more importance to shippers because of many 
routes made available and the advantages thereby offered. 
The brief said the conclusions heretofore reached should be 
modified so as to permit carriers to continue their present 
practices, which, in addition to out-of-line hauls, embraced 
advancing of charges as well. 

Eastern railroads, in their brief, submitted the record con- 
tained not one shred of evidence which in any way challenged 
the reasonableness or the lawfulness of their practice of pro- 
viding off-direct-route service without extra charge therefor 
in connection with the stopping of carload shipments to com- 
plete loading or for partial unloading. On the contrary, said 
the brief, though no burden of proof was on the railroads, the 
record affirmatively established the reasonableness and law- 
fulness of the practice. The Commission, it added, should there- 
fore modify its findings at page 251 of its report in Freight 
Forwarding Investigation, 229 I. C. C. 201, so as not to require 
off-direct-line stop-off transit arbitraries in respect of such 
shipments so stopped in transit. 


_. The Commission should vacate and set aside its finding 
with respect to the practice of permitting carload shipments 
to be stopped to complete loading or partly to unload at points 
off the direct route and find that such practice is reason- 
able and otherwise lawful, says the Milwaukee railroad in 
its brief. It added that other railroads would argue in support 
of the propriety and the lawfulness of providing stops partly 


to unload or to complete loading, at stations off the direct 
route. 


“Assuming October and April to be representative months,” 
Says the brief, “the total revenue that the Milwaukee would 
lose, in the event it was required to establish arbitraries for 
the stop-off at off-line points, would be $251,589.36 annually. 
If the Milwaukee were deprived of the opportunity to serve its 
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own stations with this traffic of its patrons, the revenue would 
go to competing railroads serving the same towns, and to 
truck lines.” 

In many instances, the brief adds, the mileage of the 
Milwaukee via the off-line point is less than the mileage of 
the line which serves the off-line point as a directly inter- 
mediate station. Generally the circuity involved in any of the 
cases, the brief says, is unimportant either when consideration 
is given to the mileage via the direct line of the Milwaukee or 
the direct line of the competitor. In all instances there are 
routes available to the shipper between origin and destina- 
tion which are much more circuitous than the line of the Mil- 
waukee via the off-route point. 

Any change in the practice of advancing forwarder charges, 
which may be required by the Commission, the Milwaukee said, 
would simply add to the expense of doing business and would 
not accomplish any desirable result. The evidence, it said, dis- 
closed no instance where any railroad ever lost any money 
by reason “of this method of handling.” 

“It is quite obvious that any advantage there may be in 
the present practice, is on the side of the railroad and that the 
railroad would normally have on hand funds belonging to the 
forwarder,” says the brief. “One of the witnesses for one of the 
large forwarders testified that the railroads were at all times 
indebted to his company by reason of these transactions.” 


Rates for Seatrain Service 


Fourth section relief has been asked by Seatrain Lines, 
Inc., Hoboken Manufacturers Railroad and southwestern lines, 
except the Illinois Central system, Texas & New Orleans and 
the Cotton Belt lines, to enable them to establish on classes and 
commodities between New York and Hoboken on the one hand 
and southwestern territory on the other, via Seatrain Lines and 
Texas City, the same rail-ocean-rail and ocean-rail rates as are 
applicable in connection with break-bulk steamship lines. Re- 
lief is desired from the long and short haul part of the fourth 
section. 

By reason of the failure of eastern trunk line and New 
England territory railroads to concur in joint rates, the ap- 
plicants say it has been decided to publish rates of the same 
amount as the joint rates via the break-haul lines for use as 
proportionals between Hoboken and the southwest via Texas 
City. The effect, according to the application, will be to equalize 
rates via Seatrain with those via the break-bulk lines 

Relief is asked in fourth section application No. 18385 by 
Agent Peel, acting for the railroads of the southwest that are 
willing to join Seatrain in rates on a basis competitive with the 
break-bulk lines. The application says these proportional rates, 
in combination with the local or proportional rates of the east- 
ern rail carriers to and from Hoboken, will result in rates no 
lower than those contemporaneously maintained by the eastern 
railroads in connection with the break-bulk boat lines between 
Hoboken on the one hand and Houston-Galveston, Tex., on the 
other. 

The application says that while Seatrain and the railroads 
willing to join with it in carrying the traffic are of the opinion 
that relief heretofore granted in connection with application 
No. 16629, in 1936, is applicable to the Seatrain routes so far 
as the Consolidated Southwestern case is concerned it points 
out that the relief therein granted seems to be limited by 
the words “by way of the same ports” so that the point might 
be made that Texas City was not covered by it. That it says is 
so, although it is recognized by the southwestern railroads as 
being in the same port district as Houston and Galveston. In 
view of the fact that Seatrain did not serve any Texas ports at 
the time the relief was granted, the applicants said they felt 
that in the interest of all concerned, a new fourth section ap- 


plication, such as this, should be filed and passed on by the 
Commission. 


FINANCE APPLICATIONS 


MC F-1195, A. M. Whitney, dba Whitney Transfer Co., Bowling 
Green, Ky., asks authority to purchase the operating rights and certain 
properties of Dorothy Y. Burch, dba Evansville-St. Louis Truck Serv- 
ice, Evansville, Ind. In a petition accompanying the application, the 
prospective purchaser asks authority to lease the rights of Evansville- 
St. Louis Truck Service for a period of not exceeding 180 days, pending 
disposition of the purchase proposal. 

MC F-1196, A. M. Whitney, dba Whitney Transfer Co., Bowling 
Green, Ky., asks authority to purchase the operating rights and certain 
equipment of Newbold Transportation Co., Inc. In a petition accom- 
panying the application, A. M. Whitney asks authority to lease for 
a period of not exceeding 180 days the rights of Newbold Transporta- 
tion Co., pending disposition of the purchase application. 

Finance No. 12834. United Railways Co., asks authority to execute 
and deliver to Spokane, Portland & Seattle Railway Co., two promis- 
sory notes, one of $450,000 and the other, of $573,750, to be dated Janu- 
ary 1, 1940, payable January 1, 1950, to retire outstanding bonds and 
fund accumulated interest. The $450,000 note is to bear interest at 
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the rate of 5 per cent per annum. The latter note is not to bear any 
interest rate. Payment of the notes is to be secured by a first mort- 
gage on applicant’s railroad. 

MC F-1189. Universal Cartage Co., New York, N. Y., asks author- 
ity to purchase the operating rights of the Dixie Cartage Co. 

MC F-1187. Wilson Storage & Transfer Co., Sioux Falls, S. D., 
asks authority to purchase the common carrier operating rights be- 
tween Chicago, Ill., and Sioux City, Ia., from Dakota Transportation, 
Inc., under MC 61766. 

MC F-1188, Northern Greyhound Lines, Inc., Minneapolis, Minn., 
asks authority to guarantee not to exceed $90,000 of notes for improving 
lunch and rest stops in the territory of the carrier. 

Finance No. 10139. Supplemental. Chesapeake & Ohio asks au- 
thority to abandon its so-called Carter branch extending from Gar- 
rison, Ky., to its terminus near Poplar, Ky., a distance of 17.42 miles. 
The Commission previously denied the road the right to abandon this 
line. The application referred to an 18-month test period which the 
Commission suggested that the road use to determine whether an im- 
provement in business might result on the branch. The road said that 
it incurred a substantial loss in the last five years in operating the 
branch. 

Finance No. 12833. Providence, Webster & Springfield asks au- 
thority to abandon its entire line from Webster Junction, Mass., a 
distance of 11 miles. The road said that the amount of business was 
so small that it could not be operated profitably. 

MC F-1190. Commercial Motor Freight, Inc., 
Freight, Inc. (formerly the General Motor 
mercial Motor Freight, Inc. 
Columbus Motor 
Columbus, O., 
Freight, Inc. 

MC F-1191. John Suwak, of Washington, Pa., dba Suwak Trucking 
Co., asks authority to transfer to it the rights set forth in compliance 
order issued to Ernest McConnell, dba General Transfer Co., applica- 
tion for certificate No. MC 34771. 

MC F-1192. John Suwak, of Washington, Pa., dba Suwak Trucking 
Co., asks authority to acquire by purchase transfer of the rights of 
J. W. Wells for the transportation of household goods, iron and steel 
articles, molybenum products and chemicals, glassware, and clay prod- 
ucts between Washington, Pa., and points in Pennsylvania within 5 
miles thereof, on the one hand, and points in New York, on the other. 

MC F-1193. Bend-Portland Truck Service, Inc., Portland, Ore., 
asks authority to acquire, purchase, control and operate the property 
of Dean Hollinshead, dba Lakeview-Bend Stage Co. 

MC F-1194. Southeast Arkansas Freight Line, Inc., 
Ark., asks authority to acquire through ownership 
Ouchita Express, Inc. 


Commercial Motor 
Transportation Co.), Com- 
(formerly Rismiller Transportation Co.), 
Express, Inc., and the Ward Transportation Co., of 
jointly ask authority to merge into Commercial Motor 


Pine Bluff, 
control of the 


Rail-Track Cotton Competition 


Asserting failure of their present carload cotton rates to 
regain that class of traffic for their rails, southwestern lines 
ask the Commission, in fourth section application No. 18393, 
cotton, carloads, from southwestern origins, including Missis- 
sippi River crossings, Memphis, Tenn., and south, to Texas 
and Louisiana Gulf ports, for relief from the long and short 
haul part of the fourth section to enable them to experiment 
with reduced carload rates on a mileage scale group basis. 
Their application was filed by J. R. Peel. 

They ask for relief from all southwestern territory, also 
Memphis, and Natchez, Miss., to Gulf ports, Lake Charles, La., 
and west, and from stations in Louisiana, Oklahoma, New 
Mexico and Texas to New Orleans, for rates based on scales 
shown in the application for distances, 320 miles and less from 
each of the ports, respectively, while from points more than 
320 miles from those ports, the origin territory is to be grouped, 
the groups to be predicated on the mileage boundaries and be 
subject to group rates also shown in the application. The 
present equalization of Galveston, Houston and Texas City, 
the application says, is to be maintained. 

From origins in Texas and New Mexico to New Orleans 
and points taking the same rates, the rates from the same 
origins to Jackson, Miss., are to be observed as maxima. 


On export and coastwise traffic, the shipside rates to New 
Orleans and sub-ports from points in Texas on the Abilene & 
Southern, Cisco & Northeastern, Denison & Pacific Suburban, 
Jefferson & Northwestern, Louisiana & Arkansas, Marshall, 
Elysian Fields & Southeastern, Paris & Mt. Pleasant, Pecos 
Valley Southern, Texas & Pacific, Texas-New Mexico, Texas 
Short Line, and Weatherford, Mineral Wells & Northwestern, 
are to be the same as the shipside rates to be established from 
the same origins to Houston. The application shows rates that 
are to be established from various points to New Orleans. 
Those from Texarkana are believed to be typical. They are: 
30 cents on 65,000 pounds; 36 cents on 50,000 and 43 on 25,000 
pounds. 

The mileage scale under which rates are to be determined 
to Gulf ports, New Orleans and west, from origins within 320 
miles from each port, respectively, are based on carload weights 
of 25,000 pounds, 50,000 pounds and 65,000 punds. The scales 
begin with 8, 8, and 7 cents respectively for the block of 55 
miles and less. For the block between 95 and 100 miles the 
rates are 14, 12 and 10 cents respectively. For the block be- 
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tween 190 and 200 miles, the rates are 28, 24 and 20 cents 
respectively. For the block between 240 and 250 miles the 
rates are 36, 30 and 25 cents respectively. For the final block 
between 310 and 320 miles the rates are 44, 37 and 31 cents 
respectively. 

The application does not show the amount of reduction in 
any instance but in view of the fact that the railroads con- 
fessed failure of their earlier carload rates to attract traffic 
from the trucks the idea, among those who have handled the 
papers up to this time, is that they are substantial. 

“As is well known to the Commission,” says the applica- 
tion, “the southwestern carriers in their attempt to meet the 
devastating competition from other transportation agencies 
in the first instance, were confronted with a most difficult 
situation. The unregulated truck operators especially had no 
published schedules of rates, and while the rail lines, through 
their representatives, made an exhaustive investigation as to 
the charges being assessed by the trucks, rail rates designed 
to return a fair share of the available cotton tonnage in the 
face of the fluctuating charges of unregulated competitors 
necessarily had to be experimental in nature... 

“It is true that subsequent federal and state legislation 
has been enacted tending to regulate motor trucks, especially 
common carrier motor trucks, but cotton is not moved by 
common carrier trucks. On the contrary the competition with 
which the rail lines have heretofore been faced, and are now 
having to contend is from privately owned and contract car- 
riers, and the rail rates necessary to meet this ever-changing 
competition are still experimental.” 

The application contains analyses of traffic figures which 
show that the rates now in effect are not curbing the takings 
of the trucks. 

“Not only is the trucking of cotton again on the increase, 
but investigation has developed the alarming fact that this 
trucking is for ever-increasing hauls, indicating that the pres- 
ent carload rates generally, and especially for the longer dis- 
tances, have been increased to a point where trucks may again 
operate at charges under the prevailing rail rates,’ says the 
application in its argument for permission to disregard the 
fourth section in establishing lower rates. 

According to the application there is a “very compelling 
emergency,” necessitating an immediate revision in the rates 
on cotton if the rail carriers are to retain a fair share of the 
remaining tonnage available for shipment. Therefore the 
carriers ask the Commission to modify temporary relief or- 
ders so as to cover the changed rates therein proposed, allow- 
ing the matter of permanent relief to await the decision to be 
rendered by the Commission on its hearings in application 
No. 17378 and others. 

Apologetically the railroads say that in other years the 
preponderance of the eotton crop would have had at least its 
initial move before so late in the season as the present time. 
However, they say, this season, due to the government loan, 
there is still a very substantial volume of cotton stored at 
interior points. This cotton, the railroads say, is now coming 
out of the loan arrangement into commercial channels, and, as 
it moves, the carriers are immediately confronted with the 
intense competition of motor trucks. Accordingly, say the 
railroads, the sooner the proposed rates are made available 
for rail transportation the sooner they will be in a position 
to participate in a fair share of the traffic. They urge the Com- 
mission give prompt and favorable consideration to their ap- 
plication. 

YOSEMITE VALLEY REORGANIZATION 

The Commission, by division 4, in an order entered in 
Finance No. 11481, Yosemite Valley reorganization, has re- 
opened the reorganization case of the Yosemite Valley. It set a 
hearing before Examiner Jewell and Jameson in Washington, 
May 22, for the purpose of taking evidence on an amended 
plan submitted by the railroad. The examiners also will re- 
ceive any other plans of reorganization that may be filed and 
testimony relating to them. 

The Commission acted on a petition filed by the railroad 
requesting reopening of the record. The railroad also asked 
for further hearing for the purpose of presenting evidence in 
support of its amended plan. The Commission closed hearings 
in the case on March 2, 1937, but on petition of the road, took 
no action relative to approval of the plan pending settlement of 
certain questions affecting the future traffic of the railroad. 


F. D., D. M. & S. REORGANIZATION 


The Commission, by division 4, in an order entered in 
Finance No. 12545, Fort Dodge, Des Moines & Southern reor- 
ganization, has given Theodore S. Grape et al. permission to 
file a plan of reorganization for the road. The plan was set for 
hearing before Examiner R. T. Boyden in Washington on April 
30, at which time a plan filed by the protective committee for 
the road’s first mortgage bonds also will be considered. 


VORLD 


20 cents 
iiles the 
al block 
31 cents 


uction in 
ads con- 
ct traffic 
dled the 


applica- 
meet the 
agencies 
difficult 
y had no 
through 
on as to 
designed 
ye in the 
mpetitors 


ogislation 
2specially 
1oved by 
tion with 
are now 
ract car- 
-changing 


‘es which 
e takings 


increase, 
that this 
the pres- 
nger dis- 
nay again 
says the 
‘gard the 


ompelling 
the rates 
ire of the 
>fore the 
relief or- 
ed, allow- 
sion to be 
pplication 


years the 
t least its 
sent time. 
1ent loan, 
stored at 
w coming 
s, and, as 
with the 
say the 
available 
4 position 
the Com- 
their ap- 


ntered in 
, has re- 
. Atseta 
ashington, 
amended 
Oo will re- 
filed and 


e railroad 
ilso asked 
vidence in 
1 hearings 
road, took 
tlement of 
xilroad. 


entered in 
hern reor- 
mission to 
vas set for 
n on April 
mittee for 
red. 


April 20, 1940 





Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National prpceter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1940, by West Publishing Company.) 





CARRIAGE OF LIVE STOCK 


(Supreme Court of Iowa.) An alléged common carrier 
was not liable for injuries to cattle which were transported 
in truck for 11 hours, where no negligence was pleaded or 
proved, there being no evidence that the cattle were in bad 
condition at time they were unloadéd and delivered to shipper’s 
representative, and to have submitted case to jury would have 
permitted jury to speculate upon whether injuries were re- 
ceived during transportation or after cattle were unloaded. 
(Mountain vs. Albaugh, 290 N. W. Rep. 693.) 





(Court of Appeals of Kentucky.) Evidence held to au- 
thorize denial of recovery against railroad for delay in shipping 
cattle on ground that such delay and delay in notifying shippers 
of flood conditions was caused by “act of God,” consisting in 
unprecedented flood, rather than by railroad’s negligence. 

The Court of Appeals may take judicial notice of the Jan- 
uary, 1937, flood of the Ohio River and its tributaries, surpass- 
ing any known similar catastrophe. 

The law does not require even common carriers to per- 
form the impossible when their inability is not contributed to 
by them, and resulting loss must fall upon whoever sustains it. 
(Montgomery vs. Pennsylvania Ry. Co., 137 S. W. Rep. 2d 412.) 


INVESTIGATION OF PRACTITIONER 


An investigation into allegations that Jerome E. Lone, Oak 
Park, Ill., a registered practitioner before the Commission, aided 
and abetted the Fox Valley Motor Service, Inc., of Aurora, II1., 
in offering, granting, and giving rebates has been instituted by 
the Commission, division 1, in Ex Parte 135, in the matter of 
Jerome E. Lane. According to the order, Lane, as counsel for 
the carrier, allegedly aided in granting the Eby-Youngen Com- 
pany rebates in connection with 130 shipments of beer by the 
carrier from Milwaukee, Wis., to Aurora, Ill. Lane, according 
to the order, advised the carrier, its employes, and officers to 
make fraudulent entries in its books. Officers of the carrier and 
the company have pleaded guilty to an indictment presented to 
Federal Judge John P. Barnes at Chicago, by United States Dis- 
trict Attorney William J. Campbell, according to the order. 


LOVING COMMON CARRIER CASE 


Justice Read of the Supreme Court of the United States 
has stayed the effectiveness of an order of the Commission in 
the case of W. A. Loving and Carrol Loving in MC 75494, an 
application under the grandfather clauses of the motor carrier 
act. The stay is to operate pending determination by the Su- 
preme Court on the question of probable jursidiction to enter- 
tain an appeal from the federal court at Oklahoma City, Okla., 
which sustained the validity of the Commission’s decision in 
that case. The Commission restricted the territory in which 
the Lovings might operate and the commodities it might carry 
(see Traffic World, Feb. 3, p. 282). In event the Supreme Court 
finds it has probable jurisdiction, it will pass on the appeal of 
the Lovings. 


STATUS OF STOCK YARDS 


The Kansas City Stock Yards Company of Maine, in Ex 
Parte No. 127, status of public stock yards, has asked the Com- 
mission to grant a further hearing for the admission of new 
testimony or, in the alternative, that the new evidence be ad- 
mitted as part of the record by stipulation of all the parties. 

As grounds for its request, the company pointed out that 
prior to April 10 it had performed all the services in connec- 
tion with the loading and unloading of cars of live stock at the 
Kansas City stock yards and owned all the property and per- 
formed all the services in connection with the accommodations 
of live stock stopped in transit for feed, water and rest. 

But, it said, that after April 10 all facilities had been 
leased by the Kansas City Connecting Railroad Co. and that 
Since that time the latter had been performing all the services. 

By reason of the facts, the petitioner said, a change in its 
facilities, property, operations, practices and services had oc- 
curred which change was material, substantial, direct and 
controlling on the determination of its status in this pro- 
ceeding. In a finding by the Commission an order based thereon 
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which would not include consideration of such changed condi- 
tions the petitioner said would not represent the true and 
correct facts. 


Scrap Steel from Chicago 


Eastern railroads, represented by B. T. Jones as publishing 
agent, in fourth section application No. 18382, have asked relief 
from the long and short haul part of the fourth section to 
enable them to establish an all-rail rate of $3.50 a gross ton, to 
expire Nov. 30, on scrap iron or steel, not copper-clad, to 
Hamilton, Ont., to meet water competition via the Great Lakes. 
They intend to maintain the normal sixth class rates at inter- 
mediate points where there is no water competition. 

The competition, the railroads desire to meet, is that pro- 
vided by the Paterson Steamship Lines, Canadian Steamship 
Lines and Gartland Steamship Co., the two first mentioned 
operating out of Canadian ports and the last mentioned out of 
Chicago. 

A prospective movement of between 20,000 and 25,000 tons, 
according to the application, impelled the railroads to ask for 
relief. The application says the traffic can be handled in smaller 
quantities and more expeditiously by railroads than by steam- 
ers. The latter, according to the application, have offered a rate 
of $2 a gross ton and a rate of $1.50 for cargo lot of 3,000 tons. 
The principal shippers in the Chicago district and the consignee 
at Hamilton, the application says, have their own sidings and 
docks. Inasmuch as the relief sought is on account of water 
competition and not on account of circuity the applicant says 
the equi-distant provision should not be attached to the desired 
relief. 


Motor Act Prosecutions 


Fines totaling $9,150 have been assessed against the State 
Coal Co., Inc., of Fall River, Mass., David Hurwitz, its treasurer, 
Manuel Souza, Manuel Viveiros, Joseph Andrade, Louis S. 
Sylvester, of Fall River, A. D. S. Transportation Co., Inc., 
Pawtucket, R. I., and Arthur D. Silveira, of Portsmouth, R. L., 
motor carriers, on their pleas of guilty in the federal court at 
Providence, R. I., to criminal informations charging violations 
of the motor carrier act, according to a statement by Secretary 
Bartel, of the Commission. 

In one case, the information charged that the State Coal 
Co., Inc., aided and abetted by Hurwitz, solicited, accepted and 
received rate concessions from Sylvester. The corporation was 
fined $100 on each of 12 counts, or a total of $1,200. The fine 
was suspended on the last 8 counts and Hurwitz was placed on 
probation for one year. In four other cases in which the in- 
formations charged the coal company and Hurwitz with aiding 
and abetting Souza, Viveiros, Andrade and A. D. S. Transporta- 
tion Co., Inc., in violations of the act, each was fined $50, or a 
total of $4,500. Execution of sentence in each of these cases 
was suspended. Other defendants entering pleas of guilty were 
likewise fined $50 a count, which amounted in the aggregate 
for each as follows: Souza, $550; Viveiros, $600; Andrade, 
$500; A. D. S. Transportation Co., Inc., $600; Silveira, $600; 
and Sylvester, $600. Execution of these fines was suspended 
and the defendants placed on probation for one year. 

After pointing out that Silveira owned and conducted the 
A. D. S. Transportation Co., Inc., the statement said that the 
coal company obtained a large part of its soft coal and coke 
from supply sources in Providence. Orders from its customers, 
it added, were filed either by having the motor carriers haul 
the coal and coke from Rhode Island sources of supply direct 
to the customers’ houses or places of business in Massachusetts, 
or by having such motor carriers transport the coal and coke 
from the company’s yard in Fall River to the customers’ places 
of residence or business in Rhode Island. With the exception 
of Louis S. and Florida B. Sylvester, the statement said, none 
of the carriers had authority to operate. Nor, it added, with the 
exception of A. D. S. Transportation Co., Inc., had they filed 
tariffs, contracts or schedules of rates. None of the carriers, 
except the Sylvesters, had compiled with the Commission’s in- 
surance requirements. The Sylvesters, the statement said, 
had complied with the act but were engaged in transporting 
coal for the coal company at a rate which generally was 25 
cents a ton below the applicable tariff rate. Informations 
against the defendants, Mary Souza and Florida B. Sylvester, 
the respective wives of Souza and Sylvester, were dismissed on 
motion of the United States Attorney on the entry of separate 
pleas of guilty by the husbands. It appeared, the statement 
said, that the motor carrier operations of Souza and Sylvester 
were carried on in the names of their respective wives. 

Fines totaling $1,250 have been imposed on six small truck- 
ers and two partners of a merchandise business for violations of 
the motor carrier act by Judge Albert L. Reeves of the federal 
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court for the western district of Missouri, Secretary Bartel of 
the Commission announced. The truckers are John F. Pitcock, 
Gainesville, Mo., Ella Dee Lowry, Koshonong, Mo., and Gilbert 
E. Blevins, Roy Talley, Henry Deshazo and Clinton J. Butler, 
of West Plains, Mo. They were charged with operating as 
common carriers without Commission authority, without having 
on file rates and charges, and without having on file evidence 
of protection for the public. Two of the truckers were fined 
$25 each, and four of them were fined $50 each. Dwight F. and 
Claude E. Richards, part owners of a merchandising business, 
known as Richards Bros., with retail stores at West Plains, 
Pomona, and Mountain Grove, Mo., were fined $500 each for 
aiding and abetting in the unauthorized transportation. The 
truckers pleaded guilty to an information, which was based on 
alleged unlawful transportation of cotton seed products from 
Blytheville, Ark., to West Plains, Mo. 

Samuel Schreiber and Mrs. Marian Schreiber, of Pitts- 
burgh, Pa., doing business as Schreiber Trucking Co., jointly, 
have been fined $1,500 on their pleas of guilty in the federal 
court at Pittsburgh to a 22-count information charging viola- 
tions of the motor carrier act, according to a statement by 
Secretary Bartel, of the Commission. The sentence was im- 
posed on the first 15 counts of the information. The court 
deferred imposition of sentence and placed defendants on pro- 
bation for two years on the remaining counts. The information 
accused the defendants with transporting property as a com- 
mon carrier without authority, without having filed and pub- 
lished rates and charges applicable to such transportation, and 
with failure to issue bills of lading and freight or expense bills 
in the manner and form prescribed by the Commission. 

Herman Pincus Rippetoe, of Madison, Tenn., has been 
fined $375 by Federal Judge Elmer B. Davies of the district 
court at Nashville for violations of the motor carrier act, ac- 
cording to a statement issued by Secretary Bartel of the Com- 
mission. A fine of $150 was imposed on William Howard 
Baskette for aiding and abetting Rippetoe in the violations. 
Both pleaded guilty to an information charging Rippetoe with 
the transportation of beer from Newport, Ky., to Nashville, 
Tenn., as a contract carrier. Rippetoe was charged specifically 
with operating without a permit, without having filed with the 
Commission a schedule of minimum rates, and without having 
complied with the Commission’s insurance regulations. 


Minimum Rail Coal Prices 


Examiners of the bituminous coal division of the Depart- 
ment of the Interior have recommended in a report submitted 
to Howard A. Gray, division director, minimum prices at the 
mine for railroad fuel, ranging from $1.65 a ton for coal pro- 
duced in west Kentucky and sold to the Louisville & Nashville, 
to about $3.35 for coal produced in Michigan and sold to the 
New York Central. The examiners are Thurlow G. Lewis, 
Charles O. Fowler and Samuel H. Jaffee. 

A statement by the department said that the minimum 
prices “at the mine” recommended for railroad fuel in general 
were lower than those proposed by the Bituminous Coal Com- 
mission before it was abolished by President Roosevelt and its 
work turned over to the division in the Interior Department 
and were substantially lower than the first prices established 
by the commission. It was pointed out that the railroads con- 
sumed about 100,000,000 tons of coal annually or about 25 
per cent of the nation’s total production. 


“The Association of American Railroads was instrumental 
in causing the old Coal Commission to revoke its prices estab- 
lished in 1937-38,” said the department. “The railroads con- 
tended that these prices had caused them to pay more than 
their proper share of the cost of coal production, and that 
they have paid higher prices for the same coal than other 
industrial consumers have in the past. The association obtained 
temporary injunctions in the federal courts which, along with 
others, led to the commission revoking its prices and beginning 
the price formulation procedure all over again. 

“Coal division market technicians testified in the hearing 
before the examiners that the prices for railroad fuel would 
not be prejudicial either to railroad consumers or to the great 
bulk of other consumers. The examiners followed these recom- 
mendations, largely, and found that under their recommended 
minimum prices the railroad would pay their proportionate 
share of the cost of producing coal. 

“During the hearing, the railroads of the country, in gen- 
eral, raised no objections to the prices suggested by the division 
market technicians. However, certain railroads protested the 
suggested prices. These railroads were the New York, New 
Haven and Hartford, the Rutland Railroad, the Carolina- 
Clinchfield and Ohio, the Akron, Canton and Youngstown, the 
Chicago, Milwaukee, St. Paul and Pacific, the Chicago and 
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Eastern Illinois, the Chicago, Rock Island and Pacific, the 
Chicago and Great Western and the Missouri-Pacific. 

“The examiners recommended that these protests be 
granted in whole or in part, with the exception of those of 
the New York, New Haven and Hartford, the Carolina-Clinch- 
field and Ohio, and the Chicago and Eastern Illinois.” 

It was stated at the bituminous coal division that, for on- 
line roads, the minimum prices recommended for rail fuel were 
substantially the same as the prices now being paid for such 
fuel. In some cases of off-line roads, it was stated, the mini- 
mum prices recommended were higher than those now being 
paid. Where an off-line road was part of a system with on-line 
rails, it was said, such off-line roads would get the fuel at the 
same price as the system. 


Outstanding Orders Vacation 


The Commission has issued “show cause” orders as to why 
orders in a number of proceedings decided several years ago 
and still outstanding should not be vacated and set aside so 
far as they require the continued maintenance and observance 
of rates, ratings, routings, charges, rules, regulations or prac- 
tices. Parties have been cited to show cause, if any there be, 
on or before May 16. Replies to any return are to be made 
not later than June 5. The cases to which the show cause 
order applies follow: 

Nos. 14687, Apache Powder Co. vs. Arizona Eastern et al.: 
I. and S. 3029, Chain Iron and Steel, and Bolt, Nail, Rivet, 
and Wire Rods in Official Classification Territory; 16906, Okla- 
homa Traffic Association et al. vs. A. T. & S. F. et al.; 17143, 
Pacific States Butter, Egg, Cheese & Poultry Association vs. 
Southern Pacific et al.; 17409, Southern Glass Co. vs. G. H. 
& S. A. et al.; 17409, Sub. 1, Co-Operative Glass Co. et al. vs. 
A. T. & S. F. et al.; 17991, City of Providence vs. N. Y. N. H. 
& H.; 18017, A. C. Dutton Lumber Corporation vs. N. Y. N. H. 
& H. et al.; 18090, Swift & Co. vs. C. M. & St. P. et al.; 18435, 
John Morrell & Co. vs. G. N. et al.; 18502, Stevens & Thomp- 
son Paper Co. vs. B. & M. et al.; 18509, Chamber of Com- 
merce of El Dorado, Ark., et al. vs. Arkansas et al.; 18730, 
Board of Railroad Commissioners of South Dakota vs. A. T. & 
S. F. et al.; 18787, Board of Railroad Commissioners of Iowa 
vs. A. T. & S. F. et al.; 18877, A. Marks & Sons, Inc., vs. 
Louisiana Railway & Navigation Co. et al.; 18946, Peaslee- 
Gaulbert Co. of Georgia et al. vs. A. & W. P. et al.; 18991, 
Flynn, Welch & Yates vs. A. T. & S. F. et al.; 19055, Barrett 
Co. vs. Pennsylvania et al.; 19146, Knoxville Trade Bureau 
et al. vs. Southern et al.; 19280, Fairfax Sand & Crushed Stone 
Co. vs. B. & O. et al.; 19397, N. Auth Provision Co. vs. B. & 
O. et al.; 19451, E. B. Muller & Co. vs. P. M. et al.; 19554, 
M. Hohenberg & Co. et al. vs. A. & W. P. et al.; 19668, Okla- 
homa City Chamber of Commerce et al. vs. A. V. I. et al.; 
19709, J. P. Bourgoin & Co. vs. C. B. & Q. et al.; 19724, McClain 
Sand Co. vs. Monongahela et al.; 19796, Boswell-Haynes Co. 
et al. vs. A. T. & S. F. et al.; 19800, Hale-Halsell Co. vs. A. T. 
& S. F. et al.; 19841, Cumberland Cement & Supply Co. vs. 
B. & O. et al.; 19882, A. Marx & Sons, Inc., vs. Y. & M. V. 
et al.; 19999, Automatic Gravel Products Co. et al. vs. B. M. 
& N.; 19999, Sub. 1, Automatic Gravel Products Co. et al. vs. 
C. R. I. & P. et al.; 20104, Farmers Elevator Co. et al. vs. 
C. I. & L.; 20110, Blue Diamond Co. vs. W. P. et al.; 20287, 
United States Gypsum Co. vs. Staten Island Rapid Transit et 
al.; 20296, Pecos Valley Lumber Co. vs. A. T. & S. F. et al.; 
20399, Aaron Ferer & Sons et al. vs. Belt Railway Co. of Chi- 
cago et al.; 20410, State of Idaho, ex rel. Public Utilities Com- 
mission of Idaho vs. Oregon Short Line et al.; 20436, Commerce 
Petroleum Co. vs. A. T. & S. F. et al.; 20739, New York Archi- 
tectural Terra Cotta Co. vs. C. of N. J. et al.; and 20916, F. J. 
Lewis Manufacturing Co. vs. B. & O. 





Interior Point Port Demurrage 


As a result of consultation with representatives of ship- 
pers the interested railroads have determined to make port 
demurrage applicable at interior points when cars of freight 
intended for coastwise, intercoastal or export movement are 
held at such points on account of conditions at north Atlantic 
ports. The proposal will go before the Commission in tariff 
form. 

At present if a railroad holds cars intended for such move- 
ment by water short of the port, port demurrage charges are 
not assessed. The possibility of favoritism came to the atten- 
tion of G. C. Randall, chairman of the general committee of 
the operating-transportation division of the Association of 
American Railroads who has been also acting as manager of 
port traffic. 

Addressing Edward F. Lacey, executive secretary of the 
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National Industrial Traffic League about the matter, Mr. Ran- 
dall pointed out it was entirely possible, by reason of the non- 
application of the port demurrage rules at interior points where 
cars might be held, for the cars of one consignee to be held 
out of a port, while cars of the like commodity, from the same 
origin territory, were held at the port. Obviously, said Mr. 
Randall, such a situation was discriminatory and must be cor- 
rected so that all consignees would be treated alike. 

Another point, not made by Mr. Randall, however, was that 
the situation afforded opportunity for one railroad to under- 
take a bit of traffic stealing through the device of telling a 
consignee that had been using another railroad his cars would 
be held short of the port if shipped via the rival line and 
thereby escape demurrage in the event of congestion developing 
at one or all ports. In his letter to Mr. Lacey, Mr. Randall 
said that while there was no port congestion at the moment, 
the export and intercoastal situation was so unsettled that 
it seemed the part of good judgment to broaden the applica- 
tion of the port demurrage rules soon. He also expressed the 
opinion that similar provisions should also be made at the 
south Atlantic and Gulf ports where no provision therefor was 
made in the tariffs. He said it was his idea to press that angle 
of the subject. 


While there was consultation among the representatives 
of carriers and shippers about the matter the latter did not 
approve or disapprove the proposal of the railroads. The Na- 
tional Industrial Traffic League will advise its members of the 
steps taken in the matter so they may act on the subject as 
their interests may dictate. 


The broadening of the area of application in this matter 
will not be confined to the demurrage charges alone, although 
that designation has been used herein. The rules the appli- 
cation of which will be extended cover both demurrage and 
storage. The demurrage and storage rules are based on the 
idea that a shipper will not load cars for movement by vessel 
unless and until he has made inquiries as to conditions at the 
port to which he desires to ship. 


APPOINTMENT TO I. C. C. 


On behalf of the National Industrial Traffic League, J. E. 
Bryan, president, has written to President Roosevelt calling 
attention to the League’s position “that presidential appoint- 
ments to agencies having jurisdiction over transportation and 
communication matters should be determined solely upon the 
known ability and experience of the individual in the field of 
activity for which he is being considered.” The League re- 
affirmed this position in a resolution adopted at its annual meet- 
ing in 1939. After quoting the resolution in his letter to the 
President, Mr. Bryan said: 


In keeping with the foregoing sentiment, it is earnestly requested 
{n behalf of the shipping public that when considering a successor to 
Mr. Caskie, the selection be determined upon the merits of the indi- 
vidual, independent of affiliation with any political party, except in so 
far as may be required by existing law. 

The League refrains from sponsoring any particular person and 
confines its activities with respect to the filling of such vacancies to 
outlining the qualifications that should be considered by yourself in 
submitting nominations to the Congress. 


Earl Roy, manager and transportation counsel for the In- 
dustrial Traffic Association of New Orleans, La., has written 
a letter to President Roosevelt asking that he be nominated 
for the vacant place on the Interstate Commerce Commission. 

“It might not be considered ethical for me to ‘toot my own 
horn,’” says he in the letter, “but no one else has seemed to 
think about it, which makes it necessary for me to throw my 
hat in the ring now or forever hold my peace.” He has the 
necessary “experience, knowledge, honesty and health” to hold 
the position, he says. 

Mr. Roy calls attention to the fact that there is at present 
no railroad man on the Commission. He has had many years 
of experience with the Louisville and Nashville and the Florida 
East Coast, he says, and has also worked for steamship lines 
and motor carriers. He says he has almost completed a law 
anaes, from which he expects to be graduated within sixty 

ays. 


INDEPENDENT OFFICES BILL 


_ Congress has passed H. R. 7922, the annual appropriation 
bill carrying appropriations for the Commission, the Maritime 
Commission and other independent agencies, for the fiscal 
year beginning July 1. The amount carried for the Commis- 
Sion is $9,058,750. The conferees on the bill agreed to $144,- 
509,000 for the shipbuilding program of the Maritime Com- 
mission as against $125,000,000 proposed by the House and 
$154,000,000 proposed by the Senate and this was approved. 


Proposed Transportation Act 
The Traffic World Washington Bureau 


Conferees on S. 2009 resumed their meetings April 17. 
Chairman Lea, of the House committee on interstate and for- 
eign commerce, said he expected them to conclude their work 
in a few days. Just when the conference report and the text 
of the compromise bill would be ready was not stated. 

Chairman Lea, of the House conferees on S. 2009, said 
after the meeting of the conferees April 18 that he had not 
heard that President Roosevelt had expressed the wish that 
the conferees would eliminate the Harrington amendment de- 
signed to prevent railroad employes being displaced as the re- 
sult of unifications of railroads approved by the commission. 
It was reported the President had expressed such a view in 
his conference earlier in the week with congressional leaders. 

Senator Wheeler said, after an all-day session of the con- 
ferees April 18, that he expected complete agreement shortly. 
The Harrington consolidation amendment was still to be dis- 
posed of, he said, though the indications were that a compro- 
mise might be affected. One plan under consideration was 
to limit the operation of the amendment to four years after 
the passage of the act, but not to apply it to employes who 
had not worked for at least a year at the time of passage of 
the act. 

An appeal for a 30-day period to study the conference 
report after it was completed was made in a radio address by 
Representative Keefe, of Wisconsin. He said tremendous ob- 
jection to “the subjection of water carriers to the control of 
the Interstate Commerce Commission had been voiced by the 
War Department, the Department of Agriculture, farm organ- 
izations and many individuals interested in preserving the in- 
herent benefits of water transportation to the people.” 

The conference report will be taken up first in the House. 
Mr. Keefe pointed out that, under the rules of the House, the 
chairman of the conference committee could submit his report 
at any time. It must then lay over for one day. Thereafter 
the chairman may call it up at any time and it then becomes 
a privileged matter calling for immediate discussion with only 
one hour of debate. 


“Tf the usual rules of the House are adhered to,” said Mr. 
Keefe, “members of Congress may have but one day in which 
to study a bill affecting every man, woman and child in America. 
Every representative of the people is interested to know 
what the legislation is and what it contemplates for the future 
-_ — it affects the public, who, after all, must pay the 
reight.” 


Mr. Keefe urged his radio audience to write representa- 
tives and “demand that this legislation lay over for considera- 
tion until all of the people have had an opportunity to under- 
stand its provisions and to be heard.” 


In seven columns of “extension of remarks” in the Con- 
gressional Record of April 16, Representative Culkin, of New 
York, renewed his attack on S. 2009, contending that water 
transportation benefited the farmer by giving him transpor- 
tation at lower rates than by railroad, and that enactment of 
S. 2009 would throttle water transportation. 


In six columns of “extension of remarks” in the same issue, 
Representative Bland, chairman of the House committee on 
merchant marine and fisheries, opposed the proposed. legisla- 
tion. He said regulation of water carriers should be left where 
it was now—with the Maritime Commission—and coordination 
of regulation accomplished as proposed in H. R. 4307 which 
was reported by his committee. That bill would extend the 
regulatory power of the Maritime Commission to common car- 
riers by water engaged in interstate transportation on inland 
waters and effect coordination in the regulation of carriers sub- 
ject to the Maritime Commission and the Interstate Commerce 
Commission where there was competition between such 
carriers. 


Chairman Mansfield, of the House committee on rivers 
and harbors, referring, in extension of remarks in the Congres- 
sional Record of April 17, to previous remarks made by Repre- 
sentative Van Zandt relating to Secretaries Woodring and 
Wallace and Chairman Land, of the Maritime Commission, 
spending huge sums of public funds, said the “moneys spent 
by these officials on matters pertaining to transportation are 
of little consequence in comparison with the billions expected 
to be controlled by the I. C. C. under the provisions of the 
Wheeler-Lea bill. Can it be reasonably contended that Wallace, 
Woodring and Land are subject to improper influences and 
that the members of the I. C. C. are above reproach?” 

Mr. Mansfield referred to the statement of Representative 
Van Zandt that Secretary Woodring had disbursed $723,006,637 
for rivers and harbors and said War Department reports 
showed only $117,702,066.54 was expended for river and har- 
bor and maintenance work last year. Mr. Van Zandt did not 
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name the period in which the amount he stated had been 
spent. 

Representative Warren, of North Carolina, submitted a 
resolution of the Elizabeth City (N. C.) Chamber of Commerce 
opposing the bill, alleging it would be detrimental to water 
transportation and those engaged in it. 

Pointing to the efforts being made in Europe to keep open 
waterways for transportation, Representative Mansfield, chair- 
man of the House committee on rivers and harbors, linked that 
situation to proposed regulation of domestic water carriers 
by the Commission as provided in S. 2009, in extension of 
remarks in the Congressional Record. 

“These waterways are comparable to the coastal and in- 
land waterways of the United States,” said he. 

“It would be well-nigh foolhardy for the United States, 
during these critical times, to put on the statute books a law 
such as the Wheeler-Lea bill, making our waterways subser- 
vient to a railroad commission having the will to throttle 
waterway development and transportation in order to safe- 
guard or enhance the profits of railroads. 

“The Wheeler-Lea bill turns over to the Interstate Com- 
merce Commission the future of inland water transportation 
in this country. 

“Lest there be any lingering doubt as to the attitude of 
that Commission, the following passage is quoted from the 
opinion of Chairman Eastman of the I. C. C. in decision F. S. A. 
17413, October 30, 1939: 


It would be more economical for the government not to construct 
and maintain the waterways, but instead to use an equivalent amount 
of money as a subsidy to the railroads in exchange for lower rates. 


“The Wheeler-Lea bill proposes only equality in regulation 
which is a function of the sovereign,” said Senator Reed, of 
Kansas, one of the conferees on S. 2009, the transportation 
bill referred to, in a radio address April 14. 

“The greatest difficulty in enacting this highly necessary 
legislation comes from the special pleaders who represent some 
special interest and who disregard the general public’s interest. 
There has been much misrepresentation. The Wheeler-Lea bill 
has been called a railroad bill. It is nothing of the kind.” 

The bill, said he, would bring water transportation under 
regulation, differences in character considered, comparable to 
that imposed on the railroads and highways. 

“That is simple justice,” continued he. “No fair-minded 
man can object to that policy. It is a sound national policy, and 
for the first time in the history of the country Congress is pro- 
posing equality of regulation upon the various competing forms 
of transportation. I do not mean by that, equality of rates. I 
make this statement lest someone misrepresent. The bill by 
its terms requires the Interstate Commerce Commission ‘to 
recognize and preserve the inherent advantages of each form 
of transportation.’ No fair-minded man could ask more. 

“T have no preference for any one form of transportation, 
and nn prejudice against any other form. What I want and 
what I am trying to do as a United States senator is to help 
the country straighten out its tangled transportation situation 
so that the most efficient and economical service may be given 
to the public at the lowest cost. When I say cost, I mean cost. 
In our national history there have been periods when it might 
have been advisable to use the public treasury to subsidize 
some form of transportation. That period has passed. We 
have come to a time when every character of transportation 
should stand on its own feet without burdening the taxpayer 
by wasting his money, whether by unwise governmental ex- 
penditure or wasteful competition between private capital in- 
vesting in unneeded transportation facilities. That is the 
philosophy and the purpose of the Wheeler-Lea bill. It is 
only a beginning. Let me say here that I share the general 
satisfaction over the improvement in general business which 
has lessened the tension in transportation agencies. But the 
increase in traffic resulting from this improvement in business 
has not solved the problem. It can never be solved until the 
country adopts a sane and sensible and logical national policy.” 

Senator Barkley, Democratic leader in the Senate, after a 
conference with President Roosevelt, April 16, on the legislative 
situation, said the President had inquired about the status of 
the transportation bill and was told the bill would be passed 
before adjournment. 


PIPE LINE CONSTRUCTION 


Senator Johnson, of Colorado, has introduced S. 3753, a 
bill to amend section 1 of the interstate commerce act by add- 
ing paragraphs 23, 24 and 25 providing for control of construc- 
tion of pipe lines. It is provided that no pipe-line company 
subject to part I of the act shall undertake the extension of 
its pipe line, or the construction of a new pipe line, or shall 
engage in transportation under part I through or by means 
of such additional or extended pipe line or newly constructed 











TRAFFIC WORLD 


pipe line unless and until there shall first have been obtained 
from the Commission a certificate that the present or future 
public convenience and necessity require or will require the 
construction, or operation, or construction and operation, of 
such additional or extended pipe line. 

The Railway Labor Executives’ Association, which is con- 
ducting a fight against pipe line construction, is supporting 
the principle of the Johnson bill. The bill was referred to the 
interstate commerce committee. 


Railroad Earnings 


Preliminary reports from 88 Class I railroads, representing 
81.2 per cent of total operating revenues, received by the As- 
sociation of American Railroads, showed that those railroads, 
in March, 1940, had estimated operating revenues amounting 
to $264,577,347 compared with $255,750,057 in the same month 
of 1939, and $363,708,144 in the same month of 1930. Operat- 
ing revenues of those roads in March, 1940, were 3.5 per cent 
above those for March, 1939, but 27.3 per cent below March, 
1930, says a statement by the association, which added: 


Freight revenues of the 88 Class I railroads in March, 
amounted to $215,963,075, compared with $208,972,504 in March, 1939, 
and $280,595,092 in March, 1930. Freight revenues in March, 1940, 
were 3.3 per cent above the same month of 1939, but 23.0 per cent below 
the same month in 1930. 

Passenger revenues in March, 1940, according to these preliminary 
reports from 88 Class I railroads, totaled $26,517,204, compared with 
$25,006,680 in March, 1939, and $49,673,475 in March, 1930. For the 
month of March, 1940, they were 6.0 per cent above the same month in 
1939, but 46.6 per cent below the same month in 1930. 


1940, 


Eastern District 


Thirty-three Class I railroads, representing 87.2 per cent of total 
operating revenues in the eastern district, in March, 1940, had esti- 
mated operating revenues of $143,301,140, compared with $136,808,755 in 
March, 1939, $195,005,358 in March, 1930. Operating revenues of the 
Class I railroads in the eastern district in March, 1940, were 4.7 per 
cent above the same month in 1939, but 26.5 per cent below March, 
1930. 

Freight revenues of those railroads in March, 1940, amounted to 
$115,877,256, compared with $110,643,797 in March, 1939, and $147,608,- 
677 in March, 1930. Freight revenues of those railroads in March, 1940, 
were 4.7 per cent above the same month in 1939, but 21.5 per cent 
below the same period in 1930. 

Passenger revenues of those roads in March, 1940, totaled $16,117,- 
151, compared with $15,058,966 in March, 1939, and $29,236,298 in March, 
1930. Passenger revenues in March, 1940, showed an increase of 7.0 
per cent compared with March, 1939, but a decrease of 44.9 per cent 
compared with March, 1930. 


Southern District 


Eighteen Class I railroads, representing 64.1 per cent of total 
operating revenues in the southern district, had estimated operating 
revenues in March, 1940, of $30,170,862, compared with $28,823,077 in 
March, 1939, and $39,370,130 in March, 1930. Operating revenues of 
the 18 Class I railroads in the southern district in March, 1940, were 
4.7 per cent above those for the same month in 1939, but 23.4 per cent 
below March, 1930. 

Freight revenues of those railroads in March, 1940, amounted to 
$24,813,936, compared with $23,724,314 in March, 1939, and $31,124,797 
in March, 1930. Freight revenues of those railroads in March, 1940, 
were 4.6 per cent above the same month in 1939, but 20.3 per cent below 
the same month in 1930. 

Passenger revenues of those roads in March, 1940, totaled $3,019,444, 
compared with $2,681,283 in March, 1939, and $5,070,589 in March, 1930, 
— 12.6 per cent above March, 1939, but 40.5 per cent below March, 
1930. 


Western District 


Thirty-seven Class I railroads, representing 79.6 per cent of total 
operating revenues in the western district, had estimated operating 
revenues in March, 1940, of $91,105,345, compared with $90,118,225 in 
March, 1939, and $129,332,656 in March, 1930. Operating revenues of 
the 37 Class I railroads in the western district in March, 1940, were an 
increase of 1.1 per cent compared with the same month of 1939, but a 
decrease of 29.6 per cent compared with March, 1930. 

Freight revenues of those railroads in March, 1940, amounted to 
$75,271,883, compared with $74,604,393 in March, 1939, and $101,861.618 
in March, 1930. Freight revenues of those railroads in March, 1940, 
were 0.9 per cent above the same month in 1939, but 26.1 per cent 
below the same month in 1930. 

Passenger revenues of those roads in March, 1940, totaled $7,389,- 
609, compared with $7,266,431 in March, 1939, and $15,366,588 in March, 
1930. Passenger revenues in March, 1940, were 1.6 per cent above those 
for March, 1939, but 52.0 per cent below March, 1930. 


LOCOMOTIVE INSPECTOR TITLES 


The House has passed S. 3440, the bill changing the titles 
of locomotive inspectors of the Bureau of Locomotive Inspec- 
tion of the Commission to directors, completing congressional 
action on the measure. The “chief inspector” becomes “di- 
rector of locomotive inspection” while “assistant chief 1n- 
spectors” become “assistant directors” under the act. 
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Rail Reorganization Bill 
The Traffic World Washington Bureau 


The subcommittee of the House judiciary committee that has 
been working on S. 1869, the Wheeler-Truman railroad reor- 
ganization bill, passed by the Senate, has reported to the 
whole committee for consideration, a revision of that measure. 
The subcommittee’s bill follows the pattern of the measure 
proposed by former Representative Chandler, of Tennessee, 
with respect to creation of a three-judge court for each reor- 
ganization case instead of a permanent railroad reorganization 
court as provided in S. 1869 (see Traffic World, December 16, 
1939, p. 1379). The three-judge court would be composed of a 
federal district judge and two federal circuit court judges. 


Government Competition 


Railroads, “combining the flexibility and convenience of 
the separate car with the economy of mass movement over long 
distances,” have been and are fundamental in the solution of 
the west’s transportation problem, said Robert S. Henry, 
assistant to the president, Association of American Railroads, 
in an address, “Let’s Talk About Transportation,” at the trans- 
portation conference at the University of Southern California, 
Los Angeles, April 11. The far west, he said, presented “a 
transportation problem the like of which the world had never 
seen,” with its production of a widely diversified series of 
commodities and the necesssity of transporting them long dis- 
tances to market. 

Not only had the railroads done that job for the west, 
he said, but they had done it with increasing efficiency and 
greater economy as the years passed. That being the case, he 
said, it was a matter for sincere inquiry by the laymen why 
the railroads themselves were at present faced with the problem 
of continued existence as private enterprises. 

The problem, he said, could best be illustrated by examin- 
ing the history of a single railroad—the Florida East Coast. 
That railroad, he said, was built into a wilderness “by a man 
who had creattive imagination, courage, capital and credit,” and 
as a result, “the wilderness bloomed; indeed, it boomed.” Dif- 
ficulties began, he said, when “government took a hand in the 
transportation situation.” It built a canal on one side of the 
railroad, and harbors and other facilities, with public money 
and maintained at public expense, and using the taxes paid by 
the railroads among the others. It offered this new facility 
free of charge to those who could use it, “although the actual 
annual cost to the taxpayers of the canal and the harbors con- 
siderably exceeded the supposed ‘saving’ in freight rates for 
favored shippers.” 

Down the other side of the railway, he added, the govern- 
ment built a fine motor highway. The commercial trucks using 
that highway, while they paid taxes covering in whole or in 
part their share of the cost and maintenance, were not assessed 
“true taxes,” such as the railroad paid, in addition to its “road- 
way expense,” for the support of “schools, institutions and the 
general protection and service of government.” 

Above the railway, the government then “built an airway, 
with radio beams and beacon lights and landing fields and air- 
ports, all complete and all built and paid for and maintained 
and operated with public tax funds, and all open to free or 
practically free commercial use.” 

“In fact,” he said, “the only sort of publicly financed and 
tax supported way of transportation which the government has 
not built parallel and alongside the Florida East Coast is a 
subway under it.” Naturally, that railroad was in difficulties. 
Any business faced with similar ‘“‘tax-subsidized competition” 
would be, he asserted. 

“And there you have, in high relief, compressed into the 
brief history of one small railroad, the essence of the American 
transportation situation,” he said, continuing: 


If all this tremendous public investment, and all this overwhelming 
public subsidy, resulted in better transportation produced at lower 
real cost, there might be some justification for it. But that isn’t the 
case. Transportation agencies which are created by lavish use of pub- 
lic money, and which can operate only by virtue of continued public 
Subsidies, are not cheap transportation. They are merely transportation 
whi ‘h is camouflaged to make it look cheap, by transferring much of 
its real cost from the transportation bill to the tax bill. Tax bills are 
Such these days that even huge sums may get lost in them, but they 
ong there just the same. The cost may be concealed but it continues 
© exist. .. 

Projects whose lack of economic justification is shown by the fact 
that those who want to use them are not willing to pay for them, add 
to the real cost of the nation’s transportation. Worse still, perhaps, 
they weaken the essential, low-cost, all-year rail transportation systems 
Whose dependable service has made possible our whole American way 
of business and living—the transportation system upon which we 
Must depend in time of strain and stress. 


fransportation costs money. The true interest of all is to get 
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this huge necessary job done in the best way, and at the lowest true 
cost, no matter who does it. In doing that job, there is a place for 
every form of transport. To get it done in the best way, every mode 
of transport should be free to do that which it can do best, and at the 
lowest true cost. That can come about only when there is one and the 
same government policy applied to all forms of transportation alike— 
a simple policy of equality. 

To achieve such an equality of treatment for all will require more 
than one act of Congress, more than one act of the state legislatures, 
more than one change in regulations and practices. But it can be done, 
when we shall have made effective throughout all relations between 
government and transportation, the principle laid down in the declara- 
tion of policy in S. 2009, the general transportation bill now before 
the Congress—the principle that all modes of transportation shall be 
treated alike, and in such fashion as to preserve the inherent advantages 
of each. 


Competitive Rate Problem 


Intense competition among transportation agencies has 
presented a rate problem “which calls for the wisdom of a 
Solomon and perhaps for the genius of an Einstein,” accord- 
ing to Chairman Eastman, of the Commission. 

“The Commission does not measure up to either of these 
standards, but it hopes that hard work and experience will 
lead it to the right answers,” said he, in an address April 15 
on “The Transportation Future,’ before the second annual 
transportation conference of the University of Nebraska at 
Lincoln, Neb. “I doubt whether it has ever been faced by a 
more difficult task.” 

In opening his remarks the commissioner spoke of rapid 
changes in transportation and told of having made his first trip 
by air about ten years ago “in a little six-seat affair, and as 
the sole passenger I sat immediately behind the pilot, who had 
no uniform and wore a straw hat.” 

“The contrast with planes of today and the present vol- 
ume of travel is astounding, and in the meantime not only 
has the air carrier industry made this progress, but it is the 
proud subject of a federal regulating body, the Civil Aero- 
nautics Authority, which is as big as the Interstate Commerce 
Commission,” said he. 

“This, of course, is only one of the signs of the times, so 
far as transportation is concerned. Certainly I did not foresee, 
when I became a member of the Commission about twenty- 
one years ago, that by the year 1940 we would be regulating 
a motor carrier industry which is absorbing fully as much of 
our time and attention as the railroad industry, and probably 
more. Anyone who wishes to compare the work which the 
Commission is now handling with that which it performed in 
its early years, and even throughout the first half of its career, 
will find it most enlightening to contrast the relative rates at 
which the bound volumes of its decisions were then and are 
now being issued. 

“All of this leads up to the fact that intense competition 
is the great and central characteristic of transportation in 
this country at the present time.” 

Looking forward, therefore, he continued, into that small 
section of the future which was “reasonably foreseeable,” it 
seemed clear that for some time to come the public regulators 
of transportation, like the Commission, would have their hands 
full with the control of competitive conditions. 


“So far as the Commission is concerned, this is now true, 
and there is no prospect of relief but, on the contrary, every 
indication that this phase of its work will become heavier and 
harder to handle,” said he. 


Rate Changes 


Reviewing the rate situations of other days, and the ways 
in which the railroad rate structure was built up, Mr. Eastman 
said the new competition found the railroads particularly 
vulnerable with respect to the traffic from which they had 
theretofore enjoyed particularly profit. Continuing, he said, 
in part: 


They have been forced to make many reductions in short-haul 
rates, in the relatively high rates on the higher-valued commodities, 
and in rates which were moving large volumes of low-grade traffic; 
and the process is continuing at what is apparently an accelerating 
pace. We have plenty of evidence of this fact in the protests and 
requests which we receive for the suspension of proposed reductions 
in rates. Such protests are filed by motor carriers and water carriers 
against railroads, and by railroads against motor carriers, and seldom 
a day passes that division 2 of the Commission, which acts upon these 
matters, does not have several of them to pass upon. In addition the 
railroads have found it necessary to speed up their schedules, so that 
there are now numerous freight trains which are operating at prac- 
tically passenger-train speeds. As a further indication of present 
tendencies, the Commission not long ago for the first time approved 
the making by a railroad of a multiple-carload rate to meet the com- 
petition of barges serving a big shipper on an inland waterway. All 
of these changes in the rate structure, moreover, have had an effect 
on commercial conditions, and it is a widely-held opinion that they 
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have tended to promote the decentralization and spreading of manu- 
facture, especially because of the new relation between short-haul 
service and rates and long-haul service and rates. 


Minimum Rate Power 


The power to fix minimum rates was given to the Commission 
for the first time in 1920, although the need for such a power was 
recognized by the Commission as far back as 1893. For some years, 
and so long as the competition was mainly between the railroads 
themselves, this power was sparingly exercised and chiefly where 
something in the nature of a destructive rate war seemed imminent. 
With the great increase in competition between different types of car- 
riers, however, and the passage of the motor carrier act, the demand 
for its exercise has greatly increased. The motor carriers invoke it 
with respect both to themselves and to the railroads. There are so many 
of them, and the percentage of less responsible operators is so con- 
siderable, that they feel the need of a foundation of minimum rates 
to bring about some degree of stability in their own rate structures. 
With respect to railroad rates, preponderantly the motor carriers, 
because of their advantages in speed and flexibility of service, are con- 
tent to meet, rather than cut under, the railroad charges, unless driven 
to lower levels by private or contract carrier competition. Incidentally 
we have had cases where railroads have sought rates made differentially 
lower than competing motor carrier rates, on the ground that only 
through such rates could they gain, in the face of the superior service 
afforded by the motor carriers, what they deemed an adequate share of 
the traffic. The railroads invoke the minimum rate power with respect 


to motor carrier rates, but less often with respect to the rates of 
other railroads. 
Obviously a dangerous situation exists, if the railroads are ever 


to be restored to the degree of prosperity which the interstate commerce 
act contemplates and which is necessary if they are to be able to at- 
tract investments of private capital, and if the other carriers, who have 
already had a plenitude of financial troubles, are not to be brought to 
the same pass. On the other hand, care must be exercised not to 
deprive the country of the benefit of new transportation facilities 
which are inherently more economical than older types. * * * 

The objective to be attained seems clearly to be the arrest of a 
downward spiral in rates which can only produce destructive results 
and, if possible, the establishment of competitive rates on a fair rela- 
tionship but at a level which will yield the returns which successful 
operation and development of the transportation system require. Al- 
ways lurking in the background, however, and to be kept in mind are 
the opportunities which industries and individuals now have to supply 
their transportation needs with their own private facilities. Various 
means and methods or principles for arriving at the desired objective 
are urged upon us. 


Historical Precedent 


One proposal which has considerable support is that we should de- 
termine, with little attention to comparative costs, the relationship in 
rates which will enable competing types of carriers each to enjoy what 
is called a fair share of the traffic, and having determined this relation- 
ship, to establish it on a reasonably profitable level. While I do not re- 
call that it has heretofore been suggested, there is in fact historical prec- 
edent for this proposal. Prior to federal regulation, and even there- 
after until the Commission gained something like adequate power, rail- 
road rate wars of great severity were a not uncommon occurrence. 
At times rates were carried by these wars to preposterously low levels, 
and undoubtedly they were an important factor in what was, even in 
those days, called the ‘‘railroad problem.'’ Arbiters were sometimes 
appointed to arrive at a basis of settlement of these wars, and various 
pooling arrangements or the establishment of fixed differentials, to be 
maintained whatever the level of the rates, were the result. Some of 
these settlements still play a part in the railroad rate structure. For 
example, the Grand Trunk Railroad precipitated rate wars in order to 
obtain over its longer route to Detroit and Chicago a share of the 
freight moving from New England and adjacent points. Ultimately it 
was allowed to maintain somewhat lower rates than applied over the 
direct routes, and this settlement still persists in what are known as 
the ‘‘Canadian differentials.’’ Similarly the routes from New York and 
certain other eastern ports by water to Hampton Roads and thence by 
rail to the Chicago territory were allowed differentials under the direct 
rail routes, although when the movement by water from New York 
ends at Hampton Roads, the traffic is farther away from its destination 
than when it left New York. These are illustrations of settlements de- 
signed to give inferior routes, even at the expense of differentials, a 
share of the traffic in order to remove their threat as rate cutters. 


Cost Finding Begun 


Obviously, however, while such adjustments have a certain prac- 
ticality which commended them to desperately tried traffic managers 
in the days of non-interference by government in business, and also to 
shippers, there are many difficulties and objections in the way of the 
widespread application of such a principle. At the other extreme, we 
are urged to determine the respective costs of transportation, establish 
a relationship accordingly, and let the chips fall where they may. 
Plainly far greater attention must be given to the costs of particular 
transportation services than has been customary in the past. The rail- 
roads have always resisted attempts to ascertain such costs, declaring 
it to be impracticable, but while any precise mathematical determina- 
tion is impossible, a reasonabie approximation is entirely within the 
range of practicability, and we are proceeding on the theory that it is 
necessary. In no other way can the relative efficiency of different types 
of transportation be determined, and in no other way can the spots 
be located where reductions in rates yield actual loss rather than gain. 
We now have a cost finding section in our Bureau of Statistics which 
has an excellent staff, although it is proving too small for the volume 
of work which it ought to carry on. We shall do our best, with the 
help of Congress, to bring this branch of our work to an adequate state 
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of development, and in the meantime the methods which it is using are 
being perfected on the proving-ground of practical application. 
Yet, while the ascertainment of costs is necessary, I doubt whether 
any rigid application of the cost principle will adequately and satis- 
factorily meet the needs of the situation. A pr@ise formula is a very 
convenient and comforting thing, but unfortunately such formulas are 
very apt to leave out of consideration factors in a complex situation 
which ought to be given weight. There is such a thing as sound judg- 
ment, if one is fortunate enough to possess it, which cannot be closely 
defined or reduced to a formula but which is nevertheless a very nec- 
essary ingredient in reasonable regulation. I wish that I could tell 
you definitely and categorically just how the Commission lawfully can 
and should exercise its powers over competitive transportation rates to 
produce the results which are so clearly desirable, but as yet I have 
not arrived at that point, and it may be that I shall never reach that 
exact destination. Perhaps resort to the final judgments of the Supreme 
Court on certain law points will to some extent prove necessary. I 
have certain definite ideas which have partially been voiced in decided 
cases, and which I hope may be put to practical test, and the same may 
be said of the other members of the Commission. We are all striving 
hard to find the right answers, and I believe that we are making good 
progress, although it may not be as rapid as some would like. 


Fit Carrier to Traffic 


One fact that the cost studies may, and I believe will, develop is 
that for certain kinds of transportation certain types of carriers are 
much better fitted than others, because they are more economical and 
more efficient. While the trucks, for example, have been taking from 
the railroads much traffic that has been very profitable to the latter, 
they have also taken away much other traffic of which this can not be 
said and which probably has earned no more than a margin over out- 
of-pocket cost. I have in mind particularly less-than-carload traffic, es- 
pecially where the hauls are short. Reductions in railroad less-than-car- 
load rates to meet motor truck competition merit the closest kind of 
scrutiny. On the other hand, for long hauls the railroad is normally 
the more econical means of transportation, and it would seem that mu- 
tually advantageous arrangements could be made for such hauls, under 
which the truck, or preferably the truck body, would be transported by 
rail for the greater part of the distance using the motor carrier for 
terminal service at either end. Certain such arrangements have been 
tried with a fair degree of success, but much remains to be done to 
perfect the methods used. That such cooperative plans for the joint 
handling of traffic will eventually come into much more general use I 
personally have little doubt. 


Control of Competition 


This leads to the observation that the control of competition by 
the public regulatory authorities extends beyond the supervision of 
rates and charges. That competition can bring very positive benefits 
to the public has been demonstrated by our transportation experience. 
That it can also, if not kept within proper bounds, bring injury has 
likewise been shown. The purpose of regulation in this respect is, 
of course, to preserve the benefits and prevent the injury. One source 
of injury is a wasteful over-supply of facilities, and for this reason it is 
now customary in the regulatory statutes to require a certificate of 
public convenience and necessity or a permit for new operations. 
However, the unnecessary wastes of competition are not confined 
to the institution of new and duplicate operation where no public need 
exists, but also arise from the failure of competitors to cooperate and 
coordinate their operations in the many instances where this could be 
done without sacrifice or impairment of competition. 

I have abiding faith, as the result of the investigations which I 
conducted, when I occupied the temporary post of Federal Coordinator 
of Transportation, that there are very large opportunities, in the bet- 
ter coordination and integration of the innumerable parts of the trans- 
portation system, for decrease in costs and increase in efficiency which 
would prove of great benefit not only to the carriers but to the country. 
I realize, however, also as the result of my experience as coordinator, 
that there are many practical difficulties and obstacles in the way 
of such plans for coordination and integration which it will take a 
long time to overcome. It is a long-range program, which I hope that 
it may be possible for the government to promote, although I am 
sorry to say that the present prospects in that direction do not for 
the moment appear to be any too promising. It is a subject which 
I could not begin to cover adequately in a paper such as this. 

The same may said of the contention so persistently advanced by 
the railroads that they are being subjected to unfair competition be- 
cause of the indirect public subsidies which they say their competitors 
enjoy, and that something should be done to correct this situation. 
This is a subject which has been very voluminously considered in re- 
ports which I began as coordinator and have been able, with much 
difficult, to complete thereafter, and which were made public today. 
For the last word on these matters I therefore refer you to those 
reports. 


CAR SURPLUS REPORT 


Class I railroads in the period March 15-31, inclusive, had 
an average daily surplus of 187,891 cars, as compared with 
190,663 cars in the preceding period, according to the car serv- 
ice division of the Association of American Railroads. It was 
made up as follows: Plain box, 63,739; auto box, 6,757; total 
box, 70,496; flat, 5,075; gondola, 43,114; hopper, 42,019; total 
coal, 85,133; coke, 562; S. D. stock, 17,436; D. D. stock, 3,313; 
refrigerator, 4,561; tank, 417; and miscellaneous, 898. Ca- 
nadian roads reported a daily surplus of 5,175 cars, as com- 
pared with 4,900 cars in the preceding period, made up of 
3,950 plain box, 75 auto box, 125 flat, 200 S. D. stock, and 829 
miscellaneous cars. 
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Faets About the Railroads 


“Railroads of the United States and Canada in the past 
twelve years have transported billions of pounds of high ex- 
plosives, including dynamite, black and smokeless powder and 
explosive ammunition without accident, death or injury,” says 
the Association of American Railroads. 

“Capital expenditures for equipment and other improve- 
ments to railroad property totaled $262,029,000 in 1939, an in- 
crease Of $35,092,000 compared with the preceding year. 

“Class I railroads in 1939 expended $769,314,000 for fuel, 
materials and supplies used in connection with their operation, 
an increase of 31.9 per cent compared with 1938. 

“There are 472 large bridges in the United States which 
are jointly used by two or more railroads. 

“Forty-six railroad companies, with 1,000 or more miles 
each, operate 86 per cent of the total Class I mileage in this 
country. 

“Railroad fuel purchases in 1939 totaled $257,273,000, an 
increase of nearly $13,500,000 compared with the preceding 
year. 

“Five-sixths of the railway mileage in North and South 
America is privately owned.” 





Revenue Freight Loading 


Loading of revenue freight the week ended April 13 totaled 
618,810 cars, according to the Association of American Rail- 
roads. This was an increase of 71,631 cars or 13.1 per cent 
above the corresponding week in 1939, an increase of 81,225 
cars or 15.1 per cent above the same week in 1938, and an 
monoane of 16,113 cars or 2.7 per cent above the preceding 
week. 

All districts reported increases compared with the corre- 
sponding week in 1939 except the Central West and Southwest 
and all districts reported increases compared with the corre- 
sponding week in 1938 except the Southwest. 


1940 1939 1938 
S Weeks OF JAMUATT: ..66cciccsiccens 2,555,415 2,288,730 2,256,717 
4 WEEKS GF TEDTUAIT ook iccccvcncevic 2,486,863 2,282,866 2,155,536 
a eerie 3,122,556 2,976,655 2,746,428 
ER GN UMN oi rast eee ewes eles nin 602,697 534,952 522,049 
BN OE NEE UNS o's 08a sah aww bene bm 618,810 547,179 537,585 
WN acducginckadkakGas cueaw neces. 9,386,341 8,630,382 8,218,315 


Revenue freight loading by districts the week ended April 
13 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 5,697 and 5,993; live 
stock, 1,376 and 1,032; coal, 23,540 and 19,722; coke, 2,008 and 1,687; 
forest products, 1,110 and 1,089; ore, 1,215 and 899; merchandise, L. C. 
L., 37,294 and 40,306; miscellaneous, 63,207 and 59,405; total, 1940, 
135,447; 1939, 130,133; 1938, 118,132. 

Allegheny district: Grain and grain products, 3,509 and 3,426; live 
stock, 1,029 and 682; coal, 29,792 and 12,963; coke, 3,268 and 2,115; forest 
products, 618 and 683; ore, 3,594 and 2,543; merchandise, L. C. L., 25,- 
530 and 26,340; miscellaneous, 59,065 and 54,080; total, 1940, 126,405; 
1939, 102,832; 1938, 101,105. 

Pocahontas district: Grain and grain products, 238 and 274; live 
stock, 106 and 75; coal, 30,632 and 724; coke, 376 and 446; forest prod- 
ucts, 566 and 509; ore, 89 and 244; merchandise, L. C. L., 5,365 and 
5,313; miscellaneous, 6,540 and 5,764; total, 1940, 43,912; 1939, 13,349; 
1938, 34,419. 

Southern district: Grain and grain products, 2,219 and 2,236; live 
stock, 849 and 805; coal, 15,722 and 7,868; coke, 483 and 320; forest 
products, 10,059 and 9,083; ore, 1,134 and 987; merchandise, L. C. L., 
26,875 and 27,357; miscellaneous, 42,988 and 41,097; total, 1940, 100,329; 
1939, 89,753; 1938, 88,275. 

Northwestern district: Grain and grain products, 8,173 and 7,582; 
live stock, 2,293 and 2,093; coal, 3,961 and 4,392; coke, 920 and 1,020; 
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forest products, 8,394 and 7,250; ore, 1,576 and 1,068; merchandise, L. 
C. L., 18,704 and 19,227; miscellaneous, 29,244 and 27,711; total, 1940, 
73,265; 1939, 70,343; 1938, 63,214. 

Central Western district: Grain and grain products, 8,145 and 
7,977; live stock, 4,456 and 5,304; coal, 7,099 and 6,860; coke, 163 and 
165; forest products, 6,522 and 6,055; ore, 4,622 and 5,205; merchandise, 
L. C. L., 24,093 and 24,746; miscellaneous, 41,169 and 40,248; total, 1940, 
96,269; 1939, 96,560; 1938, 88,568. 

Southwestern district: Grain and grain products, 3,215 and 3,440; 
live stock, 1,037 and 2,492; coal, 2,375 and 1,932; coke, 108 and 86; forest 
products, 3,905 and 3,339; ore, 265 and 313; merchandise, L. C. L., 
10,440 and 10,850; miscellaneous, 21,838 and 21,757; total, 1940, 43,183; 
1939, 44,209; 1938, 43,872. 


Eastman Subsidy Report 


Disagreement with highway phases of the Eastman subsidy 
report was expressed April 15 by J. J. Pelley, president of the 
Association of American Railroads, in testimony before the 
Temporary National Economic Committee. Mr. Pelley pre- 
sented his views on the report in response to an inquiry by 
Senator O’Mahoney, chairman of the committee. 

Mr. Pelley said the report as to highway costs boiled down 
to the thought that home owners, farmers, and others who 
paid general taxes ought to pay 60 per cent of the total cost 
of highways and streets, and that those who used the highways 
should pay only 40 per cent. 

“It is only by making this astonishing assumption that 
property owners and general taxpayers should bear 60 per 
cent of the cost of highways, while highway users should pay 
only 40 per cent, that the authors of the report manage to 
arrive at the conclusion that motor vehicles are paying too much 
toward the cost of the highways built for and used by them,” 
Mr. Pelley declared. ‘That means, of course, that they think 
the general taxpayers are paying too little and should pay more. 
I don’t think the taxpayers of the country will accept any 
such conclusion as correct.” 

Mr. Pelley said that, as between the ordinary automobile 
and the big truck, the report said that trucks were paying 
more than their share and that automobiles were paying just 
enough. The question of whether trucking companies paid 
their share of the cost of the roads they used was one to be 
determined by careful study of the facts in each state, he de- 
clared. 

“Two states—Missouri and Illinois—have made_ such 
studies,” he said, “and both have found that big trucks are 
paying only a fraction of the actual cost which they impose 
upon the highways. The rest is made up by automobilists and 
property taxpayers. An official study in Missouri shows that 
the subsidy runs from $231 to $615 per truck per year. An 
official and comprehensive study in Illinois shows that sub- 
sidies to trucks runs up to $996 per truck per year. 

“These studies, as I understand it, are made up by the 
state highway departments, who are familiar with the methods 
of construction, soil condition, traffic, wear, etc. These figures 
are contrasted with those in Mr. Eastman’s report which indi- 
cate that the over 5-ton combination truck pays $287 more 
than it should pay per year.” 

Mr. Pelley declared that railroads contributed more than 
$35,000,000 a year to the construction and maintenance of high- 
ways through payment of taxes on their property. That, he 
added, was $8,000,000 more than the total taxes, fees, and 
charges, of all sorts paid for all purposes by motor trucking 
companies which hauled freight for hire between cities on high- 
ways as railroads did on tracks. 

“But highways are just one of the purposes for which rail- 
roads pay taxes,” the rail executive said. “The million dollars 
a day which railroads paid in 1939 was spent for every sort 
of public purpose—for schools, hospitals, police and fire 
protection, the administration of justice, and all the many serv- 


Revenue Freight Car Loading—Week Ended Saturday, April 13 


Grain and Live 
grain prod, stock Coal 
1940 31,196 11,146 113,121 
Pn NN Ne lesa rese oe 1939 30,928 12,483 54,461 
| 1938 31,215 11,251 88,014 
Preceding week April 6........... 1940 30,108 10,069 100,187 
Per cent increase over............ 1939 9 107.7 
Per cent decrease under ......... 1939 10.7 
Per cent increase over .......... 1938 28.5 
Per cent decrease under ........ 1938 Py | 9 
1940 465,506 167,968 2,051,970 
Cumulative 15 weeks to April 13 1939 462,857 171,034 1,680,490 
1938 500,78 180,524 1,572,669 
Per cent increase over...........- 1939 6 23.1 
Per cent decrease under ...... - +1939 1.8 
Per cent increase over .......... 1938 30.5 
Per cent decrease under ........ 1938 7.0 7.0 


—— 


Per cent to 15 year average, 83.7. 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
7,326 31,174 12,495 148,301 264,051 618,810 
5,839 28,008 11,259 154,139 250,062 547,179 
4,121 25,422 7,813 150,722 219,027 537,585 
7,331 31,570 10,369 149,726 263,337 602,697 

2.9 11.3 11.0 5.6 13.1 
3.8 

77.8 22.6 59.9 20.6 15.1 
6 

152,597 458,758 151,113 2,164,036 3,774,393 9,386,341 

106,629 389,163 129,805 2,218,831 3,471,573 8,630,382 

81,454 387,600 107,157 2,209,364 3,178,766 8,218,315 

43.1 17.9 16.4 8.7 8.8 
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87.3 18.4 41.0 18.7 14,2 
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ices of government. That is what makes railroad taxes so totally 
different from the payment made by motor trucking companies 
under the guise of taxes, with which they are sometimes com- 
pared.” 

Mr. Pelley said payments of the trucking companies were 
spent almost altogether on the roads and streets which those 
companies used as their places of business. On the other 
hand, he pointed out, railroads provided their own places of 
business and maintained them. 

“The taxes collected from these motor trucking companies 
are smaller indeed compared with the burdens which their 
operations impose upon the highways and others who use 
them,” said he. 

Chester H. Gray, director of the National Highway Users’ 
Conference, issued a statement April 15 saying it was gratifying 
that the Eastman report “discloses that highway users are 
not subsidized.” 

“After waiting several years for this study to be made 
public, it now appears that all who are interested in the entire 
transportation question can think more clearly on the highway 
subsidy question because of the helpful information in the 
report,” said he. 

“This report disposes of the contention of railroads 
that highway users are greatly subsidized, that contention being 
based on the theory or concept that highways are built for 
profit and, consequently, highway users should pay more taxes 
of various kinds so as to produce a profit to the government. 
The report unequivocably declares this theory or concept 
erroneous and misleading. So, indeed, it is.” 


Administrative Procedure 


The Walter bill, H. R. 6324, providing for uniformity in ad- 
ministrative procedure of federal agencies, judical review of 
administrative rules and judicial review of decisions or orders 
of administrative agencies was debated in the House this week 
and passed April 18. It was sent to the Senate. 

As reported by the committee on the judiciary, the bill 
excepted from its provisions the Interstate Commerce Commis- 
sion, the Federal Trade Commission, all federal lending 
agencies, the Federal Deposit Insurance Corporation, the Office 
of the Comptroller of the Currency and the Federal Reserve 
Board, as well as any matter relating to the conduct of mili- 
tary or naval operations. The House added the Railroad Retire- 
ment Board, the National Mediation Board and National Rail- 
road Adjustment Board to the exempted agencies. “Opera- 
tions” after “naval” was changed to “establishments.” 

Representative Rayburn, Democratic leader in the House, 
raised a question as to exemption of the agencies named and 
not the Securities and Exchange Commission, the Communica- 
tions Commission, the Federal Power Commission, and other 
agencies not exempted. 

“Why should not those commissions be exempted along 
with these other commissions?” asked Mr. Rayburn. 

Representative Cox, of Georgia, replying, said he thought 
too many agencies had been exempted but he opposed exempt- 
ing the Securities and Exchange Commission “because that com- 
mission is fast falling to the low level of the National Labor 
Relations Board, due to the fact that the commission has seem- 
ingly embraced the same philosophy as that held by the Na- 
tional Labor Relations Board. That commission has the same 
philosophy as most of these new agencies that have been set 
up in recent years, whose thinking is apparently rooted in 
doctrine that emanates from Russia.” 

Representative Gwynne, of Iowa, said there was no reason 
the Interstate Commerce Commission should be under the bill 
because the Commission and the courts had worked out for that 
institution substantially the same procedure, the same course of 
operation, that the bill provided for other organizations. 


Representative Rankin, of Mississippi, said the bill was first 
proposed by the American Bar Association, a “super aggregation 
of corporation lawyers, who as a rule are dictated to by the 
railroad companies, the power companies, and other utilities.” 


“Why did you leave out the Interstate Commerce Commis- 
sion that is today an accessory to the thievery within the law 
or within their own regulations, that robs the people of the 
south and the west by discriminatory freight rates that no other 
country on earth would tolerate?” asked Mr. Rankin. 

Representative Chiperfield, of Illinois, explaining 
philosophy back of the bill, said: 


The pending bill, H. R. 6324, commonly known as the Logan- 
Walter bill, is, in my opinion, one of the most important bills we have 
considered during this session of Congress. No measure has had more 
careful study by the Congress over a period of years than has this bill. 
It has been endorsed by the American Bar Association, the American 
Federation of Labor, the National Grange, and many business groups 
throughout the United States. 

During the last few years there has been a mushroom growth in 
the field of administrative law which has brought into being hundreds 
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of boards, bureaus, agencies, and commissions, and we have rapidly 
become a nation governed by decrees, rules, and regulations of these 
agencies, rather than governed by law. Consequently we have become 
a nation governed, to a large extent, by men rather than by laws. 

To remedy this situation, this bill simply proposes that certain 
orders, regulations, and decrees issued by executive agencies shall be 
subject to appeal to a court of law. Under these circumstances, any 
person who feels he is aggrieved by one of these orders or regulations 
has the right to have his day in court. This is simply following out 
the fundamental purpose of our government as established under the 
Constitution that every person shall have his day in court and ‘‘equal 
justice under the law.” 

I, for one, do not believe in the infallibility of the bureaucratic 
agencies, nor do I believe that any governmental agency should be the 
judge of its own case. If it is a choice of my rights being passed upon 
by the courts or by the bureaucrates, I place my faith in the courts 
of this nation. 

This bill merely requires that these agencies act within the powers 
granted to them by the basic laws that creater them, and that they 
shall not abuse the powers that Congress granted to them. As is 
stated in the report of the judiciary committee, ‘‘the law must provide 
that the governors shall be governed and the regulators shall be regu- 
lated, if our present form of government is to endure.’’ To me this 
principle is basically sound, and I have heard no valid or logical argu- 
ment against it. 

About the only argument that opponents of this bill have used is 
that this law would permit dilatory suits and delays. May I call atten- 
tion to the language of the bill on page 14, section 6, where it is pro- 
vided: 

“The courts shall have jurisdiction and power to impose dam- 
ages in any case where the decision of the agency or independent 
agency is affirmed and the court finds that there was no substantial 
basis for the petition for review. In all cases the cost on review shall 
be allowed the prevailing party after final judgment, to be collected 
according to law.’’ 

This, in my opinion, is a complete answer to such specious argu- 
ments. Those who oppose this bill apparently prefer to be governed 
by bureaucrats rather than by law and the orderly processes of our 
courts and do not which any restraint placed upon these bureaus that 
will confine their powers to those granted by the Congress. 

I earnestly hope that this bill will pass, as I firmly believe it will 
help preserve the democratic processes of our government and will 
tend to correct many of the abuses created by bureaucratic agencies. 


The American Enterprise Association, division of the 
Transportation Association of America, has issued a bulletin 
to its members asking their support of the Logan-Walter bill, 
described in the bulletin as a bill “to regulate the regulators.” 
There is “no more important bill pending before Congress,” 
the bulletin says. 

It analyzes the bill and states its purposes as standardizing 
the procedure of some 130 government agencies; requiring the 
publication of their rulings before becoming effective; making 
public notice and hearing mandatory before the issuance of 
rulings; providing for boards of employes of regulatory bodies 
to hear complaints and controversies; providing for the re- 
view of decisions and orders in federal circuit courts of appeal 
and the imposition of damages in certain cases, and giving the 
court of appeals for the District of Columbia jurisdiction to 
determine the constitutionality of rulings of federal boards, 
bureaus and commissions. 

Members of the association are urged to “take a hand in 
the shaping of this far-reaching legislation,” by writing and 
telegraphing their congressmen and senators. “Your legislators 
need your counsel and will welcome it,” the bulletin says. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Red 
Cap Station Porters Union 1329, A. F. of L. affiliate, has been 
designated to represent ushers (red caps) employed by the 
Ogden Union Railway & Depot Co., for the purposes of the 
railway labor act. 

The board also has certified that no change in representa- 
tion is desired by the craft or class of yardmen (foremen, 
helpers and switchtenders) employed by the Texas City 
Terminal, now represented by the Brotherhood of Railroad 
Trainmen. The board’s services were invoked by the Switch- 
men’s Union of North America to settle a dispute as to who 
might represent the employes. 

The National Labor Relations Board has announced 
certification of the Commercial Telegraphers Union, Marine 
Division, A. F. of L. affiliate, as the sole collective bargaining 
agency selected by a majority of the radio telegraphers of 
Socony-Vacuum Oil Co., Inc., New York City, on its ocean- 
going vessels flying the American flag. The board’s action was 
based on a collective bargaining election which resulted in 4 
count of 20 votes for the A. F. of L. union to 7 votes for the 
American Communications Association, Marine Division, CIO 
affiliate, with 6 for neither union. 


LOCOMOTIVE INSPECTION 


President Roosevelt has nominated Edward H. Davidson, of 
New Jersey, to be assistant chief inspector of locomotive boilers 
in the Commission, in place of John Brodie Brown who has been 
transferred to field service. Mr. Davidson has been on the staff 
of the Commission since 1914. 
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Railroad Fact and Fiction 


The railroads are good citizens of the American midcon- 
tinent, said C. E. Johnston, chairman, Western Association of 
Railway Executives, in an address before the American Society 
of Civil Engineers, at Kansas City, April 17. In the thirteen 
states between Chicago and the Rock Mountains, he said, they 
spent $74,000,000 in taxes, in 1939, “for the support of the 
general functions of government”; bought $276,000,000 worth 
of materials and supplies, and paid 315,000 employes $575,- 
000,000 in wages and salaries. 

In that area, and in the country as a whole, he said, they 
still remained the carriers of the overwhelming majority of 
freight, and, except for the private automobile, of passengers— 
were essential to the economic life of the states they served. 
However, he added, the prevailing national policy with reference 
to transportation, and the existing statute books afforded no 
proof of the importance of the railroads. 

“You’d never believe that the continuance of adequate, 
efficient and dependable railroad service means anything at all 
to the United States or to its people when you look at the 
money taken from the pockets of the taxpayers, including the 
railroads, and dished out by a benevolent and paternalistic 
government in the form of subsidies to commercial highway 
and waterway carriers,” said he. 

Fact and fiction were inextricably interwoven in current dis- 
cussions of transportation, he said, citing as fact figures in- 
dicating subsidization of trucks in Missouri, and as fiction the 
statement that farmers on the upper Missouri River would 
save $6,000,000 annually by the use of that waterway. The 
fact was, he said, that there would be no such saving to the 
farmer, but, if their should be, it was obvious that they should 
pay something for the use of that expensive waterway. 

“What are you going to do about this situation as it 
affects the nation?” he asked his audience. “It is your problem 
as well as ours. Do you believe that your railroads are 
essential? If you do—and every thinking man must—are you 
going to stand idly by and watch the continuance and in- 
tensification of unfair public policies which can only harm the 
nation through harming its railroads? Is it not the part of 
wisdom to insist that special privilege be stopped?” 


Railroads and Technology 


An attack on the expenditure of public funds for the im- 
provement of inland waterways under the guise of “cheap 
transportation” was made April 15 by J. J. Pelley, president of 
the Association of American Railroads, before the Temporary 
National Economic Committee. He asserted that consumers 
did not get the benefit of this so-called “cheap transportation” 
and called attention to the fact that many industries reaped the 
benefits from the improved waterways by using them and 
charging the consumers prices based on rail rates. 

The head of the rail industry insisted that the federal gov- 
ernment either should stop spending money for waterways or 
make its users pay tolls. He brought into clear focus the fact 
that many of the improved waterways were not needed to 
handle the traffic of the country. Mr. Pelley said the federal 
government could not do much about the highway competitive 
problem of the railroads. This, he said, was primarily a state 
problem. The states must decide, he testified, what the trucks 
should pay for the use of the highways and restrict them as to 
size, so that motorists would not be hampered. 

These thoughts were injected into the record in response to 
questions by Senator O’Mahoney, chairman of the TNEC. Mr. 
Pelley was the first witness to appear for the railroad industry 
to testify as to the effect of technology on the national economy. 
His expressions in responding to questions from the bench 
drifted to a criticism of policies that resulted in expenditure 
of large public sums on inland waterways and highways, the 
effect of which was to divert traffic from the rails. 

The oft-made statement by railroad industry leaders that 
this field, to meet competitive handicaps, required equality of 
treatment by the government of all transportation agencies was 
reasserted by Mr. Pelley. He paid “his compliments” to mem- 
bers of Congress for inserting in the declaration of policies 
of both the House and Senate versions of the transportation 
bill, now in conference, that all agencies of transport should be 
treated alike. 

Mr. Pelley told the committee that ten years of economic 
depression and “an even longer period of subsidized and grow- 
ing competition” had forced the railroad industry greatly to 
curtail annual capital improvement work, purchases of fuel, 
materials and supplies, and normal employment. 

“The handicaps with which the industry is now faced are 
great, but they are not insuperable,” he testified. ‘They can 
be surmounted, and the industry will again be in the market 
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on a large scale for new equipment, new rail and crossties, 
ballast, fuel and many other items of materials and supplies. 
Improvement work requires employment of additional labor, 
both in the railroad industry and the industries from which it 
buys supplies. An increase in traffic to more nearly normal 
levels will also mean additional employment for railroad main- 
tenance and operating forces.” 

Technological progress always had been a factor in Amer- 
ican railway history, he said. From the early days of rail- 
roading down to the present time progressive improvement 
had taken place, he said, and added that without technological 
advances the industry would have been unable to provide the 
efficient services required of modern transportation agencies. 

The railroad spokesman insisted that each transportation 
agency should be required to pay its own way. None, he said, 
should occupy a position in which it received special favors 
from the government, and each should be under the same gen- 
eral type of regulation as other agencies. 

“The effect of future technological progress on railroad per- 
formance and employment will be a definite one, although it 
is not easy to outline it in specific terms,’’ Mr. Pelley said. “If 
and when the railroad industry is relieved of the handicaps 
against which it is now struggling, it will be able to regain 
much of the traffic it has lost, and should in addition obtain a 
larger proportion of the future increase in freight and pas- 
sengers than it now has. 

“The future volume of employment in the railroad industry 
will depend largely on the trend of traffic and earnings. With 
a return to better economic conditions, and removal of the com- 
petitive handicaps now confronting the industry, railroad traffic 
may show so great a future increase that even with increased 
efficiency in handling it, a greater number of employes will 
be required. Railroad managements will be more than glad to 
increase their forces under such conditions.” 

Dr. Julius H. Parmelee, director of the Bureau of Railway 
Economics of the A. A. R., followed Mr. Pelley to the stand. 
He introduced a new 48-page booklet, which he prepared, giv- 
ing statistics on the railroads’ plant, facilities and operation. 
Tables in his report showed the changes in total railroad 
mileage operated, fluctuations in rolling stock and locomotives, 
track and ties laid over a period of years, expenditures for 
additions and betterments, purchases of fuel, materials and 
supplies, and various financial data on the roads. He told the 
committee that there had been a marked increase in technology 
on the railroads. 

At times in Dr. Parmelee’s testimony, Mr. Pelley sat at 
the stand with him to answer questions from the bench. In 
response to one question, Mr. Pelley declared that the rail- 
roads had enough equipment to handle any emergency. Ques- 
tioned about the serviceability of old railroad equipment, the 
A. A. R. president said that rebuilt cars and locomotives were 
as good as new. 


Mr. Pelley said the margin of profit on which the railroads 
were operating was so small that they must look to the money 
market for large sums of new capital in the future, if they 
were to hold their own in the field of technological progress. 
They could obtain those funds, he said, if their competitive 
handicaps were removed. He said it had been estimated that 
the railroad industry would be justified in spending $500,000,000 
or more annually for new and improved equipment, rail, ties, 
ballast, machinery for shop and track work, and other capital 
improvements. He pointed out that the average capital pro- 
gram of the railroads over the period from 1923 to 1930 was 
$843,000,000 a year, and that since 1931 the average had been 
only $259,000,000 a year. 


George M. Harrison, representing the Railway Labor 
Executives Association, insisted that Congress should enact a 
measure cutting hours of service in the railroad industry to 
six a day and launched an attack on federal policies in subsi- 
dizing highway and inland waterway operations. He said he 
had sought for some time to get the former measure through 
Congress in an effort to get persons who had been “squeezed 
out” back to work. 

The labor executive went into great detail in outlining the 
“tremendous” technological advance that had been made in 
the railroad industry in the last 20 years. The net effect on 
labor, he said, was to wipe out 627,426 jobs. He declared the 
country had been outstripped of its ability to provide sufficient 
jobs because of the use of machines. The unemployment prob- 
lem of the country, he insisted, must be solved, or it will wreck 
democracy. 

Touching on the policies of the federal government in sub- 
sidizing competitors of the railroads, Mr. Harrison declared 
that railroad workers had paid the penalty of those “dis- 
criminatory policies” through loss of jobs. He said the govern- 


ment not only had imposed handicaps on the railroads but also 
had gone into business itself through the parcel post service 
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and in operating on inland waterways. He declared he did 
not like those policies and insisted they ought to be corrected. 

Senator King, a member of the committee, inquired if a 
subsidy to the railroads would meet the problem. 

“No,” Mr. Harrison answered, and added that he was 
“violently opposed” to subsidies, describing them as “a polite 
way of picking the pockets of Mr. Public.” 

Mr. Harrison insisted no form of transportation should 
be subsidized. It was his opinion that those who used public 
property, implying highway and inland waterway operators, 
should have a fair tax imposed on them for use of the facilities. 
As to the railroads, he insisted they should be left to private 
ownership, and that if they could not operate profitably the 
government should take them over. 

The labor executive charged that the railroads had not 
been sufficiently alert in making technological changes. He 
told the committee it was labor’s point of view that the roads 
should substitute smalier and lighter equipment for the heavy 
and slow equipment now being used. He added, however, he 
was not willing to substitute his judgment in this regard for 
that of railroad management. Use of more smaller units, he 
said, would make for more railroad jobs. 

In response to questions from the bench, Mr. Harrison 
agreed with an earlier statement by Mr. Pelley that if traffic 
approached that of 1937 everyone in the railroad industry would 
be employed. He expressed the opinion that traffic comparable 
to 1937 would be realized “if the government gives us a fair 
deal.” This, he added, would not be a desirable stopping point 
and added that the railroad industry should be in a position to 
create new jobs to help relieve the unemployment problem. 

In his broad discussion of the technological improvements 
in the rail industry, Mr. Harrison pointed to the increased 
efficiency of rail employes. In 1920, he said, every dollar ex- 
pended by the railroads brought in $1.67 in revenue, or a profit 
of 67 cents. In 1939, he added, for every dollar expended in 
wages, the railroads realized $2.14 in revenue, or a profit of 
$1.14. 


Handling Export Freight 


“Despite the fact that export freight handled in March, 
1940, through Atlantic and Gulf ports was considerably greater 
than one year ago, the movement by rail to those ports is being 
handled without congestion or delay,” says the Association of 
American Railroads. “This has been largely due to the co- 
operation of steamship owners, port authorities, shippers, and 
exporters in the prompt handling of shipments for export. 

“At Portland, Me., 559 cars of grain for export were un- 
loaded in March, 1940, compared with none in March, 1939; 
at Boston, 535 compared with 81; at New York, 1,014 compared 
with 746; at Philadelphia, 1,503 compared with 236; at Balti- 
more, 1,419 compared with 216; and at Hampton Roads, 14 
compared with 67. There was a heavy reduction in grain 
moved through Gulf ports in March compared with a year ago. 
Only 414 cars having been unloaded at the ports this year, con- 
trasted with 2,010 cars one year ago. 


“At the port of New York, the number of cars unloaded for 
lighterage in March averaged 832 daily, or a decrease of 15 
cars compared with the preceding month. Tons of east-bound 
freight, of which 874% per cent was for export, lightered in 
March, totaled 566,741 tons, compared with 550,611 tons in 
February, 1940, and 328,261 tons in March, 1939. This was 
an increase of 2.9 per cent above February, 1940, and an in- 
crease of 72.6 per cent above March last year. Only approxi- 
mately one-third of the railroads’ storage space at the port of 
New York is now being utilized. There also is ample storage 
space available at other principal Atlantic and Gulf ports. 

“At Philadelphia, 1,900 cars of freight for export, other 
than grain, were unloaded in March, compared with 1,623 cars 
in March, 1939, or an increase of 17 per cent. The number of 
cars of coastwise and intercoastal freight unloaded in March 
this year was approximately five per cent above one year ago. 

“Cars of export freight, other than grain, unloaded at 
Baltimore in March, totaled 4,570 cars, compared with 2,034 
cars in March last year, or an increase of 125 per cent. The 
number of cars of coastwise and intercoastal freight unloaded 
in that port showed a decrease of four per cent compared with 
March last year. 


“At Boston, 860 cars of export freight, other than grain, 
were unloaded in March this year, compared with 511 cars in 
the same month last year, or an increase of 68 per cent. There 
was an increase of 61 per cent in the number of cars of coast- 
wise and intercoastal traffic unloaded at the port, compared 
with one year ago. 


“There was a decrease in the volume of grain moving 
through New Orleans, although the control of the movement 
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has been continued at the request of railroads, shippers and 
receivers, 

“The movement of cotton in March, while in heavier vol- 
ume than in the same month last year, was considerably less 
than in January and February, 1940. Figures showing receipts 
and exports for the three months follow: 


1940 1939 1940 1939 

Month Receipts in Bales Exports in Bales 
PEE Xi inasubawne ee 420,033 69,927 397,535 49,281 
Do cubenace wks 266,636 44,438 235,966 54,746 
EI Wileakch <eeenovune 161,536 45,723 194,247 62,737 


“Export freight, other than grain, unloaded at New Or- 
leans in March this year totaled 4,173 cars, compared with 2,853 
cars last year, or an increase of 46 per cent. Coastwise and 
intercoastal unloadings totaled 1,954 cars in March this year, 
compared with 1,150 last year or an increase of 70 per cent. 

“Increases in cars of export freight, other than grain, un- 
loaded at other ports were as follows: At Portland, Me., 115 
cars unloaded compared with 62 last year, or an increase of 
85 per cent; at Providence, 56 cars unloaded this year, com- 
pared with 24 last year, or an increase of 133 per cent; at 
Hampton Roads, 2,193 cars unloaded this year compared with 
2,010 last year, or an increase of 9 per cent; at Savannah, 
1,013 cars unloaded this year, compared with 617 last year, or 
an increase of 64 per cent; at Mobile, 1,539 cars unloaded this 
year, compared with 1,152 last year, or an increase of 34 per 
cent; at Lake Charles, 334 cars unloaded this year, compared 
with 302 last year, or an increase of 11 per cent; at Beau- 
mont, 227 cars unloaded this year, compared with 177 last 
year, or an increase of 28 per cent; at Galveston, 2,295 cars 
unloaded this year, compared with 1,975 last year, or an in- 
crease of 16 per cent; at Port Arthur, 138 cars unloaded this 
year, compared with 59 last year, or an increase of 134 per 
cent.” 


- 
Pooling of Revenue 
(Thomas F. Woodlock in The Wall Street Journal) 


An important rate case decided by the Commission about a 
month ago by a sharply divided vote (6 to 5) brought an in- 
teresting discussion which illustrates the nebulosity of the con- 
cepts underlying the transportation act as it stands today. The 
case concerned the movement of coal from the famous coal 
fields of the “Pocahontas region” (southern West Virginia, 
Virginia and Kentucky) to Hampton Roads’ terminals for 
transhipment by water to northern destinations—largely in 
New York and New England. The rates were attacked as “un- 
reasonably high’; a majority of the Commission dismissed 
the complaint. Chairman Eastman wrote a comprehensive dis- 
sent in which two other commissioners joined, and it is his 
opinion which is chiefly of importance. 

The traffic in question moves mainly over the three so-called 
“Pocahontas roads’’—Chesapeake and Ohio, Norfolk and West- 
ern and Virginian—which are notoriously the most prosperous 
railroad group in the United States. It is highly competitive 
with coal shipped from more northern fields (in Pennsylvania) 
to Baltimore, Philadelphia and New York, for similar tranship- 
ment by water to New England. The Pennsylvania, Baltimore 
& Ohio and New York Central are the carriers concerned. 

The nub of the case is the prosperity of the Pocahontas 
lines. The majority said: 


We are of the view that the assailed rates are not shown to be 
higher than warranted by the cost of the service, and that this record 
does not warrant a finding condemning these rates as unreasonable. 


Chairman Eastman reminded his brethren of the Com- 
mission’s decision in 1937, where it said that if it were consider- 
ing the Pocahontas lines alone “there would not be a shadow 
of justification for permitting an increase in their rates on 
coal” and that “it shocks the conscience that in accomplishing 
this purpose [supplying the needs of the other railroads] their 
revenues should be swollen by more than $6,000,000, which 
they do not need and which will not be used for any better- 
ment of the railroad situation.” The Commission then said that 
the question of pooling these revenues should have been con- 
sidered as a means of siphoning the increased revenues to the 
needy lines. The railroads took no steps to this end and again 
in 1938 the matter was up in the same form. The Commission 
then pointed out that if the Pocahontas lines’ rates were re- 
duced, their needy competitors would have to cut their rates, 
although many of them were in distress, and it allowed the 
increase to stand. 

Chairman Eastman admitted that the Commission, while 
it had power to permit revenue pooling, had no power to com- 
pel it. He taxed the railroads with inconsistency in having for 
years demanded repeal of the law of 1887, which prohibited 
pooling, and now, when they could under the law of 1920 obtain 
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permission, decline to do it. “If we are,” said the chairman, 
“to treat the railroads, to this extent, as one national system 
in disregard of the special circumstances of individual carriers, 
they owe us a corresponding duty to cooperate in bringing about 
an equitable distribution of the benefits in accord with the 
purpose in view.” As they would not “cooperate” by pooling, 
he favored cutting the rates in issue by removing the 11 cents 
by which they were increased in 1937 (although he thought the 
reduction should be greater) in order to make the burden thus 
thrown on the competitors of the Pocahontas lines not too 
heavy. 

The nebulosity in the whole business lies in the attempt 
in the law to make a “national system” of railroads out of 
independent competitive systems operating under group traiffs. 
At one time the Commission has emphasized one and at another 
time the other notion. Probably the peak of this confusion 
was reached in the recapture law, which adopted one unit (the 
regional group) as the unit for rate-making and another (the 
single carrier) for purpose of recapture and thus denied its 
own logic—as a unanimous Supreme Court failed totally to 
observe! (Dayton Goose Creek case). This attempt to “com- 
bine the best features of both” has resulted largely in sterilizing 
the advantages of either. Perhaps this is the shortest way 
of describing the general operation of the law. We cannot 
have it both ways. 

By the way, the chairman’s charge of inconsistency on the 
part of the railroads in the matter of pooling revenues over- 
looks the fact that the reason the railroads pooled revenues 
prior to 1887 was to control rate wars. With rates securely 
controlled by the Commission today, that reason no longer 
exists. Why then should they be expected to pool revenues 
today under a system supposedly to be competitive? Is it really 
our “conscience” that is shocked by the Pocahontas roads’ 
situation, or is the emotion’s source to be sought in the order 
of the passions? 


SLEEPING CAR EMPLOYES 


Representative Crosser, of Ohio, has introduced H. R. 9406, 
the purpose of which, he told the House, April 16, in exten- 
sion of remarks in the Congressional Record, was to prevent 
the practice of substituting porter-in-charge service for both 
conductor and porter service on sleeping cars, or in other words 
for sleeping-car service with a conductor on each train and a 
porter on each car. The legislation proposed is sought by the 
Order of Sleeping Car Conductors. 

Senator Minton, of Indiana, introduced S. 3798, companion 
bill to H. R. 9406, in the Senate. 


RAIL LABOR AND BITTERNESS 


J. G. Luhrsen, executive secretary of the Railway Labor 
Executives’ Association, announced April 15 the association 
had adopted a resolution committing it to the principles of 
“Moral Re-Armament,” the name of the movement headed 
by Frank D. Buchman and formerly known as the Oxford 
movement. The resolution follows: 


One of the most baffling questions before this nation today is how 
to break the vicious circle of bitterness that commonly enters all ne- 
gotiations between groups having conflicting interests. Our greatest 
need is for the rise of a new spirit that will replace that bitterness 
with creative planning for national unity. 

For that change, labor has a joint responsibility with all other 
groups of our citizens, and we are convinced that the time has come to 
face it squarely on the principles of Moral Re-Armament. Accordingly, 
we pledge ourselves to help labor find its place of moral leadership 
in American life, and set a pattern of cooperation within its own ranks. 


R. R. B. Personnel Changes 


Edward J. McCormack, who has been chief liaison officer 
of the Railroad Retirement Board, has been appointed assistant 
director of employment and claims, heading the division of 
clearance and coordination, and William A. Rooksbery, who 
was regional director in Chicago, has been assigned to the 
position of chief liaison officer of the bureau of employment 
and claims. 

Mr. McCormack joined the staff of the board in 1938. He 
Previously had served as assistant coordinator at the Social 
Security Board and has had many years of experience as an 
executive of life insurance companies and other businesses. 
As chief liaison officer of the bureau of employment and claims 
Mr. Rooksbery, who has had a wide range of experience in the 
railroad industry and in the railroad labor field, will develop 
the board’s relation with carrier and railway labor organiza- 
tions. He will also maintain liaison between the board and 
other government agencies dealing with railway labor prob- 
lems. In addition he is charged with directing the collection 
of records of service performed for railroads by employes prior 








981 





to January 1, 1937, in accordance with the plan of the board for 
compiling such records in anticipation of applications for an- 
nuities under the railroad retirement act. 

Carlton Hayward, former regional director in Cleveland, 
is now regional director in Chicago, and Patrick F. Murphy, 
director of field service in the Chicago region, has been named 
regional director in Cleveland. Mr. Hayward came to the board 
from the Pennsylvania Railroad where he worked in various 
departments for 29 years. Mr. Murphy was employed by the 
New York, New Haven & Hartford for 24 years, his last po- 
sition being that of supervisor of wage schedules. 

Earl O. Byrd, manager of the Detroit district office, has 
been appointed director of the Richmond region. He had ten 
years of experience with the St. Louis & Southwestern Railroad 
at Pine Bluff, Ark., and entered the services of the board as 
an adjudicator in 1937. Gerald E. Woodcock, district manager 
of Peoria, Ill., has been named as head of the Chicago district 
office. He worked nine years for the Illinois Terminal at De- 
catur, Ill., his last position being that of chief clerk of the 
division freight agent’s office. 


TIME LOST CLAIMS HEARING 


The Railroad Retirement Board has further postponed from 
April 15 to April 29, in Washington, the hearing on proposed 
revision of regulations on time lost claims. 


PASSENGER TRAFFIC STATISTICS 


Passenger revenues received by Class I steam railways, 
exclusive of switching and terminal companies, in January, 
amounted to $16,013,191 in coaches and $16,344,864 in parlor 
and sleeping cars, as compared with $14,764,842 and $16,371,473, 
respectively, in the same month last year, according to a Com- 
mission compilation of passenger traffic statistics, other than 
commutation, statement M-250. 

In January the roads carried 14,390,853 revenue passengers 
in coaches and 1,888,820 in parlor and sleeping cars as com- 
pared with 14,442,734 and 1,901,363, respectively, in the same 
month last year. The number of revenue passengers carried 
one mile in January was 874,027,194 in coaches and 698,894,925 
in parlor and sleeping cars, as compared with 750,737,743 and 
687,881,130, respectively, in January last year. 


RAILROAD WAR BOARD 


Addresses will be made by Assistant Secretary of War 
Louis Johnson, Daniel Willard, and Hale Holden, formerly 
chairman of the Southern Pacific, at the unveiling April 26 in 
the Union Station in Washington, D. C., of the bronze tablet 
commemorating the railroads’ services and achievements in 
1917 under the direction of the Railroad War Board (see Traffic 
World, March 23, p. 711). Miss Barbara Baird, of Marshall. 
Va., eldest daughter of the late Fairfax Harrison, chairman of 
the board, is expected to unveil the tablet. The ceremony, to 
be broadcast over a national hookup, will take place in the 
station’s dining room at a luncheon attended by high gov- 
ernment officials, army and navy officers, industrial and agri- 
cultural leaders and railroad executives. J. J. Pelley, presi- 
dent of the Association of American Railroads, will act as 
toastmaster. 


RAIL UNEMPLOYMENT TAX 


Representatives of railroad management, labor and the 
Railroad Retirement Board have under consideration proposals 
relating to changing the tax of 3 per cent on the railroad pay- 
roll to support the railroad unemployment insurance system— 
which is borne by the railroads—and the amount of benefits 
which may be paid to unemployed railroad employes. 

The railroads have been seeking a reduction in the rate of 
3 per cent on the ground that there is available in the unem- 
ployment insurance fund more than enough to support the 
system—it being estimated that the fund will shortly have well 
in excess of $100,000,000 in it. The Railroad Retirement Board 
and railway labor would like to see the amount of benefits 
payable under the act increased. 

The railroads at first proposed a reduction in the tax from 
3 to 2 per cent, but now, it is understood, there is under con- 
sideration a proposal to amend the act to provide for a sliding 
scale of taxes, the exact tax at a given time to depend on the 
size of the insurance fund, but in no event to exceed 3 per cent. 


FREIGHT STATION SECTION MEETING 


The annual meeting of the freight station section, operat- 
ing-transportation division, Association of American Railroads, 
will be held at the Pennsylvania Hotel, New York, June 11, 12 
and 13. 



























































































Air Transportation 





Air Authority to Commerce Dept. 


The Traffic World Washington Bureau 


President Roosevelt’s proposal to transfer the Civil Aero- 
nautics Authority to the Department of Commerce has been 
made a political issue by the Republicans (see Traffic World, 
April 13, p. 912). 

The Republican National Committee issued a statement by 
Representative Halleck, of Indiana, Republican member of the 
House committee on interstate and foreign commerce, which 
has jurisdiction over air legislation, saying the congressman was 
“quite perplexed over President Roosevelt’s fourth reorganiza- 
tion plan placing the Civil Aeronautics Authority, now an 
independent agency, under the Secretary of Commerce and 
abolishing the Air Safety Board.” 

Mr. Halleck made the point that the legislative pattern for 
creation of the Civil Aeronautics Authority was designed by 
“New Deal” spokesmen, the reference being to the scheme of 
having a commission, and an administrator. Said he: 


I am concerned not only because of the unsuccessful record which 
the old Bureau of Air Commerce of the Department of Commerce had 
but because it seems the New Deal is junking the principle that quasi- 
legislative and quasi-judicial functions should be kept separate from 
administrative functions in our government agencies. 

It will be recalled that Congress created the Civil Aeronautics 
Authority in June, 1938—less than two years ago. This was done at 
the suggestion of New Deal spokesmen who held that there should be 
a separation of quasi-legislative and judicial functions from adminis- 
trative or executive functions. 

The plan apparently has been most successful. Not only are Amer- 
ican aviation interests satisfied with the present set-up but the public 
welfare appears to have been greatly promoted, as evidenced by the 
fact that for more than a year now there has not been a fatality on 
an American passenger airline. Yet now the New Dealers wish to tear 
down the organization which they recommended less than two years 
ago. Just why none seems to know. 

I am wondering if this decision on the part of the President has 
anything to do with the recommendations of the Smith committee in- 
vestigating the administration of the labor relations act. In those rec- 
ommendations the majority undertook to follow the pattern established 
in creation of the Civil Aeronautics Authority—namely a separation of 
the labor board’s quasi-legislative and judicial functions from its ad- 
ministrative duties, or more plainly its prosecution functions from its 
judicial functions. There was no subtractions of authority in this pro- 
posal. 

The fact that such a pattern had worked so well in the case of the 
aeronautics authority was one reason which impelled me to support 
that set-up for the Labor Relations Board. Can it be that the Presi- 
dent and his New Deal brain trust are so anxious to preserve the 
present Labor Relations Board that they are willing to dismantle the 
Civil Aeronautics Authority for no other reason than that it might be 
cited as a good example? I wonder! 


Protest against the proposed transfer of the air authority 
to the Department of Commerce was made by David L. 
Behncke, president of the Air Line Pilots Association, in com- 
munications to members of Congress. Approval of the plan, he 
asserted, would be a blow to air safety. 

“If the President’s reorganization plan is approved to place 
regulation and air accident investigation back under the De- 
partment of Commerce, public confidence will be destroyed 
because where humans’ own lives are involved they have a 
long memory,” said he. 

Representative John M. Vorys, of Ohio, replying, said the 
proposed order destroyed the independence of the air authority, 
liquidated the independent air safety board ‘‘and turns com- 
mercial aviation back into the hands of Commerce Department 
politics under Harry Hopkins.” 

“We have just celebrated a year of perfect safety with no 
air-line fatalities or injuries to passengers or pilots, and during 
that same year the air lines operated for the first time in the 
black,” he continued. “. .. The C. A. A. and air safety board 
deserve commendation instead of annihilation. ‘ 

“For the second time the President has delivered a blitz- 
krieg blow to commercial aviation. The 1934 air mail cancel- 
lation appeared merely incredibly stupid at the time. After 
twelve gallant army pilots had lost their lives flying the mail, 
and after the indefensible cancellations had cost the taxpayers 
millions of dollars, we learned that the cancellation coincided 
precisely with efforts of relatives and friends of the President 
to ‘reorganize’ the aviation industry on a ‘satisfactory basis.’ . . 

“American air commerce simply cannot stand even six 
months of the Hopkins brand of WPA administration.” 

Senator McCarran had published in the Congressional Rec- 
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ord of April 16 a number of statements opposing the Presidernt’s 
proposal, as did Representative Randolph, of West Virgiria, 

Senator Austin, of Vermont, announced he would oppose 
the President’s proposal. 

Representative Bradley, of Michigan, spoke in the House 
against the President’s proposal. Senator Austin, of Vermont, 
spoke against it in the Senate. 

Senator Byrnes, of South Carolina, referring to the pro- 
posed abolition of the air safety board, said that the comnmnit- 
tee on appropriations of the Senate found “a divided board, a 
board divided in its opinion of its own jurisdiction, different 
members clamoring for power to spend the money appropri- 
ated by the Congress, going so far on one occasion as to re- 
quire us to tell them to withdraw and reach an agreement 
among themselves as to who had control and was authorized 
to administer the functions of the board.” The senator said 
the committee to which the President’s order was referred 
would go into the question whether there was any justification 
for the statement made by newspaper writers that if an or- 
ganization was placed in a different building in this city some 
pilot might have an accident in Michigan or Maine. 

“Tt is merely a question of determining a matter of organi- 
zation, as to whether it would be wise or unwise to trans- 
fer a branch of the government,” said he. 





AIR EXPRESS GAINS 


Air express shipments in the United States in February, 
1940, totaled 71,373, an increase of 25.5 per cent over February, 
1939, according to a statement issued by the Railway Express 
Agency. The increase in revenues from air express in the 
month over the same month of a year ago was 27 per cent, 
the statement said. 


CIVIL AVIATION COMMITTEES 


Senator McCarran, of Nevada, has offered in the Senate 
a concurrent resolution calling for appointment of a_ joint 
committee of the Senate and House to study and report with 
respect to the feasibility of establishing standing committees 
of the Senate and the House on civil aviation. Aviation legis- 
lation is now handled in the House by the committee on inter- 
state and foreign commerce and in the Senate by the com- 
merce committee. 

Senator Sheppard, of Texas, submitted a resolution from 
the National Aviation Day Association, Inc., favoring creation 
of such committees. 


Cc. A. A. HEARINGS 


The Civil Aeronautics Authority has postponed from April 
22 to July 29 a hearing before Examiner Frank P. McIntyre 
in Washington on the application of New York & Bermudian 
Air Line for a certificate authorizing air transportation between 
Newark, N. J., and the Island of Bermuda. 

The Civil Aeronautics Authority has postponed from April 
29 to May 27, before Examiner Frank A. Law, Jr., in Washing- 
ton, hearing on the application of Uraba, Medellin & Central 
Airways, Inc., for a certificate authorizing air transportation 
between Cristobal, C. Z., and Medellin, Colombia, with inter- 
mediate stops at Balboa, C. Z., and at Turbo, Colombia. 





CAR SERVICE DIVISION CHANGES 


W. C. Kendall, chairman of the car service division of the 
Association of American Railroads, has announced the following 
changes in personnel effective April 15: A. H. Gass, district 
manager at St. Louis, promoted to assistant to chairman at 
Washington, to assume special duties as assigned; R. E. Clark, 
district manager at Seattle, succeeds Mr. Gass as district man- 
ager at St. Louis; M. G. Sellman, resident car service agent at 
Buffalo, promoted to district manager at Seattle, succeeding 
Mr. Clark, and A. G. Warren, earlier appointed acting district 
manager at Detroit, appointed district manager, Detroit. 


REVENUE FREIGHT STATISTICS 


Class I steam railroads, exclusive of switching and terminal 
companies, in January this year transported 145,755,532 tons of 
revenue freight on their lines, as compared with 120,881,233 
tons in January last year, according to a Commission com- 
pilation, statement M-220. Revenue from this haul advanced 
to $282,587,799 from $246,511,958, in the comparative periods. 
The ton-mile average of revenue received was 0.952 cent in 
January this year as compared with 0.964 cent in the same 
month last year. é 

The number of revenue passengers carried in January this 
year amounted to 37,486,841 as compared with 37,151,792 in the 
same period last year. Revenues from this source advanced 
to $36,050,077 from $34,748,910 in the comparative periods. 
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Ocean Rate Inereases 
The Traffic World New York Bureau 


New shippers’ contract rates to go into effect May 18 
were approved by the Far East Conference of 18 lines on April 
18. They cover approximately 100 commodities and will apply 
from Atlantic and Gulf ports to the Far East. 

Under the revision, the minimum base rate will be $15 a 
ton W-M applicable to the base ports of Yokohama, Kobe, 
Osaka, Hong Kong and Manila. The rate to Shanghai will in 
each case be 60 cents a ton higher. To the ports of Cebu, 
lloilo and Dairen the differentials over the rate will be the 
same as at present. The new minimum is from 11 to 33% 
per cent higher than the present minimums which range from 
$10 to $13.25. 

Listed among the principal commodities which will take 
the $15 minimum are automobiles (boxed), asbestos, brick, 
cement and stucco, fertilizer, flour, iron and steel articles, 
leather, locomotives, metal scrap, manganese ore, paper and 
paper articles, newsprint, pipe covering, plaster, plumbing sup- 
plies, roofing material, and lubricating oil. 

The base rate on tobacco, unmanufactured, will be ad- 
vanced from $21.75 to $30 a ton. Dyestuffs, non-hazardous, 
will also carry a $30 rate under the new tariff. By deleting 
a number of items in the tariff, a score of commodities will 
take the cargo N. O. S. rate on which the base rate is $33 W-M. 

The North Atlantic Continental Freight Conference an- 
nounced an agreement to extend its present rates until May 
15. This covers Antwerp and Rotterdam. Conference carriers 
to the United Kingdom and French ports have extended their 
tariffs through the month of May. This has been due, it is 
said, to the fact that the allied governments have exercised 
a certain control over transportation charges on vessels of 
regular trans-Atlantic services. Non-conference carriers op- 
erating between the United States and the allied countries, 
were quoting rates about three to four times those of the 
conference lines. 

_ Under the Far East Conference tariff all rates are pre- 
paid in United States dollars for each ton of 3,000 pounds, 
or 40 cubic feet, ship’s option. Where base rate basis “wt.” is 
indicated, the rate is for each ton of 2,000 pounds. Individual 
packages over 45 feet in length and (or) over 4 tons of 2,000 
pounds, will be assessed the additional tariff charges in effect 
at the time of shipment. 

_The Far East group had been studying their tariff, item 
by item, for several weeks with a view to making adjustments. 
While the spread of the war to Scandinavia was concededly 
a factor in the determination of rate changes, the announced 
Increases In rates were not entirely dictated by that develop- 
ment. The new rates represent the third recent revision ef- 
fected by the Far East Freight Conference. Effective Septem- 
ber 18 it voted a blanket increase of 20 per cent in rates and a 
10 per cent increase was made effective on March 7. Under 
the conference tariff the non-contract rates are $3 above th 
minimum contract rate. 


U. S. Ships to Foreign Flags 


_ The Maritime Commission has approved the following ap- 
plications for sale and transfer of vessels to foreign registry: 

From the Columbia River Packers’ Association, Inc., of 
Astoria, Ore., Sor sale of the steel vessel Memnon, of 3,453 gross 
tons, built in 1921, to Sir R. Ropner & Co., Ltd., West Hartle- 
pool, England, with transfer to British registry. 

From the Shepard Steamship Co., of Boston, Mass., for sale 
of the steamship Harpoon, ex-Hopatcong, of 5,964 gross tons, 
built in 1920, to Douglas & Ramsey, Glasgow, Scotland, with 
transwer to British registry. 

From the Sabine Transportation Co., Inc., of Port Arthur, 
Tex., for sale of the steel tug Sabine, ex-Freeport Sulphur No. 2, 
of 488 gross tons, built in 1917, to Overseas Towage & Salvage 
Co., Ltd., London, England, with transfer to British registry. 

from Mrs. Alice H. Burrage, Boston, Mass., for sale of the 

Stee! vessel, Aztec, of 808 gross tons, built in 1902, to Thomas 
H. P. Molson, Montreal, Canada, with transfer to Canadian 
registry. 
_ From C. R. Anthony and Anderson Prichard Oil Corpora- 
tion of Delaware, Oklahoma City, Okla., for sale of the steel 
Diesel yacht Mascotte, of 337 gross tons, built in 1926, to Sid- 
ney C. Oland, Halifax, Nova Scotia, Canada, with transfer to 
Canadian registry. 


983 


From the Alaska Steamship Co., of Seattle, Wash., for 
sale of the steel vessel Curacao, of 1,548 gross tons, built in 
1895, to Emmanuel Yannoulatos, a Greek citizen, with transfer 
to Greek registry. The purchaser resides at Shanghai, China, 
and is engaged in shipping trade in the far east. 

At the time it approved the last three applications, the com- 
mission announced receipt of an application from the Matson 
Navigation Co., of San Francisco, Calif., for approval of sale 
of the vessel Wilhelmina to Lochinver, Ltd., of Glasgow, Scot- 
land, with transfer to British registry. The Wilhelmina is a 
freight and passenger vessel of 6,725 gross tons, built in 1909 
at the Newport News Shipbuilding & Dry Dock Co., Newport 
News, Va. 

The commission has received an application from the 
Western Transport Co., of San Francisco, Calif., for sale of the 
schooner Eldorado to William C. T. Hwang of Shanghai, China, 
with transfer to Panamanian registry. The schooner was built 
in 1918 at Long Beach, Calif., and is of 2,180 gross tons. It has 
also received an application from the Trans-Gulf Steamship 
Co., of Houston, Tex., for sale of the schooner Daylite, of 1,976 
gross tons, built in 1916, at Toledo, O., to Santos Pastor of 
San Jose, Costa Rica, with transfer to Costa Rican registry. 


Intercoastal Rate Structure 


Finding conditions in the intercoastal steamship trade to 
be such as to require exercise of its minimum rate power, the 
Maritime Commission, in No. 514, intercoastal rate structure, 
has prescribed B line rates as a minimum reasonable level of 
rates and charges of common carriers by water in westbound 
intercoastal commerce. The report also embraces No. 408, 
American-Hawaiian Steamship Co. et al. vs. Shepard Steamship 
Co. et al., No. 524, mixed carload rule—McCormick Steamship 
Co., and No. 534, westbound carload commodity rates. Other 
findings made in the report were summarized as follows: 


Respondents’ system of proportional rates found not unlawful with- 
out prejudice to future conclusions that may be reached in proceedings 
involving specific rates. 

Respondents’ port equalization rules found unreasonable. 

Respondents’ practice of absorbing on-carrier costs and divisions 
of joint through rates not shown to be unlawful. 

Nos. 514. and 524 assigned for further hearing for the sole purpose 
of determining a uniform mixing rule. 

Reductions in certain westbound rates proposed in No. 534 found 
unlawful. Schedules ordered canceled. 


The commission found that unrestricted competition in rate 
making in the westbound trade had and was resulting in rate 
wars, in unduly low rates, in instability and unsound economic 
conditions in the trade. 

Complainants in No. 408 alleged that the maintenance by 
the defendant Shepard Steamship Co. of rates substantially 
lower as a whole than those contemporaneously maintained by 
complainants was for the purpose of attracting to the Shepard 
Line a greater share of the traffic than to which it was justly 
entitled, and that the Shepard rates were unjust and unreason- 
able. In No. 524 McCormick Steamship Co., and participating 
on-carriers proposed to change their existing schedules govern- 
ing mixed carloads to meet similar mixed carload provisions of 
the Calmar Steamship Corporation. In No. 534, the Arrow Line 
and other carriers and participating on-carriers proposed reduc- 
tions in carload rates on 33 commodities from Atlantic to Pa- 
cific coast ports. No. 514 is an investigation instituted by the 
commission, on its own motion, concerning the lawfulness of 
the rates, charges, rules, regulations and practices of inter- 
coastal common carriers. 

The commission said the hearings developed that the 
major intercoastal problem involved competition between the 
carriers for westbound cargo and that the report, unless other- 
wise stated, would be confined to westbound rates and services. 

The record showed, said the commission, that the revenues 
of the intercoastal carriers generally had been inadequate and 
had furnished no promise of replacements of the tonnage em- 
ployed in the trade. 

“A study of the history of the intercoastal trade shows that 
reductions in rates, due to unfair competitive practices and 
rate wars, have not been uncommon,” said the commission. 
“We believe that these practices can be stopped and the pur- 
poses of the law can be furthered by prescribing a minimum 
level, below which rates may not be reduced.” 

The commission concluded that the Shepard rate level and 
the proposed reductions now under suspension were unreason- 
ably low. On this record, it said, it was doubtful that the 
present B line level of rates was adequate. Certainly it was 
not too high, it said. 

‘However,” said the commission, ‘for the present we will 
prescribe B line rates as a minimum. It is not our purpose 


to freeze rates at that level or specifically to approve indi- 
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vidual rates. If an individual rate as prescribed appears un- 
reasonably high to any shipper, the matter may be presented 
for our consideration by the filing of a formal complaint; and 
if respondents are of the view that any existing individual 
rate should be reduced below the level here prescribed, the 
matter may be presented by a petition or amendment or modi- 
fication of our order. It should be noted that our order con- 
tains no prohibition against increasing individual rates to 
higher levels which are not unreasonable.” 

The commission said its finding that port equalization rules 
published by Wells and Calmar were unreasonable was without 
prejudice to the establishment of reasonable rules designed 
only to equalize rates where necessary in view of the appli- 
cable rail rates to the ports. The commission said Nos. 514 
and 524 would be set for further hearing for the sole purpose 
of determining a uniform general mixing rule with proper 
exceptions to it for future application over all respondents’ 
lines. It said the findings and order were without prejudice 
to the rights of respondents or any of them, or of any in- 
terested party to apply in the proper manner for a modifica- 
tion as to any specified rate, charge, rule or regulation, and that 
the proceedings would be held open for the purposes indicated. 

The order requires the respondents in No. 514 on or before 
June 15 and thereafter to charge the B line rates as carried 
in Alternate Agent Joseph A. Wells’ S. B.-I. No. 6, for applica- 
tion via B lines, as on file with the commission on July 12, 
1939. The respondents in No. 514 are ordered to cease and 
desist on or before June 15 from port equalization practices 
found unlawful. The respondents in No. 534 are required to 
cancel on or before June 15 the suspended schedules found un- 
lawful in that proceeding. 

Commissioner Treutt, in a separate concurring expression, 
said it was clear to him that section 4 of the intercoastal ship- 
ping act of 1939 gave the commission authority to establish 
minimum rates, without the necessity of a detailed inquiry into 
all of the rates in the tariff. He pointed out that the Mari- 
time Commission possessed minimum rate powers similar to 
those vested with the Interstate Commerce Commission, and 
referred to action by the latter in prescribing general levels of 
rates without consideration of individual rates. He said that 
the record, containing a mass of economic and financial data 
was sufficient to support the minimum rate order. He dis- 
missed the argument that differentials, based on speed and 
frequency of service, were necessary in the trade and com- 
mented on the difficulty of devising a proper formula. Finally, 
he pointed out that there was no assurance that the order would 
result in replacement of existing obsolete vessels because, in 
addition to cut-throat competition, depletion of assets of re- 
spondents through unwise disposition of earnings, over which 
the commission had no control, had been an important con- 
tributing cause of the financial plight of the carriers. 

Commissioner Moran, in a dissenting view, said that the 
recent turn of events—notably the war and consequent removal 
of tonnage from the intercoastal trade—had made the question 
of minimum rates in this proceeding inadequate. There was 
no urgent necessity for issuing the “drastic” minimum rate or- 
der, Commissioner Moran stated, and added that if a necessity 
were apparent he would hesitate to approve the order for two 
reasons: first, because the law required that minimum rates 
must be based on a finding of unreasonableness, and second, 
because the record clearly pointed to the inevitable result of a 
one-rate level. That, he said, was “a gradual mastery of the 
trade by the carriers furnishing the better service.” In con- 
nection with the former point, Commissioner Moran said there 
was not a shred of evidence that the rates ordered increased 
were unreasonably low. 

The commissioner pointed to the majority’s admission that 
the B level prescribed was in a state of “‘disorder and confusion” 
and stated that the raising of rates to that level would not 
assist materially from a revenue standpoint. He alluded to 
the imprudent financial management of the carriers and said 
that some had paid dividends while ignoring replacement needs, 
while others had made inordinately large loans and payments 
to stockholders and affiliates. Raising of rates under those 
circumstances, he said, would not assure adequate replace- 
ments. It was his view that the rate structure should not be 
disturbed at this time. 


NORFOLK TERMINAL BIDS 
The Maritime Commission has received bids from the 
Transport Trading & Terminal Corporation, of New York City, 
and the Norfolk Tidewater Terminals, Inc., Norfolk, Va., for 
the leasing of its Norfolk Terminal. 

The Transport Trading & Terminal Corporation offered 
an annual rental of 31 per cent of the gross revenue, but with 
a minimum guarantee of not less than $125,000 a year. This 
corporation also stated it would pay a rental of $2.50 an hour 
for the use of any of the terminal cranes. 
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An annual rental of 26 per cent of the gross revenue, with 
a minimum guarantee of $125,000 and a rental fee of $2.50 
an hour for any terminal cranes used, was offered by the Ner- 
folk Tidewater Terminals, Inc. They also made an alternate 
bid of 26 per cent of the gross revenue with $125,000 minimum 
guarantee, plus 5 per cent of the first $25,000 over 
$100,000 gross revenue, 10 per cent for the second $25,000, 
15 per cent for the third $25,000, and 25 per cent for the fourth 
$25,000, and 40 per cent on all gross revenue over $200,000, 


Neutrality and Shipping 


The United Kingdom Board of Trade has announced that 
effective April 15 importation into the United Kingdom of the 
following additional products has been made subject to prior 
import license, according to advices received from the American 
embassy, London, and made public by the Department of Com- 
merce: 


Non-ferrous metals in all forms including wire, shapes, sections, 
etc., as follows: Copper and alloys thereof containing more than 50 per 
cent by weight of copper; lead and alloys thereof containing more than 
50 per cent by weight of lead; and zinc or spelter and alloys thereof 
containing more than 50 per cent by weight of zinc. 

Sulphur ore; elemental sulphur in any form whether 
manufactured; spent oxide; 


crude or 
and mixtures containing more than 80 
per cent by weight of elemental sulphur, pyrites of all kinds, mineral 
phosphates of lime. 


It was also announced that until further notice no import 
licenses would be issued for sulphur fungicides or mineral 
phosphates of lime. 

Goods dispatched to the United Kingdom from point of 
origin before April 15 were exempted from the import licensing 
requirements. Pyrites and sulphur fungicides have already been 
subjected to license under prior orders. 

Effective the same date, the board also announced that the 
importation of certain medical products would be permitted 
only under prior license. Goods dispatched to the United King- 
dom from point of origin before April 15 were exempted from 
the import licensing requirements. The medicinal products 
made subject to import licenses are as follows: 


Compound medicinal preparations suitable for use in the internal 
or external treatment or prevention of human or animal ailments; 
antigens, antitoxins, sera, toxins and vaccines; medicinial substances 
of animal origin ready for use; and surgical catgut. 


Free Map 


The Bureau of Foreign and Domestic Commerce of the 
Department of Commerce has made public a map outlining 
the European areas in which the movement of American flag 
vessels is restricted by Presidential proclamation issued under 
authority of the neutrality act of 1939. It was prepared as a 
part of the information service maintained by the bureau to 
keep American exporters, importers, manufacturers and ship- 
ping companies currently informed concerning overseas events 
which may influence the trend of United States trade in 
European areas. Copies of the map may be had without cost on 
application to the division of commercial laws, Bureau of 
Foreign and Domestic Commerce, Washington, D. C. 

Plotting of the restricted areas was performed on the 
basis of official statements issued by the Department of State. 
Each of the three zones contemplated by the neutrality act of 
1939, including the recent extension of the combat zone, is 
clearly outlined as to its geographical extent with the line of 
demarcation between each zone clearly indicated. 


SHIPPING AND OATHS 


Chairman Bailey, of the Senate commerce committee, has 
introduced S. 3776, a bill to eliminate oaths required of masters 
of vessels and shippers of cargo in certain cases in which the 
requirement of such oaths is unnecessarily burdensome on 
legitimate commerce and administratively impossible of en- 
forcement. The bill amends section 4, title V, of the act of 
June 15, 1917 (U. S. C., title 18, sec. 34), by adding a new 
paragraph providing that statements under oath prescribed by 
the section for owners, shippers or consignors of cargo shall 
not be required in the case of vessels engaged in the coastwise 
trade or fisheries of the United States, or used solely for 
pleasure, and the statements under oath prescribed by this 
section for masters or other persons having charge of command 
of vessels shall be required in the case of vessels so engaged 
only if the cargo or any part of the cargo of any such vessel 
is to be delivered to other vessels in port or transshipped on 
the high seas. None of the statements under oath prescribed 
by the section shall be required in the case of vessels naviga'ed 
solely on rivers, harbors, lakes (including the Great Lakes), 
bays, sounds, bayous and canals, says the bill. 
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Chartering Ships to Aliens 


The Maritime Commission has announced that all in- 
stances of chartering American-flag vessels to aliens without 
the approval of the commission will be promptly reported to 
the Department of Justice in order that penal action may be 
instituted. 

“Several such cases have recently been so referred to the 
Department of Justice,” it said. 

“Under section 9 of the shipping act of 1916, any vessel 
wholly or partly owned by American citizens and documented 
under the laws of the United States so chartered without the 
commission’s approval is subject to forfeiture to the govern- 
ment, and anyone chartering such a vessel to an alien without 
the commission’s approval is guilty of a misdemeanor and sub- 
ject to a $5,000 fine and imprisonment for five years, or both.” 

The Commission explained that apparently some ship op- 
erators had been led to believe that it was not necessary to 
obtain the commission’s approval of the charter of their Ameri- 
can-flag vessels to aliens unless the transaction is in the form 
customarily referred to as a “charter.” On the contrary, the 
commission considers that the word “charter,” as used in sec- 
tion 9 of the shipping act, includes many agreements, the form 
of which is other than that usually utilized in chartering ves- 
sels, and shipowners entering into such agreements which are 
“charters” within the meaning of the shipping act are liable 
to forfeiture of the vessels involved and the penalties provided 
in section 9 of that act. 

In this connection the commission called attention to the 
decision of the Supreme Court in the Lake Monroe case, 250 
U. S. 246. 


Government Ship Bids 


The Maritime Commission has announced receipt of bids for 
the purchase of 12 government-owned vessels. The ships were 
offered in three sets of four each (see Traffic World, March 30, 
p. 796). The first set comprises the vessels Bayou Chico, 
Salaam, Yapalaga and Monroe. The second set comprises 
the vessels Janelew, Mosella, Narcissus and Jalapa. The third 
set comprises the vessels Galveston, Oldham, Tolosa and West 
Kedron. - 

For the first set, the Ocean Dominion Steamship Corpora- 
tion, of New York City, submitted a lump sum bid of $455,000. 
The company bid $130,000 for the Bayou Chico, $95,000 for the 
Salaam, $105,000 for the Yapalaga, and $125,000 for the Monroe. 
The company proposed to operate the vessels from Gulf ports 
east of New Orleans and Atlantic ports to various islands in the 
West Indies and Venezuela. In the case of north Atlantic ports 
the vessels would not carry passenger or cargo between Canada 
and New York. 

The Waterman Steamship Corporation, of Mobile, Ala., sub- 
mitted a lump sum bid of $570,000 for the first set, or $145,000 
for the Bayou Chico, $130,000 for the Salaam, $151,000 for the 
Yapalaga, and $144,000 for the monroe. The company also 
submitted an alternate lump sum bid of $591,000. It stated 
that the ships were to be used in foreign trade without re- 
striction between United States and foreign ports to replace 
foreign flag tonnage that has been withdrawn. 

With respect to the second set of vessels, the A. C. Dutton 
Lumber Corporation, of Poughkeepsie, N. Y., submitted bids 
of $103,000 for the Janelew, $97,000 for the Mosella, and $107,- 
000 for the Narcissus. The bid was for two vessels only, the 
bidder stating that any two of the three would be acceptable. 

The Marine Equipment & Construction Corporation, of New 
Orleans, La., submitted a bid of $21,005.60 each for the Janelew, 
Mosella, and Narcissus, stating that the bid was for any one 
of the three vessels with preference indicated in the order 
named. 

The Weyerhaeuser Steamship Co., of Newark, N. J., sub- 
mitted bids of $150,180 for the Janelew, $159,580 for the Mo- 
Sella, $144,660 for the Narcissus, and $141,980 for the Jalapa, 
Stating that any two of the vessels would be accepted. 

Henry P. Malloy, of New York City, submitted a bid of 
$101,000 for each of the vessels, Janelew, Mosella, and Nar- 
cissus, stating that the offer was for any one, two or all three 
of the vessels, and that the offer was made on behalf of himself 
and associates for a company to be formed. 

The Luckenbach Steamship Corporation, of New York City, 
Submitted bids of $198,245 for the Janelew, and $189,340 for 
the Mosella. 

With respect to the third set, the Robinson Steamship Co., 
of New York City, submitted a bid of $5,000 for the Tolosa. 
The Compania Transatlantica Centroamericana, S. A., Panama, 
R. P., submitted bids of $180,000 for the Tolosa, and $200,000 
for the West Kedron, stating that it would accept either one of 
the two ships, but preferred the West Kedron. 
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The Atlantic & Great Lakes Steamship Co., of New York 
City, submitted monthly charter rate bids, on a bareboat basis, 
of $4,147.65 for the Galveston, $4,242.35 for the Oldham, 
$3,847.50 for the Tolosa, and $3,854.25 for the West Kedron. 
The bidder said it proposed to operate the ships in a U. S. 
south Atlantic port to the west coast of South America trade, 
with the privilege of stopping at Cuba for sugar if vessels were 
returning without cargo. It also offered to charter four coal- 
— ships of a similar size at 45 cents a deadweight ton a 
month. 

The J. H. Winchester & Co., of New York City, submitted 
bids of $128,800 for the Galveston, $124,600 for the Oldham, 
$238,000 for the Tolosa, and $221,600 for the West Kedron, stat- 
ing that it would accept all four or one or both the Tolosa and 
West Kedron—the other two ships acceptable only if the Tolosa 
and West Kedron were awarded it. 

Carrison, Inc., of San Francisco, Calif., submitted bids of 
$63,000 for the Galveston, and $43,000 for the Oldham, stating 
that it would accept both or none, but was to be given the 
privilege of choosing either if it so desired. 

The Waterman Steamship Corporation, of Mobile, Ala., 
submitted a bid of $267,187.50 for the Tolosa. This corporation 
said it was acting as agent for Runciman, Ltd., London. 

The Union Gulf Line, Ltd., through its attorney, Edward 
Wheeler, of Washington, D. C., submitted bids of $160,000 for 
the Tolosa, and $130,000 for the West Kedron, stating that the 
bid was for one ship with the Tolosa as first choice. The 
Compania de Navegacion “Interocean Ica,” S. A., Panama, R. P., 
also submitted a bid of $130,000 for the West Kedron. 


Foreign Trade Zone Bill 


Amendment of the foreign trade zones act to eliminate 
practices held by warehousemen to be objectionable has been 
proposed by Representative Hart, of New Jersey, in H. R. 9380, 
referred to the House committee on ways and means. 

The American Warehousemen’s Association at its last an- 
nual meeting took the position that the act now existing should 
be repealed. It is understood that it will support the Hart 
measure to amend the act as a step in the right direction. 

It is pointed out that the legislation was enacted to foster 
and promote foreign trade of the United States. The ware- 
housemen contend there was never any thought of compensation 
with private enterprise—that such foreign-trade zones were 
not to engage in storage and handling of non-dutiable mer- 
chandise in competition with private warehousing facilities. 
They charge, however, that such competition exists as the 
result of the way the trade zone at New York is operated. 
It is claimed that the city of New York at great loss has been 
providing commercial warehousing services in competition with 
private enterprise, on a subsidized basis. 

The Hart bill provides that where grants for foreign-trade 
zones are issued, they should be made only for the develop- 
ment and expedition of the re-export trade of the United States, 
clarifies section 3 of the act in line with purposes of the leg- 
islation for the development and expedition of our re-export 
and transhipment trade, and sets up a basis for fair and reason- 
able charges, and elimination of subsidy by governmental 
agency to foreign-trade zones operation which it is contended 
amounts to a reduction in the tariffs. 


Mail to Denmark and Norway 


As a result of many requests for withdrawal of letters 
mailed recently for Denmark and Norway, the Post Office De- 
partment will provide opportunity for a short time for with- 
drawal of mail addressed to those countries, according to Post- 
master General Farley. 

Since the vessel Mormacstar, which sailed from New York 
March 30, and the Mormactide, which sailed April 6, on which 
mails for Denmark and Norway were dispatched, did not com- 
plete their voyages but returned to New York, the department 
said, the mails for those countries accumulating after the pre- 
vious dispatch of March 26 were now subject to withdrawal. 
Parcel post packages for Denmark are all being returned to 
the senders, as parcel post service for Denmark has been 
suspended. 

“Tt is stated that considerable clerical work will be in- 
volved in searching the large amounts of accumulated mail for 
the particular articles desired to be withdrawn, so that a serv- 
ice charge will be made,” says the department. “The pro- 
cedure will be that applicants for withdrawal of articles shall 
apply to their local post offices and fill out a form identifying 
the articles to be withdrawn. Such applications will be for- 
warded to the post office at New York and when the articles 
are withdrawn, they will be sent under cover to the applicants 
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marked postage due to an amount sufficient to cover the serv- 
ice charge.” 

Applications for withdrawal should reach the post office 
at New York not later than April 26. The department said it 
was assumed that withdrawals would be desired only for ar- 
ticles mailed from about March 26 to April 10. Articles mailed 
after April 10 will not be held. 








MONEY FOR RIVERS AND HARBORS 


The War Department civil appropriation bill carrying 
$68,009,110 for new river and harbor work and maintenance 
of existing works, in the fiscal year beginning July 1, was 
passed by the Senate April 17. The bill also carries, among 
other things, an appropriation of $15,000,000 for beginning 
work on a third set of locks embracing a second canal at the 
Panama Canal at an estimated cost of $277,000,000. The Sen- 
ate asked for conference with the House on the measure be- 
cause of amendments adopted in the Senate. 


ST. LAWRENCE CANAL TREATY 


President Roosevelt said at his press conference April 
18 that he did not know when the treaty committing the United 
States to construction of the St. Lawrence canal and power 
project would be signed. His statement was made in answer 
to a question as to whether he planned to send the treaty to 
the Senate at this session of Congress. 


SHIPPING TO VIRGIN ISLANDS 


Senator King, of Utah, has introduced S. 3788, a bill to 
amend the shipping act of 1916 and the intercoastal shipping 
act, 1933, to exclude therefrom shipping from and to the Virgin 
Islands and between ports of the Virgin Islands. 


EIGHT-HOUR DAY ON TUGS 


S. 2305, the bill providing for an eight-hour day on tugs 
on the Great Lakes, has been recommitted to the Senate com- 
merce committee. The bill was favorably reported by the 
committee and passed by the Senate which later reconsidered 
its vote and restored the bill to the calendar. Later, on motion 
of Senator Overton, of Louisiana, with the assent of Senator 
Shipstead, of Minnesota, the bill was sent back to the com- 
mittee (see Traffic World, April 13). 


INTERCOASTAL RULE PROTESTED 


The Wistar, Underhill & Co., of Philadelphia, Pa., has filed 
a protest with the Maritime Commission asking suspension of 
proposed amended rules in intercoastal tariffs (Rule 14 in 
Calmar’s SB-I No. 7 and Rule 10 in Alternate Agent Wells’ 
SB-I No. 7) relating to credit on payment of ocean freight and 
other charges, effective May 1. 





WOODWARD REAPPOINTMENT 
President Roosevelt has nominated Thomas M. Woodward, 
member of the Maritime Commission, for reappointment for 
the term of six years from September 26, 1939. Comissioner 
Woodward has been serving under a recess appointment. He 
was originally appointed April 16, 1937. 


U. S. INTERCOASTAL TRADE 


In the U. S. Intercoastal trade in February there were 
thirty-eight ships with 193,201 tons of cargo which transited the 
Panama Canal from the Atlantic to the Pacific, while in the 
reverse direction there were fifty-nine ships with 447,703 tons 
of cargo, according to the Panama Canal Record. 





USE OF IDLE VESSELS 
The House committee on merchant marine and fisheries 
will hold a hearing April 24, on H. J. Res. 509, a joint resolution 
to suspend section 510 (g) of the merchant marine act, 1936, 
during the present European war. The paragraph forbids sale 
for commercial purposes of obsolete vessels of the Maritime 
Commission. 


FiJI TONNAGE DUTIES SUSPENDED 

By proclamation, President Roosevelt has suspended the 
foreign discriminating duties of tonnage and imposts within 
the United States so far as respects the vessels of Fiji and 
the produce, manufactures, or merchandise imported in such 
vessels into the United States from Fiji or from any other 
foreign country. The suspension became effective April 11 and 
is to continue so long as the reciprocal exemption of vessels 
belonging to citizens of the United States and their cargoes 
shall be continued, and no longer. The President said that 
satisfactory proof had been received by him from the govern- 
ment of Fiji that no discriminating duties of tonnage or im- 
posts were imposed or levied in the ports of Fiji on vessels 
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wholly belonging to citizens of the United States, or on the 
produce, manufacture, or merchandise imported in such vessels, 
from the United States, or from any foreign country. 


M. C. COMPLAINT DISMISSED 


On petition of complainant, the Maritime Commission has 
dismissed No. 560, United Bottle Supply Co., Inc., vs. Shepard 
Steamship Co. Complainant asked withdrawal of the com- 
plaint conditioned on the granting of a further hearing in No. 
946. The further hearing has been held. The complaint in 
No. 546 attacks rates on empty secondhand common glass 
bottles in eastbound movement. The commission’s action in 
dismissing the complaint in No. 560 has resulted in the denial 
of a petition of the Intercoastal Steamship Freight Association 
for permission to intervene therein. 

At the same time, the commission extended to April 27 the 
time within which the complainant is to file a reply memo- 
randum of facts and argument in No. 545, United Can Co. vs. 
Shepard Steamship Co. et al. 


INTERCOASTAL RATE PROTEST 


William Volker & Co., of Kansas City, Mo., on behalf of five 
subsidiary companies, has asked the Maritime Commission to 
suspend certain increases in intercoastal rates as published in 
Joseph A. Wells, alternate agent, westbound tariff No. 1-C to 
become effective May 1. The protest was directed against 
rates on bathinettes, brass linoleum binding, carpets or carpet- 
ing linoleum, carpet lining, carpets and rugs, linoleum cement 
or paste, furniture, and chairs and stools. The company asked 
the commission to enter upon a full investigation to determine 
whether or not the increases were justified. It expressed the 
opinion that the rates were not justified or warranted. 


RATES, JAPAN TO U. S. 


The Maritime Commission has set hearings for April 25 at 
San Francisco and May 6 at Los Angeles before Examiner C. 0. 
Arthur in No. 561, in the matter of rates, charges, and practices 
of carriers engaged in trades from Japan to United States. 

The San Francisco hearing will be held in north room, 
Empire Hotel, and the Los Angeles hearing will be held in the 
California Railroad Commission hearing room, 1006 State 
Building. 


BID FOR HOBOKEN TERMINAL 


The Maritime Commission has announced the receipt of 
a bid from Moore-McCormack Lines, Inc., New York City, 
for the leasing of Pier 3 of its Hoboken Terminal in Hoboken, 
N. J., at an annual rental of $67,236. 

The pier is to be used for loading and discharging of per- 
sons and property from vessels, storing of merchandise, and 
the assembling of outward and the delivery of inward cargo. 
It is not to be used for general storage or warehousing pur- 
poses. This is one of the five piers at the Commission’s Ho- 
boken Terminal. 


NEW SOUTHERN TARIFF GETS AN ORCHID 


C. A. Carr, rate expert for the South Dakota commission, 
has written to F. D. Miller, agent for the Southern Freight 
Tariff Bureau at Atlanta, Ga., complimenting that bureau on 
what he calls a “clear and simple” piece of tariff compilation. 
He refers to the bureau’s tariff 734-A, I. C. C. 430, naming 
“rates with 250 participating carriers on 100 different items of 
cotton piece goods and related articles, from 700 manufactur- 
ing points to 12,000 destinations, using 329 pages, in a clear and 
simple tariff which is a pleasure to use.” 

It is possible, he adds, to ascertain a rate from that tariff 
“in less than one minute’s time,” and, in his opinion, it “is a for- 
ward step toward the simplification of tariffs.” 


NEW TREASURE ISLAND SPECIAL 


A third train will be added to the fleet of fast passenger 
trains operated over the Chicago and Northwestern, Union 
Pacific and Southern Pacific between Chicago and San Francisco 
June 19. The new train, named the Treasure Island Special, 
will make a round trip every six days. Together with the 
City of San Francisco and the Forty-Niner, it will offer all- 
pullman, extra-fare service every second day. 

The Treasure Island Special will be a streamliner, made up 
of nine new lightweight cars, including six pullman sleepers, 
a diner, a lounge-observation-sleeping car, and a baggage car. 
the sleepers will have room-space only, totaling forty roome'tes, 
thirty bedrooms, nine compartments and five drawing rooms. 
The new train will operate on a 49-hour 55-minute schedule 
westbound, leaving Chicago every sixth day at 9:30 a. m., and 
47 hours, 55 minutes eastbound, leaving San Francisco every 
sixth day at 11:40 a, m. 
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Contract Carrier Rates 


On petition of the Southern Motor Carriers’ Rate Con- 
ference, the Commission, by division 3, has issued a question- 
naire requiring contract motor carriers, respondents in MC 
C-111, Mobile, Ala., proportional rates, to disclose on or before 
May 13 their actual rates or charges for the transportation 
of property, in interstate or foreign commerce, from Mobile, 
Ala., or to Mobile, Ala., by the filing of verified answers. The 
questionnaire affects carriers participating on rates contained 
in Alabama Highway Express, Inc., MF-I. C. C. Nos. 3 and 4; 
Trawick Transfer MF-I. C. C. No. 3; and Louie Cooper, doing 
business as Cooper Transfer Co., MF-I. C. C. No. 3, and sup- 
plements thereto and reissues thereof. Each respondent re- 
quired to file an answer to the questionnaire is also required 
to serve by regular mail, on or before May 13, a copy of the 
answer on each of the following: 


Edgar Watkins, Jr., 808 Bona Allen Building, Atlanta, Ga.; C. L. 
Manneschmidt, 1241 West State Street, Jacksonville, Fla.; R. G. Cobb, 
Mobile Chamber of Commerce, Mobile, Ala.; W. P. Moore, M. & A. 
Motor Freight Lines, Inc., 13-15 Delta Place, N. E., Atlanta, Ga.; 
Leo P. Kitchen, 302-4 Atlantic National Bank Building, Jacksonville, 
Fla.; J. C. Kuebert, L. & N. Building, 9th and Broadway, Louisville, 
Ky.; R. A. Kearney, 1100 Merchants National Bank Building, Mobile, 
Ala.; and C. Eugene Fowler, 610 Woodward Building, Birmingham, Ala. 


Division 2 has also sent out a questionnaire requiring the 
defendant in MC C-163, Northern Truck Line, Inc., vs. H. F. 
Johnson, to disclose .on or before May 13 his actual rates and 
charges for the transportation of liquid petroleum and liquid 
petroleum products from and to the points embraced in his 
schedule MF-I. C. C. No. 1, by the filing of a verified answer 
with the Commission. He is also required to serve by reg- 
ular mail, on or before May 13, a copy of the answer to the 
questionnaire on the Northern Truck Line, Inc., Williston, N. D. 

The questionnaires issued in these two cases require the 
carriers to specify also any minimum weights to which the 
actual rates or charges are subject and any provisions in the 
contracts with shippers which might serve to increase or re- 
duce the actual rates or charges. 


Contracts of Contract Carriers 


Application has been made for an injunction forbidding 
enforcement of the Commission’s orders placing contracts of 
contract carriers on its open files, in No. 1536, United States 
Gypsum Co. vs. United States, Interstate Commerce Commis- 
sion et al., begun in the federal court at Chicago. Hearing on 
the petition was set for April 19. 


The defendants, other than the government and the Com- 
mission, are contract carriers hauling for the gypsum company. 
That company is endeavoring, by the suit, to prevent disclosure 
of its affairs. The contract carriers are John Klann Trucking 
and Moving Co., Daniel Varaday, doing business as Varaday 
Trucking Co.; W. R. Mays, Jr., doing business as Bob’s Trans- 
4 Co.; and Harry Ratner, doing business as Midwest Transfer 

0. 

The plaintiff asks the court to set aside the orders of the 
Commission in Ex Parte MC 27, central territory contract car- 
rier rates, dated Nov. 6, 1939, and Feb. 28, 1940; and also to 
forbid the contract carriers to obey those orders. 


The orders in question require that all contracts filed by 
contract carriers be made available for inspection by their 
being placed on the files of the Commission for examination by 
the public. They also require the respondent contract carriers 
to make a verified return to a questionnaire calling for informa- 
tion as to operations, actual charges, commodities carried and 
other data of similar character, which in the view of the peti- 
tioner would result in disclosure of its business affairs. 

The basis for the injunction would be that making the con- 
tracts public concerning shipments made by it to customers 
would destroy its markets and give information to its competi- 
tors about its business that would result in damage to it. Such 
filing, it was asserted, would disclose the situation of the plant 
or mill from which the petitioner’s products were dispatched 
as well as the nature of the commodities disposed of to its cus- 
tomers at particular points. 

_Such disclosure, according to the petition, would give com- 
petitors information concerning valuable markets which had 
been developed at great expense to the petitioner, give them an 
advantage and seriously affect the relations between it and its 
customers. In addition, it is asserted the disclosure would create 
dissension among the carriers hauling for the petitioner. 

Indefinite postponement by the Commission of its order 
requiring contract carriers to file verified answers to a ques- 
lionnaire setting forth their contract rates on charges on 
paper and paper articles has been asked by the Eddy Paper 
Corporation. It made this request in a petition filed in MC 





C-67, Central States Motor Freight Bureau, Inc., vs. Advance 
Transportation Co. et al., and two sub-numbered cases. 

The company asked that the effective date of the order be 
postponed until such time as Congress took final action on the 
pending transportation bill. If no transportation legislation 
relating to the contracts of contract carriers was passed by 
Congress at this session, the company asked that the effective 
date of the order be postponed until thirty days after Con- 
gress adojurned. 

An order of the Commission required that contract carriers, 
defendants in the proceeding, file by April 15 verified answers 
to a questionnaire setting forth their contract rates and charges 
on paper and paper articles which were assailed in the pro- 
ceeding. 

Calling attention to the fact that conferees of Congress 
were attempting to adjust differences in the House and Senate 
versions of transportation bills, the company pointed out that 
the privacy of contracts would be preserved under this legisla- 
tion. 

“How then can the intent of Congress be given effect after 
the actual rates are disclosed?” the company asked. “It is 
the position of your petitioner that to effectuate the intent of 
Congress postponement of the return date for he filing of the 
questionnaire should be granted.” 

The Commission, by Chairman Eastman, has further post- 
poned until May 15, the date for the filing of exceptions to the 
recommended order in MC C-67, Central States Motor Freight 
Bureau, Inc., vs. Advance Transportation Co. et al., embracing 
also Sub. No. 1, Same vs. Anna Doremus, special administratrix, 
estate of J. J. Doremus, deceased, et al., and Sub. No. 2, Same 
vs. Metro. Motor Freight, Inc. It also postponed until May 1 
the date on which defendants are required to file verified 
answers to the questionnaire in its order of February 14. 


Highway Tolls Opposed 


Attacking the action of the New York legislature in adopt- 
ing a bill allowing Westchester county to impose tolls on its 
parkways, the American Automobile Association said that wide- 
spread revival of the toll principle would disrupt the entire 
highway finance structure and impose a crushing financial bur- 
den on the nation’s motor vehicles. 

“The use of tolls as a means of financing highway con- 
struction was discarded many years ago,” said Thos. P. Henry 
of Detroit, Mich., president of the national motoring body. 
“In its place was built up the system of meeting highway re- 
quirements through registration fees and gasoline taxes. Today) 
motor vehicle owners of the nation are paying more than 
$1,500,000,000 annually to federal, state and local governments. 
Obviously, this tax burden, particularly in certain jurisdictions, 
is far too heavy already. To impose on top of it a system of 
tolls for highway use would be vicious and unwise. 

“Another thing that is lost sight of in planning toll highway 
construction is the tendency of states to retaliate. This re- 
taliatory attitude was almost solely responsible for the rapid 
spread of various types of border barriers in recent years. 
Once toll warfare breaks out between the states, with each try- 
ing to outdo the other in building toll booths, it will be the 
end of unhampered highway traffic as we know it today. 

“During the past decade motorists have paid more than 
twelve billions of dollars in taxes. Largely through these 
motorists’ contribution, the U. S. has built the finest highway 
system in the world—more than one million miles of improved 
road. The motorist has always been more than willing to pay 
for special facilities provided him by government, but he is not 
willing to pay taxes to the local government, to the state gov- 
ernment, to the federal government—taxes on gasoline, taxes 
on car weight, taxes on car power, taxes on driving privilege, 
transfer taxes, sales taxes, and a score of other taxes—and in 
addition be forced to stop every few miles and shell out at a 
toll gate. 

“Opposition by motorists succeeded once in ridding our 
highways of toll gates.. These motorists will present a united 
front against the revival of this outmoded and useless system.” 





MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC 100307 Sub. No. 3, H. F. Johnson, extension, Sunburst- 
Salmon, as of April 10; MC 1306 Sub. No. 1, E. G. Byrd, 
dba E. G. Byrd Transfer Co., Oklahoma extension, as of April 
1; MC 1497 Sub. No. 1, Laramie’s Transit, Inc., extension, 
household goods, as of March 29; MC 1509 Sub. No. 26, North- 
land Greyhound Lines, Inc., extension of operations, Wautoma, 
etc., as of March 29; MC 2181 Sub. No. 8, Burlington Trans- 
portation Co., extension, off-route points in Illinois and Iowa, 
as of March 29; MC 6634 Sub. No. 2, George Fedor, Jr., ex- 
tension, Jackson, Wyo., as of April 1; MC 11240, Plager Vans, 
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Inc., common carrier application, as of March 25; MC 12209, 
E. A. Arneson, broker application, as of March 28; MC 13095 
Sub. No. 1, William Wunnicke, dba Wunnicke Transfer, ex- 
tension of operations, apples, as of March 29; MC 18334, 
Manning Warehouse and Transfer Co., broker application, as 
of March 28; MC 29585 Sub. No. 2, L. F. Wise, dba Wise Serv- 
ice, Crookston, Neb., as of March 29; MC 30735, Sub. No. 1, 
Beauchaine’s Express, extension, Lowell, as of March 28; MC 
32603 Sub. No. 1, Shore’s Freight Service, Inc., common car- 
rier application, as of April 1; MC 59046 Sub. No. 1, William 
J. Myles, concrete specialties extension, as of March 25; MC 
64994, S. A. & H. L. Hennis Freight Lines, common carrier 
application, as of March 25; MC 80727, M. H. Powers Co., 
common carrier application, as of March 25; MC 84449 Sub. 
No. 1, Jacob Levin, extension of operations, Rhode Island, as 
of March 27; MC 88883 Sub. No. 1, Peter Labat, extension 
of operations, household goods, as of March 29; MC 95526, 
Henry Perkinson, common carrier application, as of March 
29; MC 95583, Kenneth C. Surratt, common carrier applica- 
tion, as of March 29; MC 96103, Harry Zakroff, contract car- 
rier application, as of March 29; MC 100178, J. W. Tinsley, 
common carrier application, as of March 28; MC 100450, George 
T. Spinning, common carrier application, as of March 15; 
MC 100586, Eldon D. Robison, common carrier application, as 
of March 27; MC 100807, Everett L. Haynes, dba Tribune Car- 
rier, common carrier application, as of March 29; MC 100958, 
Joseph Zogorski, contract carrier application, as of March 29; 
MC 11225, Sub. No. 1, Ray Lykins, dba Lykins Transport 
Co., catalogue extension, as of April 2; MC 18591, C. T. Nelsen, 
common carrier application, as of April 4; MC 32087, Sub. No. 
1, James Cook, dba Cook Transfer, extension, St. Joseph, as of 
April 2; MC 40822, T. Roberts & Sons, Inc., common carrier 
application, as of April 3; MC 49663, Sub. No. 1, Market Ex- 
press Co., extension, Rhode Island, as of April 3; MC 60025, Leo 
S. Tiehen, common carrier application, as of April 4; MC 66413, 
Sub. No. 3, Robert F. Toler, extension, Chanute, as of April 2; 
MC 74761, Sub. No. 4, Tamiami Trail Tours, Inc., MacDill Field 
extension, as of April 2; MC 78786, Sub. No. 45, Pacific Motor 
Trucking Co., extension of operations, as of April 3; MC 79203, 
Abron Plato Warlick, dba Warlick Trucking Co., common car- 
rier application, as of April 4; MC 92150, Sub. No. 2, John 
Marsden and Francis A. Curry, dba Marsden & Curry, extension 
of operations, Philadelphia, as of March 29; MC 92562, James C. 
Styles and Benjamin L. Styles, dba Styles Express, common car- 
rier application, as of April 4; MC 94423, George Patti and 
Alfred Luco, dba George Patti Trucking, common carrier ap- 
plication, as of April 3; MC 31366 Sub. No. 1, Frank P. Sick- 
inger, dba Sickinger Motor Freight, extension of operations, 
Baltimore, as of April 4; MC 35319 Sub. No. 1, J. H. Axley, dba 
Axley Truck Lines, Atlanta extension, as of April 4; MC 62994 
Sob. No. 2, Haldick, Corp., extension Connecticut, as of April 3; 
MC 84735 Sub. No. 3, Short Way Lines, Inc., London-Manchester 
extension, as of April 2; MC 89671, Paul J. Hardcastle, con- 
tract carrier application, as of April 4; MC 95810, Security 
Transfer & Storage Co., common carrier application, as of 
April 4; MC 100274, Niven W. Latimer, contract carrier appli- 
cation, as of April 4; MC 100688, Roy McDanel, contract car- 
rier application, as of April 4; MC 100752, Lonnie McClure, 
dba Lonnie McClure Lumber Co., common carrier application, 
as of April 4; MC 100985, R. E. Shires, common carrier appli- 
cation, as of April 4; MC 29763, Sub. No. 1, Lloyd William Selb 
cation, as of April 4; Mc 29763, Sub. No 1, Lloyd William Selby, 
extension farms, as of April 3; MC 608**, Sub. No. 3, Cater 
Motor Frt. Sys., Inc., extension of operations, Washington, as of 
March 28; MC96067, Frank A. Wheeler and L. J. Berry, dba 
Berry Auto Convoy, common carrier application, as of April 3; 
MC 100553, Frederick A. Overlander, dba Overlander Transport 
Service, common carrier application, as of April 3; MC 100846, 
Burton Nodorft, common carrier application, as of April 2; 
MC 100864, Doyle O. Pearson, Otto Pearson and Henry Pear- 
son, common carrier application, as of April 2; MC 100872, 
Natick Motor Transportation, common carrier application, as 
of April 3; MC 100878, Glenn Grover, common carrier appli- 
cation, as of April 2; MC 100933, Elmer Mulso, common car- 
rier application, as of April 3; MC 101153, Sub. No. 1, H. C. 
Ekker, common carrier application, as of April 2. 


SUGAR MOTOR RATE PROBE 


An investigation into the reasonableness and lawfulness 
otherwise of the rates and charges, and the rules, regulations 
and practices applicable to the transportation of sugar by 
motor vehicle by Peter Kerna and Helena Kerna, co-partners, 
doing business as Kerna Transfer, of Pittsburgh, Pa., from 
Baltimore, Md., to many points in Pennsylvania, has been in- 
stituted by the Commission, division 2, on its own motion, in 
MC C-168, sugar, Baltimore to western Pennsylvania. The 
Pennsylvania points are Aliquippa, Ambridge, Blairsville, 
Canonsburg, Charleroi, Clairton, Donora, Greensburg, Johns- 
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town, McKeesport, Monessen, Monongahela, New Kensington, 
Pittsburgh, Tarentum, Uniontown, Washington and Waynes. 
burg. 

The proceeding has been assigned for hearing May 6 at 
wl Federal Building, Pittsburgh, Pa., before Examiner T. 
Naftalin. 


Owensboro Truck Rates 


A proposal, approved by the standing rate committee of 
the Central States Motor Freight Bureau, to move Owensboro, 
Ky., from Southern into Central Territory, for rate making 
purposes, is expected to arouse considerable interest because 
it is based on man-made changes in geographical conditions. 

Since the setting up of territorial boundaries for rate- 
making purposes under the motor carrier act, Owensboro has 
been in Southern territory, with rates to and from Central 
Territory published on an interterritorial basis. Coincidentally, 
such other south-bank Ohio River points as Louisville and Cov- 
ington have been included in the Central Territory tariffs, 
largely because at those points there were highway bridges. 
There was none at Owensboro. Construction of one at that 
point was begun last fall. It is expected to be open for high- 
way traffic within thirty days. 

Several earlier attempts have been made to include Owens- 
boro in Central Territory for rate-making purposes, first by 
shippers and motor carriers serving that city, and later by 
southern tariff publishing agencies. In all cases, however, the 
proposal was rejected by the Central Bureau standing rate 
committee, on the grounds that motor freight had to be hauled 
westward to Henderson or eastward to Louisville before it could 
be taken across the river. The new bridge changes that situa- 
tion entirely, according to the bureau committee, hence the 
decision to include Owensboro in its tariffs. 

Originally, that inclusion will be confined to class rate 
tariffs only, since commodity rates are published on a point- 
to-point basis only. Owensboro will be included in the class 
rate tariffs at differentials over Rockport, Ind., the first point 
north of the river on the highway crossing the new bridge. 
The differential will scale downward from five cents at first 
class. The net result will be definite reductions under the 
existing interterritorial class rates now applying between 
Owensboro and Central Territory. 

In order to effect the change, however, there will have to 
be a modification in the Commission’s order in Ex Parte MC 
21, the Central Territory minimum rate case. Central Bureau 
officials are preparing a supplemental petition in that case 
asking for permission for the change. Operators and shipper 
alike, it was said, favored it, but there was some anticipation 
of opposition from competing railroads. Owensboro is in 
Southern Territory so far as the railroads are concerned, and 
since the new bridge will carry no railroad tracks, the factors 
influencing the change in the truck rates will not be effective 
in the consideration of the rail rates. 


More McDonald Litigation 


Another McDonald grandfather certificate case suit, one 
that suggests final disposition of that controversy, has been be- 
gun in No. 182, A. E. McDonald Motor Freight Lines, Inc., vs. 
United States and Interstate Commerce Commission, in the 
northern district of Texas, Fort Worth division. McDonald 
therein asks the court to enjoin the order of the Commission, 
dated February 8, denying to him either a certificate or a permit 
under the grandfather clauses of the motor carrier act, on the 
ground that the order is still null and void because the Com- 
mission acted arbitrarily, unreasonably and unlawfully. 

The petition alleges the order would deprive the petitioner 
of an investment of $70,000, producing a gross annual revenue 
of $200,000 and a net revenue of $25,000. In this further appeal 
to the court for relief the petitioner denied that there was any 
law of Texas requiring him to obtain authorization from the 
Texas commission to engage in interstate and foreign commerce 
within the state. Alternatively, it is pointed out that if there 
was such a statute it was a burden on interstate commerce. 

The point is made that the Commission erroneously as- 
sumed that unless McDonald obtained a certificate from the 
Texas commission his operations were not bona fide, without 
finding any facts as it was required by the motor act to do, as 
to any operation. 

For support of its order of Feb. 8, the Commission relied 
on an expression used by the Supreme Court of the United 
States in McDonald vs. Thompson, 305 U. S. 263, a litigation 
growing out of injunction proceedings begun by motor operators 
against the Texas commission. Under that litigation they 
operated for a number of years before injunctions issued by 
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the lower courts were dissolved by the Court of Civil Appeals 
of Texas. That litigation reached the Supreme Court of the 
United States in McDonald vs. Thompson, 

When the highest federal court disposed of the matter, 
adversely to the contentions of the motor carriers which had 
been operating under the injunctions, it used language as to 
good faith on which the Commission rested a conclusion that 
that language was enough of a foundation for a conclusion that 
McDonald was not entitled to authorization under the motor 
carrier act because of lack of bona fide. 

In its decision the Supreme Court said the expression, in 
the motor carrier act, “in bona fide operations,” suggested 
absence of evasion, excluded the idea that mere ability to serve 
as a common carrier was enough, included actual rather than 
potential or simulated service, and in context implied recogni- 
tion of the power of the state to withhold or condition the use 
of its highways in the business of transportation for hire. 
Plainly, said the court, the proviso “does not extend to one 
operating as a common carrier on public highways of a state 
in defiance of its laws.” 

“In view of this decision,” said the Commission in its de- 
cision of February 8, in MC 80415, “it is unnecessary to discuss 
what operations, in Texas, if any, applicant was conducting 
on June 1, 1935,” the grandfather date. 

In its conclusion the Commission said that on the authority 
of McDonald vs. Thompson, supra, it found that applicant had 
not, either by himself or successor in interest, since then been 
in bona fide operation as a common or contract carrier. 

The Commission, however, seemed not satisfied with the 
decision of February 8, in which division 5 rested primarily 
on the determination by the Supreme Court, that McDonald 
had not been operating in good faith but in defiance of the law 
of Texas. It reconsidered the matter, and, April 9, issued an- 
other report (see Traffic World, April 13, p. 891), in which it 
reviewed the case in detail and denied the application again, 
but pointed to things in the record on which it relied as sup- 
port for its decision. It said that of course it was bound by 
the Supreme Court’s decision in the McDonald vs. Thompson 
case so far as questions of law were concerned. But it pointed 
out that the granting of the injunction did not adjudicate the 
rights of the parties or determine, ipso facto, that operations 
previously carried on unlawfully, following the denial by the 
state commission of operating authority thereby become lawful. 
It merely preserved the status quo, said the Commission, pend- 
ing the ultimate determination whether the injunction was law- 
fully or rightfully issued. 

Meanwhile, the Commission in an order entered in MC 
80415, A. E. McDonald Motor Freight Lines, common carrier 
application, which embraced four other cases, has extended the 
effective date of its orders in the proceedings until June 10. 
The cases included in the order are MC 2960, D. A. Beard Truck 
Lines Co., common carrier application, MC 6981, W. H. Wil- 
liams Freight Lines, Inc., common carrier application, MC 
15324, W. B. Keel, common carrier application, and MC 42000, 
Arvan Everett Bates, common carrier application. 


TEMPORARY MOTOR AUTHORITY 


In MC F-10400, Lancaster Transportation Co., Lancaster, 
Pa., purchase, Elizabeth Bankes, Pottsville, Pa., the Commis- 
sion, by division 4, has authorized, for a period not exceeding 
180 days, temporary lease of operating rights and property of 
Elizabeth Bankes, dba Bankes & Son, by Lancaster Transpor- 
tation Co., at a total rental not exceeding $25 a month. 


MOTOR PASSENGERS AND REVENUES 


Class I motor carriers of passengers in January this year 
received $8,070,429 in passenger revenue, an increase of 2.4 per 
cent over January last year when they received $7,879,943, 
according to a Commission compilation, statement M-700. The 
compilation, which represents 148 carriers and does not in- 
clude charter or special operations, shows that in January 
11,924,533 passengers were carried as compared with 10,581,942 
in January last year, an increase of 12.7 per cent. 


LUMBER RATE INCREASES PROTESTED 


The C. D. Johnson Lumber Corporation, of Portland, Ore., 
the Port of Toledo, of Toledo, Ore., and the Port of Newport, 
of Newport, Ore., have filed a protest with the Maritime Com- 
mission against a proposal of the Oliver J. Olson & Co., and J. 
Ramselius, common carriers by water, to increase the rates 
on lumber for application from the Port of Newport to ports 
In California, effective April 27. The schedules making the 
proposal supplement No. 1 to Local Freight Tariff No. 2, are 
published by the defendants, acting through the Pacific Lum- 
er Carriers’ Association. The increase, the protestants said, 
Wwou'd result in discrimination against shippers using the port 


of Newport, and would result in loss of business to protestants 
and consequent unemployment of many of their workmen. 


EXCEPTIONS TO MOTOR REPORTS 

MC C-98, dairy products in the northwest; I. & S. M-452, 
dairy products, Minnesota and North Dakota to Illinois, Min- 
nesota and Wisconsin; and I. & S. M-660, dairy products, Min- 
nesota to Chicago, Ill. Time for filing exceptions to recom- 
mended order extended to May 16. 

MC F-1065, Pacific Motor Transport Co. of Arizona, pur- 
chase, Southern Pacific Co.; Southern Pacific Co., control, 
Pacific Motor Transport Co. of Arizona. Time for filing excep- 
itons to recommended order extended to May 15. 

MC 60285 Sub. No. 1, Reece Wilson, dba Wilson Transpor- 
tation Co., common carrier application. Time for filing excep- 
tions to recommended order extended to May 7. 

MC 100680, New York Clipper Lines, Inc., common carrier 
application. Time for filing exceptions to recommended order 
extended to May 7. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 50655, Sub. No. 4, Gulf Transport Co., extension, 
Philadelphia-Meridian, Monticello-West Columbia; MC 32918, 
James A. Johnson, dba L. S. Johnson & Son, common carrier 
application; MC 91285, Sub. No. 1, Leroy Jeffries, extension 
of operations, Maryland; MC 19710, Sub. No. 1, Henry Fitchett, 
extension of operations; MC 19710, Sub. No. 2, Henry Fitchett 
(successor in interest to L. D. Shurtleff), common carrier 
application; MC 60411, Sub. No. 2, Luther Bates, dba Bates 
Brothers, special commodity extension. 


Freight Traffic and Purchases 


Editor The Traffic World: 

I have just read with a great deal of interest the editorial 
in your March 23 issue entitled, “Freight Traffic and Pur- 
chases.” ; 

I wish to compliment you on this very excellent editorial 
on reciprocal buying. I am firmly of the belief that this 
method of buying has gotten pretty much out of hand. I 
believe it started originally by the pressure of shippers on the 
traffic departments; however, my most recent experience would 
indicate that reciprocal buying has done an about-face. The 
pressure now comes from the traffic departments of the rail- 
roads, who put the pressure on shippers. I know of any num- 
ber of instances where, through the influence of the traffic de- 
partments, purchases of supplies were made by the purchasing 
departments from concerns who have neither the facilities nor 
the qualifications to supply the materials purchased. Along 
with the purchase, the suggestion was made as to where the 
materials might be obtained. 

In other words, it is like taking one’s watch to the black- 
smith because of his good-will value and asking him to send 
it to the jeweler to get it repaired, the assumption being that 
the jeweler is willing to pay the blacksmith a commission for 
bringing it in. If the jeweler accepts the watch and pays the 
blacksmith a commission, he does so reluctantly and with the 
knowledge that he becomes a party to this pernicious and 
nefarious practice. However, what is the jeweler going to do? 
He needs the business and, if he does not allow the black- 
smith a commission, the blacksmith will probably find some 
other jeweler who will! 

Circumstances, I believe, with most of us dealing in rail- 
way supplies, precludes us from turning down business which 
comes to us by the route above mentioned. Frankly, in so far 
as we are concerned, we are inclined to tell the holders of 
orders obtained because of traffic controlled and for no other 
reason, to go take a jump in the lake, but if we did this it 
would in all probability result in our having to go out of busi- 
ness. 

In my opinion, the situation is becoming quite serious and 
I am very happy to see publications such as yours take an 
interest in this problem which is giving many of us dealing 
in railway supplies deep concern. 

G. E. Karlen, President, 


Tacoma, Wash., April 11, 1940. Karlen-Davis Lumber Co. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


In this column will be answered questions of both legal and 
* practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 


not desire to take the place of the traffic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Conversion—Motor Truck C. O. D. Shipment 


Ohio.—Question: If a shipment is forwarded via a truck 
line and all packages and the bill of lading properly marked 
for C. O. D. collection of the value, is there any recourse other 
than through the civil courts against the trucking company if 
they make delivery of the shipment without collecting the 
amount specified under the C. O. D. markings on the bill of 
lading? 

Answer: There is no recourse other than through the civil 
courts against a trucking company for the delivery of a ship- 
ment under a C. O. D. contract. A delivery to the consignee in 
violation of the terms of the contract to collect the C. O. D. 
charge amounts to a misdelivery and constitutes a conversion. 
An action in conversion is maintainable only in a court of law. 
Blaisdell vs. American Express Co., 220 N. W. 634. 


Tariff Interpretation—Minimum Weight Applicable to Ship- 
ments Which, on Account of Length, Cannot Be Loaded on 
Single Car—Furnishing Two Short Cars in Lieu of Large 
Car Ordered When Minimum Is Uniform. 


Missouri.—Question: If possible, would like to have you 
answer for me a situation that has arisen in our line of work: 

On various dates from December 20, 1936, to and through 
March 10, 1937, from McPherson, Kan., to Kansas City, Mo., 
fourteen cars of scrap iron moved on bills of lading as seven 
shipments, that is, one bill of lading for each two cars. The 
shipper ordered 50 ft. cars to be able to ship under the 75,000 
lb. minimum rate of 13c per cwt., but for carrier’s convenience 
two 40 ft. cars were furnished and a 50,000 lb. minimum rate 
of 16c per cwt. was applied. As neither car was loaded to the 
minimum of 50,000 Ibs. the shipper was charged the minimum 
on each car. Claims were filed and declined as the two for 
one (Rule 34) does not apply, yet on the bill of lading is the 
notation “large car ordered—two small ones furnished for car- 
rier’s convenience.” 


Is there any rule or regulation or cases to refer to cover- 
ing the above described overcharge? These cars were track 
scaled at origin and also at destination and net weights for both 
cars would be over the 75,000 lbs. minimum. We contend that 
actual weights, as ascertained over track scales at destination, 
govern and not the 50,000 lbs. minimum on each car separately 
and also the 50,000 lbs. minimum rate of 16c applying, instead 
of the 75,000 lbs. minimum rate of 13c and actual weights. 


Answer: The minimum weight of 75,000 pounds, not being 
subject to graduation according to length of cars, applies to 
cars of all lengths. In Tull & Gibbs vs. N. & W., 55 I. C. C. 
17; Folly Town Co. vs. Erie R. R., 120 I. C. C. 157; Barker 
Bros. vs. A. T. & S. F., 132 I. C. C. 753, and in other cases, the 
Commission has held that where there is a uniform minimum 
for cars of all lengths, the carrier has no duty to furnish a 
car of any specified length. In the Tull & Gibbs Co. case, there 
was flat minimum of 20,000 pounds. The shipper, having a 
large shipment to make, ordered a fifty-foot car, which the 
carrier was unable to furnish. Two shorter cars were offered 
him, which he accepted and loaded. There was no two-for-one 
rule. Charges were assessed on basis of two carload ship- 
ments, which the Commission held to be legally applicable. 
The shipper contended that the entire shipment could have 
been loaded into a fifty-foot car and that had such a car been 
furnished or a two-for-one rule applied the charges would have 
been much less. The Commission pointed out that the carrier, 
under a uniform minimum, is not obligated to furnish a car of 
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any particular length, but that the charges assessed were 
unreasonable to the extent they exceeded the charges which 
would have applied had the carrier furnished a proper sized car, 


Motor Carriers—Two or More Shippers Using Same Truck 


New York.—Question: Will you please advise us on the 
following: 

Can two or more shippers use one and the same truck for 
their transportation needs without sacrificing their status as 
private carrier? 

Answer: In State vs. Karel, 180 Sou. 3, it was held that 
where two merchants jointly owned a truck and employed a 
person to operate it for the purpose of transporting their own 
goods as incident to their business and at their own expense, 
merchants owned the truck as tenants in common, each being 
entitled to possession and use of the truck in such manner as 
not to interfere with the rights of the co-owner, and were 
not an “association” or “partnership” in the business of trans- 
porting goods for compensation within the meaning of the 
statute so as to be required to obtain a certificate of con- 
venience and necessity from the Railroad Commission or a 
permit to use the state highways. Acts 1931, c. 14764; that 
where two merchants jointly owned motortruck which they 
were operating in the transportation, not for compensation, but 
at their own expense, of their own goods as incident to their 
business, merchants were not subject to statutes regulating 
motor vehicle carriers for hire as against contention that mer- 
chants were attempting to evade application of the act and, 
if permitted to do so, would open the door to other evasions. 
Acts 1931, c. 14764. The Commission has not, however, ren- 
dered a decision on the question, 


Delay—tLiability of Carrier 


Pennsylvania.—Question: What is the responsibility of the 
carrier in the case of an important shipment covered by a 
bill of lading on which there is a statement indicating the date 
upon which the shipment must arrive at destination? Does 
failure to deliver according to the statement on the signed bill 
of lading make the carrier responsible for expense or damage 
resulting from this failure? 


Answer: Under the decisions of the Supreme Court of 
the United States in C. & A. R. Co. vs. Kirby, 225 U. S. 155, 
and Davis vs. Cornell, 264 U. S. 560, a carrier may not, with- 
out tariff provision therefor, contract to transport a car by a 
particular train or on a particular date, nor to furnish cars on 
a certain date, as to do so would create a preference. 


However, in our opinion, the effect of the Kirby case, cited 
above, is not to prevent a recovery of special damages where 
notice is given to a carrier at the time such goods are delivered 
to the carrier for transportation, that such damages will result 
from its failure to transport the shipment within a reasonable 
time (which notice may be given orally or in writing, but must 
be such as to put the carrier on notice), it being a question 
of fact to be determined in each instance, whether due dili- 
gence was used in the transportation of the goods. It does, 
however, bar a recovery where it is sought to hold a carrier 
to liability for failure to transport goods within a specified 
time, regardless of the question of negligence on the part of 
the carrier. As above stated, a carrier is not bound by any 
agreement of its agent as to the date of delivery, but is liable 
for such damages as resulted from its failure to transport the 
shipment without unreasonable delay. 


For the recovery of what are termed “special damages,” 
that is, damages over and above those which ordinarily occur 
or are in contemplation of the parties at the time the goods are 
delivered to the carrier for transportation, notice of the fact 
that such damages would result from unreasonable delay to the 
goods must have been given the carrier at the time they were 
delivered to the carrier for transportation. 


Tariff Interpretation—Rags 


South Dakota.—Question: I will appreciate if you will give 
me your opinion and also any court decisions dealing with 4 
similar case, on the following: 

During the latter part of February this year we received 
a carload shipment of rags in machine compressed bales and 
cotton waste in machine compressed bales from St. Paul, 
Minn., being approximately 35,000 pounds of rags and 6,700 
pounds of cotton waste in the shipment. 

The railroad company assessed 5th class rate, subject to 
minimum of 24,000 pounds, Rule 34, describing the rags 4s 
machinery wiping rags. 

These rags are scrap pieces of rags or old clothing which 
have been washed and sterilized.and put up in machine com- 
pressed bales weighing approximately 100 pounds each. We 
use them for almost all purposes a rag could be used for, vZ.: 
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various kinds of scrubbing and cleaning and of course for wip- 
ing machinery. 

Our contention is that the rags would properly come under 
rating as provided in Item 4830E to supplement number 43 of 
Exceptions to Classifications, Western Trunk Lines Freight 
Tariff No. 207H. This item applying on various kinds of scrap, 
including: “Rags, including cotton mill cloth ends,” carload 
rating of Column 20, minimum weight 30,000 pounds, straight 
or mixed carload. 

If we could properly apply the Column 20 rating, mini- 
mum 30,000 pounds, on the rags and L. C. L. rate of 4th class 
on the cotton waste. it would effect considerable saving to 
us on this particular shipment. 

Answer: In Wisconsin Waste & Wiper Co. vs. Chicago & 
N. W. Ry. Co., 196 I. C. C. 459, a similar question was in- 
volved. In this case the Commission said: 


The item naming these rates contains a general description of 
the junk which includes, among other articles, rags and cotton-mill 
cloth ends. The shipments contained a number of bales of cotton-mill 
cloth ends and complainant contends that all of the material was junk 
as described in the tariff item. It states that these rags are purchased 
from the collectors of rags and that they are assorted by complainant 
as to sizes and graded as to quality. This material is cleaned and steril- 
ized by complainant in substantially the same manner that cleaning is 
done in a modern steam laundry. These facts and the further fact that 
this material was sold for use as machinery wiping rags removes it 
from the commodity description as junk and places it in the classifica- 
tion description for machinery wiping rags. The use to which a com- 
modity is put is not determinative of the applicable rate, but the use 
may be considered in determining the nature of a commodity. The 
governing classification naming the fourth-class rating on machinery 
wiping cloths or rags provided that this rating will apply on cloths or 
rags, cleaned, sterilized, or otherwise made sanitary for machinery 
wiping. The rates charged were applicable. 


It seems apparent that under the decision above referred 
to the rating on scrap cannot be applied to the shipment. 


Tariff Interpretation—Classification Exception Rating to Be 
Read in the Light of the Classification 


Alabama.—Question: It will be greatly appreciated if you 
will furnish me your ideas with respect to the following: 

Item 1460, page 287, of Curlett’s Tariff 44G, I. C. C. A608, 
in connection with Note 24, page 227 thereof, authorized a 
6th class rating on iron or steel pipe fittings (will not apply 
on cocks or valves, including gate valves), less carload. In 
your opinion is this rating applicable on iron or steel pipe 
fittings, rubber lined, not plated, as shown under Item 12, 
page 302 of Consolidated Freight Classification No. 13? The 
rubber lined steel pipe fittings do not consist of cocks, valves 
or gate valves. 

Item 1460, page 287, of Curlett’s Tariff 44G, I. C. C. A608, 
in connection with Note 25, page 228 thereof, authorizes a 
6th class rating on iron or steel nails, less carload. In your 
opinion, is this rating applicable on iron or steel nails or spikes, 
copper, brass, bronze or cadmium coated or japanned or tinned, 
l.c. 1, as published under Item 29, page 269, of Consolidated 
Freight Classification No. 13? 

Answer: The Commission has held that a classification 
exception rating is to be read in the light of the classification. 
Marx & Sons vs. Illinois C. R. Co., 36 I. C. C. 519; General 
Motors Truck Co. vs. Grand Trunk W. Ry. Co., 118 I. C. C. 99. 

As the Consolidated Classification provides a rating on pipe 
fittings, iron or steel, rubber and otherwise, it is our opinion 
that the 6th class rating provided for in Item 1460, of Agent 
Curlett’s Tariff 44G, I. C. C. A608 on iron or steel pipe fittings 
will not apply on iron or steel pipe fitting, rubber lined. 

This same reasoning should, in our opinion, be applied to 
the provisions of Item 1460 with respect to the 6th class rating 
on iron or steel nails, there being separate rating published in 
the classification on nails or spikes, iron or steel, plain, and 
nails or spikes, iron or steel, copper, brass, bronze or cadmium 
coated or japanned or tinned. 


Tariff Interpretation—Split Delivery 


Ohio.—Question: I note your answer to my inquiry was 
published in the Traffic World of March 23, 1940, page 726, 
under the above caption. 

I do not quite understand the last sentence of your answer 
Wherein you advise that as you read this provision, a charge 
of 7c per 100 pounds is assessable for each delivery, and not 
merely on the initial delivery. Does this mean that the 7c 
per 100 pound charge would be based on the minimum weight 
of 20,000 pounds, or actual weight of 16,775 pounds, or on the 
Stop-off portion of 2,000 pounds? 

Clarification in this respect will be appreciated. 

_ Answer: There being no specific provision in the item re- 
quiring the application of the 7c charge on a proportionate 
amount of the minimum weight of 20,000 pounds for such de- 
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liveries, it is our opinion that the 7c charge is to be applied on 
the actual amount of each delivery. 


Routing and Misrouting—Switch Delivery vs. Road Haul for 
Terminal Carrier 


Georgia.—Question: Can you refer me to clear-cut deci- 
sion defining responsibility of shipper and carrier with respect 
to specification of exact delivery required? For example, sup- 
pose a shipment originated at Jersey City, N. J., and was con- 
signed to John Doe Company, Atlanta, Ga., routed in bill of 
lading P. R. R.-Southern Railway “for Georgia Railroad de- 
livery.” On arrival of the car assume that it is found that 
John Doe Company normally take delivery from an adjacent 
team track of the Georgia Railroad. Are the originating car- 
riers guilty of misrouting? Is it the responsibility of the South- 
ern Railway in this case to deliver the car to the Georgia Rail- 
road for a road haul? Has shipper or consignee the right to 
demand that the car be placed for unloading on the Georgia 
Railroad team track? 

Answer: Where the term “delivery” is used in connection 
with the terminal carrier specified in a bill of lading, it is the 
duty of the initial carrier to forward the shipment via the 
route affording the shipper the cheapest rate. If the cheapest 
rate applies via a route which gives the terminal carrier a 
line haul the shipment must be forwarded via that route. If, 
however, the cheapest rate applies via a route which gives the 
terminal carrier a switch movement, the shipment must be 
forwarded via that route. Kanotex Refining Co. vs. Atchison, 
T. &3. F. R. R. Co, 151.CC. Se. 

If the cheapest rate applies via a route which affords the 
Georgia Railway a road haul, delivery of the shipment on the 
tracks of the Georgia Railway may be required of the carrier 
— charges may be assessed only on the basis of the through 
rate. 

If switching delivery cannot be made, under the decision in 
Sterling & Son Co. vs. Michigan C. R. Co., 21 I. C. C. 451, 454, 
the carriers are chargeable with the cost of drayage, but not if 
switching service was available, but was not demanded. Maxey 
vs. Baltimore & O. S. W. R. R. Co., 26 I. C. C. 506. 


Routing and Misrouting—Carrier Cannot Be Charged with 
Knowledge of Consignee’s Plant Location Nor Has It the 
Duty to Select Delivery Desired by Consignee 


_Georgia.—Question: A car of tile is shipped from New 
Lexington, Ohio, consigned to John Doe Construction Company, 
Atlanta, care ‘Middlebrook Siding” and car is waybilled by 
originating carrier via N. Y. C.-L. & N.-N. C. & St. L.-Southern 
Railway and so moved into Atlanta. On arrival it is found that 
“Middlebrook Siding” is a Central of Georgia team track 
facility. Is originating carrier guilty of misrouting? Has 
consignee the legal right to require the Southern Railway to 
deliver the car and billing to the Central of Georgia? Observe 
that in this case the name of the delivering carrier was not 
shown in bill of lading. In such a case is it a fair presumption 
that originating agent should know or ascertain just what 
sort of facility “Middlebrook Siding” is before billing the car? 

There must have been a great many decisions on such 
cases and I shall very much appreciate your reference to them. 

Answer: Under the decision of the Commission in Lynch- 
burg Chamber of Commerce vs. Southern Railway Co., 115 
I. C. C. 625, there was no misrouting on the part of the initial 
carrier, the Commission holding in the case referred to above 
that the mere designation of a siding at destination without 
specifying the name of the carrier on whose rails the siding 
is located is not sufficient to insure delivery of the car at the 
cheapest rate. 


Tariff Interpretation of Proportional Rates to Traffic Moved 
by Forwarders 


California——Our answer to “Ohio” on page 800 of the 
Traffic World of March 30, 1940, under the above caption, 
— be amended in accordance with the information given 
elow: 

According to Rule No. 1 of the Forwarders’ Trans-Conti- 
nental Tariff, articles straight carload rated in T. C. F. B. 
Westbound Tariff 1 series at $1.56 to $1.85 inclusive, are sub- 
ject to rate basis three (3), which is $2.55 per 100 pounds from 
Chicago to Pacific coast terminals. The straight carload rate 
in Tariff 1-T on electric motors from Group D is $1.78 at Item 
3960 (118). 

Therefore, the statement made by Ohio that “We have a 
commodity rate of $2.25 on electric motors to points in trans- 
continental territory via freight forwarding companies in Chi- 
cago,” is evidently incorrect. The $2.25 commodity rate is 
rate basis two (2) and applies on articles straight carload rated 
at $1.31 to $1.55 inclusive, which does not cover electric motors. 

The decision of the Commission in 17 M. C. C, 573 con- 
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demning proportional rates on forwarder traffic was reversed 
by a three-judge federal court in the northern district of Illi- 
nois. The Commission has challenged that decision before the 
supreme court. The order in 19 M. C. C. 460, which condemns 
transhipping rates on forwarder traffic, has been stayed, pre- 
sumably until the supreme court determines if motor rates on 
transhipped forwarder traffic lower than local rates are valid 
the same as ex-lake or ex-barge rail rates. In the meantime 
motor carriers are permitted to apply effective tariffs contain- 
ing proportional or transhipping rates on forwarder traffic. 


N. Y. Perfect Shipping Meeting 


More than 1,000 shipper and carrier representatives at- 
tended the Perfect Shipping and Careful Handling Month meet- 
ing held at the Pennsylvania Hotel, New York, April 18. It was 
conducted by Harry M. Frazer, traffic manager, F. W. Wool- 
worth Company, assisted by J. H. Butler, traffic executive, 
Railway Express Agency, and R. W. Kranz, regional traffic 
manager of Sears, Roebuck and Company, Philadelphia. 
Spencer E. Hughes, traffic manager, McClellan Stores, Inc., 
representing the Chain Store Traffic League and its employes, 
presented the subject from the point of view of experience gained 
by the large receivers of volume less-carload shipments. Frank 
G. Love, superintendent of property protection, New York 
Central System, presented the subject from the standpoint of 
the railroads explaining the measures employed by the carriers 
for the protection and handling of merchandise. R. A. Fasold, 
special representative of the freight division, A. A. R., spoke on 
the ways and means for improving the campaign activities. 

The meeting was principally sponsored by the Alumni As- 
sociation of Traffic Managers’ Institute, the Atlantic States 
Shippers’ Advisory Board. The following commercial organiza- 
tions had full representation in the attendance: 


Metropolitan Traffic Club of New York; Railway Express Agency; 
The Bronx Traffic Club; The Chain Store Traffic League; The Chamber 
of Commerce of Brooklyn; The National Industrial Traffic League; 
The Rubber Manufacturers Association; The Shippers Conference of 
New York; The Wholesale Grocery Manufacturers Association; The 
Women’s Traffic Club of Greater New York; Trunk Line Freight In- 
spection Bureau. 


KANKAKEE PERFECT SHIPPING MEETING 


The industrial committee of the Kankakee, Ill., Chamber 
of Commerce sponsored a Perfect Shipping and Careful Han- 
dling Month meeting at the Kankakee Hotel the evening of 
April 19. Speakers were E. F. Stock, traffic manager, Peoria 
and Pekin Union Railway, Peoria, Ill., and W. D. Beck, district 
manager, car service division, Association of American Rail- 
roads, Chicago. Mr. Stock characterized Perfect Shipping 
Month as “a campaign to profit by our mistakes in poor pack- 
ing and to avoid repetition in the future.” He urged shippers 
to ascertain from consignees the shape in which shipments 
arrived and to study carefully the causes of freight damage as 
a preliminary to taking steps to correct faults in packing, 
stowing and bracing. The railroads, he said, must cooperate 
wholeheartedly in these endeavors. Mr. Stock is also chair- 
man of the railroad’s Chicago claim conference. 

The Perfect Shipping Month vocafilm, “On Guard,” was 
shown. W. A. Kraus, general agent, New York Central, was 
chairman of the committee in charge of the meeting. 


PASSENGER TRAFFIC OFFICERS TO MEET 


The Amercan Association of Passenger Traffic Officers will 
hold a meeting at the Edgewater Beach Hotel, Chicago, April 30. 
The following speakers are announced to appear on the pro- 
gram: 

H. F. McCarthy, passenger traffic manager, Boston and 
Maine, “The Promotion and Effect of Special Excursions”; 
C. J. Farran, Griswold-Eshleman Company, Cleveland, O., 
“Publicity and Advertising’; Harold Crary, vice-president in 
charge of traffic, United Air Lines, Chicago, “Passenger Rela- 
tions in the Air Line Industry”; J. P. Corcoran, general pas- 
senger agent, New York Central, “Charge by Red Caps for 
Handling Hand Baggage—Terminal Experiments”; E. J. Goebel, 
passenger traffic manager, “Market and Prospects for Rail- 
Water Traffic, 1940”; A. D. Martin, passenger traffic manager, 
Chicago, Rock Island and Pacific, “Better Merchandising of 
Dining Car Service.” 

Robert S. Henry, assistant to the president in charge of 
public relations, Association of American Railroads, will speak. 
George P. James, general passenger agent, Atlantic Coast Line, 
will lead a discussion on publicity and advertising following 
Mr. Farran’s speech. 
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Traffic Club Doings 





Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THE TRAFFIC WorLD. 


The Women’s Traffic Club of Greater New York will hold 
a birthday party May 24 at the Essex House. 

The Transportation Club of St. Paul heard an illustrated 
talk by Dr. Vernon D. Smith, on big game hunting, at its 
luncheon meeting April 16 at the Hotel Lowry. 

Members of the Birmingham Traffic and Transportation 
Club took their eleventh annual industrial trip to Chattanooga, 
Tenn., April 17. W. H. Byran was chairman of the affair. 
Dr. George Petrie, dean of the graduate school, Alabama Poly- 
technic Institute, Auburn, will speak at the luncheon to be 
held April 26 at the Tutwiler Hotel. The golf and bridge out- 
ing will be held May 6 at the Roebuck Country Club. 


The Evansville, Ind., Transportation Club at its dinner 
meeting April 17 at the Hotel Vendome, heard R. Dick Schie- 
wetz, of the engineering department of Severl, Inc., speak on 
his bicycle tour through Europe and Mexico. The Lincoln High 
School Glee Club sang. The annual ladies’ night party will 
be held April 26 at the Colonial Club. 


The Traffic Club of Wilmington, Del., held its spring 
oyster dinner and trapshoot April 18 at the field of the Wilming- 
ton Trapshooting Association. E. W. Richardson, chairman of 
the sports committee, had charge of the affair. Tariffs will 
be discussed at the educational meeting to be held April 24, 
at the Elks Club. W. J. Kelly, assistant to the vice-president, 
traffic department, Association of American Railroads, Wash- 
ington, will speak on “Simplification of Freight Tariffs.” <A 
buffet lunch will be served. 


The Traffic Club of Fort Worth observed Associated Traffic 
Clubs day at its luncheon meeting April 15 at the Blackstone 
Hotel. Lamar W. Land, Baltimore and Ohio, Dallas, regional 
vice-president of the Associated Traffic Clubs of America, spoke 
on 7 organization’s work. Ladies’ day will be observed 
May 6. 


The Traffic Club of Minneapolis observed Scandinavian 
day at its luncheon meeting April 18 at the Hotel Nicollet. 
Ladies, day was also observed. A “traffic talks’ meeting was 
held April 18 at the club rooms. Members of the club will 
sit in one section at the opening baseball game of the season 
May 2. The first golf tournament of the season will be held 
May 10 at Westwood Hills Golf Club. 


The Traffic Club of Houston staged its spring golf and 
horse shoe tournament April 16 at the Brae Burn Country Club. 
Richard Atkinson was chairman of the committee having charge 
of the affair. The club’s board of directors has voted a life 
membership to H. H. Scott, who has retired as assistant gen- 
eral agent for the Kansas City Southern and the Louisiana 
and Arkansas Railways. 


The Chattanooga, Tenn., Traffic and Transportation Club 
held its annual gridiron dinner April 17 at the Read House. 
G. B. Riggan was chairman of the gridiron committee. Mem- 
bers of the Birmingham Traffic and Transportation Club, visit- 
ing Chattanooga on their annual industrial tour, were guests 
at the dinner. Chattanooga Club members also entertained 
the Birmingham contingent during the day. 


Members of the Tuesday traffic forum of the Pacific Traffic 
Association of San Francisco heard John Tobin, manager of 
the Telenews Theater, discuss “Propaganda in the News,” at 
a meeting April 16. 


The Oakland, Cal., Traffic Club will hold its annual spring 
dinner dance April 26 at the Alameda Hotel, Alameda. Per- 
fect Shipping and Careful Handling Month was observed at the 
dinner meeting of the club held April 16 at the Athens Athletic 
Club. William C. Fitch, general freight claim agent of the 
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Southern Pacific, spoke on “Everybody Loses.” 
spoke from the viewpoint of the shipper. The vocafilm, “On 
Guard,” was shown. 
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Lloyd Hughes 





The Women’s Traffic Club of Metropolitan St. Louis ob- 
served bosses’ night at its dinner meeting April 18 at the Hotel 
De Soto. H. H. Anderson, vice-president, Shell Oil Company, 
spoke on “Illinois Oil Fields.” He also showed a film, ‘Oil 
from the Earth.” 





The Traffic Club of Baltimore has arranged its 1940 golf 
schedule, with blind bogey tournaments to be held monthly 
and a final handicap event in September. The first tourna- 
ment will be held April 25 at Rolling Road Club. Ross D. 
Clemens is chairman of the golf committee. 





The Motor City Traffic Club of Detroit will hear Harry 
F. Kelly, secretary of state of Michigan, discuss “The Michigan 
of Today and Tomorrow,” at a dinner meeting at the Detroit 
Leland Hotel, April 22. Walter Fuller, fraternal editor of 
the Detroit News, will be toastmaster. The club’s forum will 
meet April 29 at the same hotel. R. G. Brown, manager of 
receiving and marking, J. L. Hudson Company, will speak on 
“Laying the Shipment Down in Good Condition.” 





The Traffic Club of New York will hold a forum luncheon 
meeting April 24 at the Hotel Biltmore. E. D. Campbell, gen- 
eral mechanical engineer, American Car and Foundry Company, 
will speak on “Railroad Car Design and Traffic Development.” 
J. P. Krumech, second vice-president of the club, will conduct 
the meeting. 





Members of the Women’s Traffic Club of Greater New 
York will visit the establishment of Helena Rubinstein, Inc., 
the evening of April 26. 





The Traffic Club of St. Joseph, Mo., will stage its first 
golf tournament of the spring, May 7 at the St. Joseph Country 
Club. 





The Traffic Club of Memphis observed Perfect Shipping 
and Careful Handling Month at its luncheon April 15. H. T. 
Averitt, traffic manager, Sears, Roebuck and Company and co- 
chairman of the club’s educational committee, had charge of 
arrangements. C. C. Chamberlain and M. Minor, both of the 
Louisville and Nashville Railroad, exhibited the film, “On 
Guard.” T. S. Glass, vice-president of the club presided. 





The Metropolitan Traffic Association of New York held its 
annual dinner April 11 at the Hotel Pennsylvania, with over 
1,000 attending. Special guests were executives of carriers 
and their organizations, and of neighboring traffic clubs. E. J. 
Vohs, chairman of the president’s guest committee, headed the 
receiving line at a reception prior to the dinner. Arthur J. 
Gilmore, Great Lakes Transit Corporation, entertainment com- 
mittee chairman, had charge of arrangements. James A. Green, 
ey Potash and Chemical Company, club president, 
presided. 





The Texarkana Traffic Club held a meeting April 5 at 
the McCartney Hotel. Don Green spoke, in connection with 
Perfect Shipping and Careful Handling Month, on behalf of 
the shippers. L. Schnabel, superintendent, freight loss and 
damage claims, Texas and Pacific, Dallas, and J. F. Duesen- 
berry, district manager, car service division, Association of 
American Railroads, spoke. The film, “On Guard,” was shown. 
The next meeting will be held May 3. A fish fry will be held 
at the estate of B. S. Atkinson, retired vice-president, Louisiana 
and Arkansas Railway. 


Members of the Los Angeles Transportation Club, at their 
luncheon meeting April 15, heard Sheriff Eugene Biscailuz of 
Los Angeles County speak. Hilbert W. Peterson, district sales 
Manager, Pan-American Airways, will speak at the next lunch- 
eon, on “The Future of Aviation Transportation.” The club 
Intends to expand its educational work to include open forum 
discussions at evening meetings. 





More than 150 attended the annual dinner dance of the 
Canton, O., Traffic Club at the Belden Hotel April 9. Paul 


Kame had charge of arrangements and conducted a quiz con- 
est. 


The Traffic Study Club of Akron, O., will hold its annual 
banquet and election of officers May 2 at the Mayflower Hotel. 
John L. Collyer, president of the B. F. Goodrich Company, will 
Speak. Joseph Burns will be toastmaster. The following have 
been nominated for offices: President, E. W. Swartz, Dixie Ohio 
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Express; first vice-president, Francis N. Seitz, Baltimore and 
Ohio and W. H. Turner, Nickel Plate Railroad; second vice- 
president, A. R. Kress, Colonial Salt Company, R. W. Wett- 
styne, Firestone Tire and Rubber Company and S. G. Zybura, 
M. O’Neil Company; secretary-treasurer, E. E. Buteau, Fire- 
stone Tire and Rubber Company; directors, six to be elected, 
H. M. Blunt, Pennsylvania Railroad; H. W. Bowen, Erie Rail- 
road; J. M. Hopper, Baltimore and Ohio; J. A. Krimmer, Akron, 
Canton and Youngstown Railway; C. C. Loudon, B and L Motor 
Freight; Harold J. Secoy, Federal Express; P. M. Thomas, All 
States Freight; M. J. Zimmerman, Truckowners Freight; D. S. 
Brown, Ohio Edison Company; C. M. Kay, B. F. Goodrich Com- 
pany; Clyde Martin, Goodyear Tire and Rubber Company; 
C. C. Worrell, Pittsburgh Plate Glass Company. 





Members of the Traffic Club of Tulsa saw a film, “The 
American Way,” showing activities in the Tulsa schools, at their 
luncheon, April 16. W. F. Bruce, commercial agent for the 
Illinois Central, entertainment committee, chairman, arranged 
the showing. 





The Traffic and Foreign Trade Club of Galveston, Tex., 
observed Perfect Shipping and Careful Handling Month at its 
April 4 meeting. It had a large attendance. 





The Wyoming Valley Traffic Club, at its meeting April 10, 
at Berwick, Pa., elected the following officers: President, Fred 
A. Bross, district freight agent, Pennsylvania Railroad; vice- 
president, C. J. Blaker, assistant traffic manager, Hazard In- 
sulated Wire Works; secretary-treasurer, B. M. Bonham, local 
traffic manager, American Chain and Cable Company, Hazard 
Wire Rope Division; directors, W. C. Tiffany, traveling freight 
agent, Reading Company-Central Railroad of New Jersey; 
J. P. E. Price, vice-president and general manager of the 
Wyoming Sand and Stone Company. Prior to the meeting the 
club members visited the plant of the American Car and 
Foundry Company. Don Bates, traveler and newspaperman, 
spoke on “America’s Stake in World Affairs,” at the meeting. 





The Reading, Pa., Traffic Club will hold a dinner meeting 
May 2, at the Elks Club. C. E. Smith, vice-president, New 
York, New Haven and Hartford Railroad, will speak on and 
show films of “New England Yesterday and Today.” Beeber 
Gross has been appointed chairman of the club’s golf committee. 
W. B. Hunter, instructor of the club’s study group for two 
years, will continue to conduct the classes in the present year. 





At the annual meeting of the Traffic Club of the Lehigh 
Valley, at the Hotel Easton, Easton, Pa., April 15, the following 
officers were elected: President, Z. Lee Mathers, commercial 
agent, Delaware, Lackawanna and Western, Easton; first vice- 
president, William D. Hughes, traffic manager, Trojan Powder 
Company, Allentown, Pa.; second vice-president, B. J. Reilly, 
proprietor, Reilly Auto Transfer, Phillipsburg, N. J.; secretary, 
Paul Kocher, traffic director, Binney and Smith Company, 
Easton; treasurer, G. W. Thoma, traffic manager, Victor Balata 
and Textile Belting Company, Easton; members of the board of 
directors, Joseph M. Christle, Allentown; A. E. Enoch, Jr., 
Allentown; William A. Kratz, Philadelphia, and Louis M. Beam, 
Bath, Pa. The club will participate in a Perfect Shipping 
Month meeting at the Hotel Allen, Allentown, Pa., April 24. 





The following have been appointed to represent their re- 
spective clubs as delegates and alternates at the spring meet- 
ing of the Associated Traffic Clubs of America at Tulsa, Okla., 
May 13, 14 and 15: Traffic Club of Memphis: D. L. Jones, 
division freight agent, Mobile and Ohio; J. T. McElhinny, gen- 
eral agent, Georgia-Atlanta and West Point-Western Alabama 
railroads; J. F. Carlton, general agent, Atlanta, Birmingham 
and Coast. Transportation Club of St. Paul, George W. Hamil- 
ton. Traffic Club of Jacksonville, Fla.: A. H. Laney, Laney and 
Delcher Warehouse Company; C. E. Gorman, traveling freight 
agent, Norfolk and Western; E. R. Vaughn, district passenger 
agent, Illinois Central. Transportation Club of Dallas: E. M. 
Dosser, traffic manager, Dr. Pepper Company; Lamar W. Land, 
southwestern freight agent, Baltimore and Ohio-Alton; J. Y. 
Cassell, assistant general freight agent, Akron, Canton and 
Youngstown; J. H. Webberley, assistant general freight agent, 
St. Louis-San Francisco; Van Myers, traffic manager, Atlantic 
Refining Company; Charles Sorg, Jr., southwestern agent, 
Northern Pacific; Fred Gillette, Gillette Motor Transportation 
Company; L. M. Burrus, passenger representative, Chesapeake 
and Ohio. Traffic Club of St. Louis: Delegates, H. M. Cahill, 
A. M. Hunter, C. B. Sudborough, Carl Giessow, H. F. Klocker 
and H. S. Snow; alternates, J. H. Bauer, F. J. Lawler, G. W. 
Neudling, E. P. Curran, V. J. Graffigna and C. F. Hallenbeck. 
Junior Traffic Club of Chicago: L. B. Freeman, Grand Trunk 
Railway; William Noorlag, Jr., Chicago Association of Com- 
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merce; Jack Zorn, Chicago and North Western; James L. Mer- 
rick, Atchison, Topeka and Santa Fe; E. T. Hayes, Container 
Corporation of America; A. S. Beery, Railway Express Agency; 
L. T. Swanson, Chicago, Burlington and Quincy; J. E. Paulan, 
Acme Steel Company; Alex Kimmell, Baltimore and Ohio- 
Alton; W. J. Mitchell, Minneapolis, Northfield and Southern. 


J. A. M. Galilee, assistant advertising manager, Canadian 
Westinghouse Company, spoke on “Recent Advances in the 
World of Electricity,” at a meeting of the Traffic Club of 
Hamilton, Ont., at the Wentworth Arms Hotel, April 11. The 
club numbers 120 members. Chester Hill, chief clerk to the 
division freight agent, Canadian National, is president; Lloyd 
Liefso, Direct Transport Company, vice-president; Leonard 
Nielson, G. H. Cottrell Company, treasurer, and A. M. Johns, 
chief clerk to the district freight agent, Canadian Pacific, 
secretary. 


More than 600 shipper and carrier representatives attended 
the Perfect Shipping Month Meeting of the Transportation 
Club of the Rochester, N. Y., Chamber of Commerce in the 
chamber auditorium, April 17. Lewis Pilcher, secretary, freight 
claim division, Association of American Railroads, was the 
speaker. The vocafilm “On Guard’? was shown. C. S. Lang- 
worthy, president of the club, presided. Members of the club 
will make an inspection tour of the plant of the Rochester 
Productions Corporation, a division of General Motors. on 
May 3. The club will hold its annual outing at Manitou 
Beach, June 20. 


The motion picture, “Washington: Shrine of American 
Patriotism,” will be shown at a luncheon meeting of the Traffic 
Club of Kansas City, at the Hotel Continental, April 22. The 
club will hold its first golf outing of the season at the Milburne 
Course, May 10. It will act as host for an inter-club golf 
tournament, in which teams from the traffic clubs at Omaha, 
Des Moines, Lincoln, Sioux City and St. Joseph will participate, 
the date for which has been set as September 19. 


NEW YORK PRACTITIONERS ORGANIZE 


Practitioners before the Commission, members of the Asso- 
ciation of Interstate Commerce Commission Practitioners in 
New York, New Jersey and Connecticut, met in New York 
April 11, and organized the Metropolitan New York Chapter 
of the association. Parker McCollester, regional vice-president 
of the association, presided. Wilbur La Roe, president, spoke 
on the aims and purposes of the national organization. The 
following chapter officers were elected: 





Chairman, Edwin H. Burgess, general solicitor, Lehigh Valley 
Railroad; vice-chairman, Albert C. Welch, traffic director, Brooklyn 
Chamber of Commerce; secretary-treasurer, J. A. Lieberman, attorney; 
members of the executive committee, C. J. Fagg, manager, Newark 


Chamber of Commerce; A. W. Heckman, counsel, New Jersey Motor 
Truck Association; Harper Holt, attorney, and E. W. Kerwin, general 
traffic manager, Loose-Wiles Biscuit Company. 


CHICAGO PASSENGER SALES MEETING 


The annual dinner and sales meeting of railroad passenger 
traffic respresentatives in Chicago, sponsored jointly by the 
Central Passenger Association and the Western Passenger As- 
sociation, will be held April 29, at the Stevens Hotel. More 
than 1,000 are expected to attend. The speaker will be D. Lee 
Dolan, chief of the department of transport, Canadian Travel 
Bureau. There will be other features intended to assist pas- 
senger representatives in the sale of railroad transportation. 


POPULARITY OF C. & N. W.’S 400 INCREASES 


Travel on the 400, streamliner of the Chicago and North 
Western between Chicago and the Twin Cities, was 63 per cent 
higher in March, 1940, than in March, 1939, according to R. L. 
Williams, chief executive officer of the railroad. In the first 
full five months of the operation of the streamlined equipment, 
which went in service late in September, 1939, travel on the 
train was up 51.9 per cent as compared with the same five 
months’ period of a year earlier, he said. 


CHANGES IN DOCKET 
Hearing in I. & S. M-982, assigned for April 17, at Little Rock 
Ark., was cancelled. 
Hearing in MC 28960, Sub. 1, assigned for April 17, at Nashville, 


Tenn., was cancelled. 
Hearing in MC 60393, Sub. 1, assigned for April 18, at the State 
Commission, Springfield, Ill., was transferred to the U. S. Court. 
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Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WorLD. New assignment 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to saow the change in this 
docket will be noted elsewhere. 


April 22—Asheville, N. C.—Battery Park Hotel—Examiner McCaslin: 
MC 74367—Wright Motor Lines, Asheville, certificate. 

April 22—Boston, Mass.—Hotel Manger—Examiner Livingstone: 
MC 96163—H. Longwell, Worcester, Mass., certificate. 
MC 22504—D. C. Andrews & Co. of Mass., Boston 


April 22—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 73905—Hermans Storage Warehouse Co., Inc., New York, N. Y., 
certificate or permit. 
MC 74438, Sub. 1—Charles Wagenseil, Jr., Inc., Brooklyn, permit to 
extend operations. 
April 22—Davenport, la.—U. S. Court—Jt. Bd. 54: 
MC 2029, Sub. 1—Moeller Trucking, Eldridge, Ia., certificate. 
MC 101180—Henry Transportation, Ladora, Ia., certificate. 
April 22—Denver, Colo.—Public Utilities—Examiner Hinely: 
MC F-1164—Weicker Transfer & Storage Co., merger, Weicker Trans- 
portation Co. 
April 22—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 9259, Sub. 8—Bowen Motor Coaches, Fort Worth, Tex., certificate 
to extend operations. 


April 22—Little Rock, Ark.—Hotel Marion—Jt. Bds. 109 and 218: 
MC 889, Sub. 3—Southeast Arkansas Freight Lines, Inc., Pine Bluff, 
Ark., certificate to extend operations. 
MC 101379—Parker’s Transfer, Dermott, Ark., certificate. 
April 22—Minneapolis, Minn.—Hotel Nicollet—Examiner Peterson: 
1. & S. M-999—Sweeping compounds, Twin Cities to eastern Wisconsin, 
April 22—Philadelphia, Pa.—Hotel Adelphia—Examiner Sullivan: 
1. & S. M-1002—Horlacher Delivery Service, commodities from and to 
-_ < 
April 22—Roswell, N. M.—U. S. Court—Jt. Bd. 33: 
MC 26369, Subs. 1 and 2—J. W. Walton, Eunice, N. M. 
April 22—St. Louis, Mo.—Court & Customs Bldg.—Examiner Hender- 
son: 
MC 46200, Sub. 1—Sirkin and Needles Moving Co., St. Louis, cer- 
tificate to extend operations. 
April 22—Toledo, O.—Secor Hotel—Examiner Maidens and Jt. Bd. 9: 
MC 30416—Sentle Trucking Co., Toledo. 
April 23—Asheville, N. C.—Battery Park Hotel—Jt. Bd. 103: 
MC 38925, Sub. 3—New South Express Lines, Inc., Columbia, S. C., 
certificate to extend operations. 
April 23—Boston, Mass.—Hotel Manger—Examiner Livingstone: 
MC 84725—Central Motor Trucking, Waltham, Mass., certificate or 
permit. 
MC 101072—I. Mindes, Mattapan, Mass., permit. 
April 23—Brooklyn, N. ¥Y.—Hotel St. George—Examiner Fuller: 
28204—-State of New Jersey vs. B. & O. et al. 
28299—City of Jersey City, State of New Jersey vs. B. & O. et al. 


April 23—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 51393—B. Rosenheim, New York, N. Y. 


April 23—Cleveland, O.—Carter Hotel—Jt. Bd. 9: 
MC 81843, Sub. 2—Sprankle Trucking Co., Willoughby, O. 


April 23—Davenport, la.—U. S. Court—J. Bd. 54: 
MC 11604, Sub. 1—O. J. Bartheld, Lansing, Ia., certificate. 
MC 89104, Sub. 1—C. Jorgensen, Oelwein, Ia., permit to extend op- 


erations. 
MC 101127—Kelly Central Transportation Co., Iowa City, Ia., certif- 
icate. 
April 23—Decatur, !!1.—Orlando Hotel—Examiner Weaver: 


1. & S. 4736—Switching charges at Decatur, III. 

Ex Parte 104, part 2—Practices of carriers affecting operating revenues 
or expenses, terminal services, A. E, Staley Manufacturing Co. 
terminal allowance. 


April 23—Little Rock, Ark.—Hotel Marion—Jt. Bds. 247 and 288: 
MC 61935, Sub. 1—Fred Jones Truck Line, Harrison, Ark., certificate 
to extend operations. 
MC 101344—I. H. Whorton, Russellville, Ark., permit. 
April 23—Minneapolis, Minn.—Nicollet Hotel—Jt. Bd. 219 and Examiner 
Cunningham: 
MC 1417—Red Truck Line, St. Paul, Minn., certificate or permit. 
April 23—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 179: 
MC 86457—Scurlock Transfer & Storage Co., Columbia, Mo., certificate. 
April 24—Alexandria, La.—U. S. Court—Jt. Bd. 164: 
MC 30012, Sub. 3—T. S. C. Motor Freight Lines, Inc., Houston, Tex., 
certificate to extend operations. 
April 24—Boston, Mass.—Hotel Manger—Examiner Livingstone: 
MC 85008—City Oil Transportation, Haverhil), Mass., certificat« 
April 24—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 72009—Z. & M. Coach Co., Inc., Jamaica, L. I., N. Y., certificate 
or permit. 
MC 75781—J. Heller Trucking Corp., New York, N, Y., common cal- 
rier application, 
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The New, 
TD-6 


International Harvester’s new small TD-6 Diesel 
TracTracTor is the best tractor news in a long time for 
users who need the powerful versatility of a small 
crawler with the fuel economy of International’s full 


Diesel engine. 


The TD-6, smallest of International’s four new Diesel 
crawler tractors, is only 104 inches long . . . a flexible, 
easily-maneuvered unit for working in close quarters. 
It gets its snooth-flowing power from the International 


full Diesel engine. That means operating costs are cut 


INTERNATIONAL 
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Small INTERNATIONAL 
DIESEL TracTracTor 





right from the start. You save on fuel; you get the added 


International quick-starting feature. 


Fast gear shifting, five forward speeds, operator com- 
fort, accessible controls, and adjustable levers and 
pedals are other features that combine to make the 
TD-6 the outstanding crawler value in its class. See 
the nearby International industrial power dealer or 
Company-owned branch for information on the TD-6 
and its three larger brothers in the International line. 


INTERNATIONAL HARVESTER COMPANY 


(Incorporated) 


180 North Michigan Avenue Chicago, Illinois 


Industrial Power 







































































































































Personal Notes 





W. A. Little has been elected vice-president and _ traffic 
manager of the Missouri and Arkansas Railway, with head- 
quarters at Harrison, Ark. 

R. C. Dodge has been appointed general traffic manager of 
Gordons Transport System, with headquarters at Memphis. 
He has been general traffic manager of the Southwestern Trans- 
portation Company, at Texarkana. 

The following changes have be2n announced by the North- 
ern Pacific Railway: Neil Baird has been appointed general 
agent, passenger department, Washington, D. C., where the 
company opened new offices. L. Herchelroth, traveling pas- 
senger agent in that territory, has been appointed assistant to 
Mr. Baird. W. F. Goodknight, general agent, freight depart- 
ment, Kansas City, will assume charge of both freight and 
passenger service at that point. Frank Harlan, district pas- 
senger agent at Des Moines, has been transferred to Chicago, 
with the same title, and will continue to cover the Des Moines 
area. L. A. Anderson, traveling freight agent at Denver, has 
been appointed general agent there. 

E. L. Luckett has been appointed traveling freight and 
passenger agent, with headquarters at Wichita Falls, for the 
Missouri-Kansas-Texas Railroad Company of Texas. 

Charles T. Walker and Joseph F. Ward have been ap- 
pointed assistant general freight agents for the Inter-State 
Motor Freight System at Cincinnati and Boston, respectively. 
Charles W. Stonebarger has been appointed a sales representa- 
tive of the company at Dayton, O. J. A. McCarthy, Wheeling, 
W. Va., John P. Mayer, Springfield, Mass., and Anthony Kasper, 
Niagara Falls, N. Y., have been appointed terminal managers 
at those points. 

The following have been appointed representatives of the 
Kansas City Southern and the Louisiana and Arkansas Rail- 
ways at Baton Rouge, La.: F. H. Strong, general agent; R. M. 
Scott, assistant general agent; William C. Schmidt, commercial 
agent. 

Caleb W. Shiply, former president of the Trailmobile Com- 
pany, one of the predecessors of the Trailer Company of 
America, died at Cincinnati, April 7. 

Howard G. Mayer has been appointed official publicity rep- 
resentative for the Chicago and North Western, at Chicago. 
Frank Koval and Clinton Youle will be his assistants. 

J. A. Forsyth, president and general manager of the Chi- 
cago, New York and Boston Refrigerator Company, Chicago, 
has retired. J. M. Parramore has been elected his successor. 

James T. Davin, district traffic manager, Bethlehem Steel 
Company, Chicago, has been transferred to the general traffic 
department at Bethlehem, Pa. Paul A. Fryer succeeds him 
at Chicago. Ed Haugh has been appointed rate clerk at 
Chicago. 

H. R. Steinfeld has been appointed general agent for the 
Texas Electric Railway, at Chicago. 

George D. Hood, superintendent of telegraph for the Chi- 
cago, Rock Island and Pacific for 24 years, will retire May 1. 
He has made his headquarters at Chicago. 

A. D. Carleton has been appointed traffic manager for the 
Standard Oil Company, of California, at San Francisco, Cal. 

E. A. Jimison, Lykes Brothers Steamship Company, was 
elected president of the Propeller Club of New Orleans. He 
succeeds Louis B. Pate, Mississippi Shipping Company. 

Gerald T. Boyle has been appointed general traffic manager 
for Wishnick-Tumpeer, Inc., at New York. 

Frank S. Henline, secretary, Nebraska Petroleum Mar- 
keters, has been named director of the Midwest Highway 
Users’ Conference to be held at Lincoln, Neb., May 9, 10 and 11. 

N. O. Pedrick and Louis B. Pate, president and vice- 
president respectively of the Mississippi Shipping Company, 
New Orleans, were decorated with the Brazilian Order of the 
Southern Cross, at ceremonies on board the line’s ship Delnorte 
at New Orleans, for their efforts in fostering commercial rela- 
tions between the United States and Brazil. The decorations 
were conferred by P. Nabuco de Abreu, Jr., consul of Brazil 
at New Orleans. 

The following appointments have been announced by the 
Norfolk and Western Railway: F. E. Taylor, terminal train- 
master at Cincinnati; J. J. Thompson, assistant trainmaster 
of the Pocahontas division, Williamson, W. Va.; J. C. Coxe, 
general yardmaster at Weller Yard, Va.; T. R. Smoot, as- 
sistant trainmaster, Radford division; J .E. Lightfoot, yard- 
master at Auville Yard, Iaeger, W. Va.; J. W. Grace, assistant 
yardmaster at Portsmouth, O.; W. R. Jackson, assistant road 
foreman of engines, Scioto division, Portsmouth, succeeding 
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M. P. Smith, who has retired; W. A. Noell, assistant road fore. 
man of engines, Radford division. 

The American Trucking Associations, Inc., has announced 
appointment of E. R. Egger, who has been public relations 
director of the Central Motor Freight Association, Chicago, 
to handle public relations in connection with the publicity and 
advertising campaign of the organization. His headquariers 
will be at Washington. 

Theodore Nowicki has been appointed manager of the 
European department, Judson-Sheldon Company; E. H. Luh- 
mann, manager of the Far East department, and John Siggins, 
manager of the South American department, at New York. 

Henry Tideman, assistant chief electrical engineer, city 
of Chicago, will speak on “The American Philosophy,” at a 
dinner meeting of the Traffic Men’s Association of America 
at the Sherman Hotel, Chicago, April 23. Missouri Pacific 
motion pictures of Chicago will be shown. 

Oscar Johnson, president, National Cotton Council, and 
president of the Delta and Pine Land Company, Scott, Miss., 
was elected a director of the Illinois Central System at a meet- 
ing of the railroad’s board at Memphis, Tenn., April 18. 

The Cleveland Motor Transportation Association has 
elected the following officers: President, R. H. Jantz, exec- 
utive vice-president, Ramus Trucking Lines, Inc.; vice-presi- 
dent, Barney M. Bryan, district general freight agent, Ship- 
pers’ Freight Forwarding Company; treasurer, R. E. Pempin, 
traffic manager, C. A. B. Y. Transportation Company; secre- 
tary, Edwin C. Reminger, attorney; members of the board of 
directors, M. C. Abger, assistant freight traffic manager, 
Keeshin Motor Express Company; C. R. Allison, president, 
Cleveland and Chicago Motor Express Company; Max S. Berg- 
man, manager, Lyons Transportation Company; Henry E. 
Boyer, general freight agent, Trucking, Inc.; R. G. Burdette, 
general agent, Wolverine Express Company; W. H. Mills, gen- 
eral agent, Norwalk Truck Line Company; J. C. Sennett, gen- 
eral agent, Liberty Highway Company. 

Stockholders of the American Airlines, Inc., at their an- 
nual meeting April 17 at Wilmington, Del., elected the following 
four new directors: Thomas S. Hammond, president, Whiting 
Corporation, Harvey, Ill.; Walter S. McLucas, chairman, Na- 
tional Bank of Detroit; Edgar M. Queeny, president, Monsanto 
Chemical Corporation, St. Louis, Mo., and H. K. Rulison, sec- 
retary and assistant treasurer, American Airlines. The fol- 
lowing directors were reelected: Harold T. Ames, Harry E. 
Benedict, James Bruce, Francis A. Callery, Amon G. Carter, 
Ralph S. Damon, Silliman Evans, Chandler Hovey, David S. 
Ingalls, Charles A. Rheinstrom and C. R. Smith. 

The stockholders of the Atlantic Coast Line Railroad, at 
their annual meeting at Richmond, Va., April 16, elected C. 
McD. Davis executive vice-president. His headquarters will 
be at Wilmington, N. C. 








April 24—Cincinnati, O.—Netherland Plaza Hotel—Examiner Wilkins: 
28374—-Silverton Supply Co. vs. N. & W. et al. 
28379—-Gentile Bros. Co. vs. A. C. L. et al. 
April 24—Davenport, la.—U. S. Court—Examiner Harrison and Jt. Bd. 
144: 
MC 69596, Sub. 1—A. Runde, East Dubuque, III. 
MC 101230—M. Billmeyer, Delhi, Ia., certificate. 
April 24—Dubuque, la.—U. S. Court—Jt. Bd. 92: 
MC 75968, Sub. 1—Tumph Truck Line, Waukon, Ia., permit. 
MC 101063—C. Reggentine, Jr., Hopkinton, Ia., permit. 
April 24—Little Rock, Ark.—Marion Hotel—Jt. Bd. 38: 
MC C-124—Bryant Truck Lines et al. vs. Hardin Truck Lines. 
April 24—Little Rock, Ark.—Marion Hotel—Jt. Bd. 215: 
MC 7416, Sub. 1—Red Line Transfer & Storage Co., Pine Bluff, Ark. 
April 24—St. Louis, Mo.—Court & Customs Bldg.—Examiner Hender- 
son and Jt. Bd. 135: 
MC 61969—Blake’s Transport Co., Paris, Tenn. 
MC 101169—L. Messerly, St. Louis, certificate. 
April 24—Toledo, O.—Hotel Secor—Jt. Bd. 57: 
MC 30727, Sub. 1—Billy Baker Co., Toledo, certificate to extend op- 


erations. 
April 24—Washington, D. C.—Examiner Valentine: 
Fourth section application 18233—Watermelons to Chattanooga, Tenn. 


April 24—Wichita, Kan.—Broadview Hotel—Jt. Bd. 307: 


MC 52054, Sub. 1—S and C Transport Co., Hutchinson, Kan., cer- 
tificate to extend operations. 


April 25—Billings, Mont.—Northern Hotel—Jt. Bd. 265: 
MC F-1150—L. B. Morrison, purchase, J. E. and H. R. Nielsen. 
April 25—Brooklyn, N. ¥Y.—Hotel St. George—Examiner Burns: 
MC 76888—Equity Express, Inc., New York, N. Y. 
April 25—Davenport, la.—U. S. Court—Jt. Bd. 92: 


MC 58948, Sub. 5—Union Transfer Co., Omaha, Neb., certificate to 
extend operations. 


April 25—Denver, Colo.—Public Utilities—Jt. Bds. 31 and 198: 
MC 50050, Sub. 2—H. H. Edwards, North Platte, Neb. 
MC 73675, Sub. 1—Gallagher Transfer and Storage Co., Denver, cer 
tificate to extend operations. 
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Norfolk and Western scales — ranging from 
huge track scales with capacities of hundreds of 
thousands of pounds to delicate precision scales 
that measure exactly the fractional part of a grain 
— are always kept in faultless condition. All 
N. & W. scales are checked regularly with the 
railway’s Plate-Fulcrum Master Scale — one of 
only three in the United States. In turn, the Master 
Scale is checked regularly by experts of the 
United States Bureau of Standards and put under 
government seal. Thus, your freight is weighed 
with precision. It is handled with care and moved 
on time-saving schedules when shipped over the 
Norfolk and Western Railway .. . the route 
between the Midwest and the Virginias and Caro- 
linas, and between the North and the South. 
Specify the Norfolk and Western for Precision 
Transportation. 


HAGERSTOWN, MD. 
e 


CINCINNATI. a ae ae 
RICHMOND. 
ani Ros ° oy 


© HOPEWELL. VA. 
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PETERSBURG. VA. 
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April 25—Dubuque, la.—U. S. Court—Jt. Bds. 54 and 111: 
MC 69054, Sub. 1—Rowley Interstate Transportation Co., Galena, ‘ll, 
certificate to extend cperations. 
MC 96131—George Raine, Truckers, Cuba City, Wis., certificate. 


April 25—Little Rock, Ark.—Hotel Marion—Jt. Bd. 38: 

MC 52468—Jones Truck Line, Springdale, Ark., certificate or permit. 
April 25—Roanoke, Va.—Hotel Patrick Henry—Commissioner Alldredge 
* MC 43683, Sub. 3—Baker Driveaway Co., Inc., Detroit, Mich., ver. 

tificate to extend operations. 
April 25—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bds. 135 and 160: 

MC 93908—O. Hecker, St. Louis. 

MC 101082—S. D. Thompson, Centralia, Ill., permit. 


April 25—Toledo, O.—Hotel Secor—Jt. Bds. 117 and 57: 
MC 6945, Sub. 1—National Transit Corp., Detroit, Mich., certificate to 
extend operations. 
MC 100383, Sub. 3—Lima Crude Transit Co., Bettsville, O., permit to 
extend operations. 
April 25—Trenton, N. J.—State Comm.—Examiner Lyle: 
Finance 12779—Application of Trenton-Princeton Traction Co. for 
certificate permitting abandonment of line extending from Trenton 
to Princeton, N. J. 


April 25—Wichita, Kan.—Broadview Hotel—Jt. Bds. 52 and 39: 
MC 54523, Sub. 1—Central Kansas Transit, Wichita, certificate to ex- 
tend operations. 
April 26—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 80428—H. L. & F. McBride, Goshen, N. Y., certificate. 
MC 80429—H. L. & F. McBride, Goshen, N. Y., permit. 


April 26—Davenport, ta.—U. S. Court—Examiner Harrison: 
MC 45591, Sub. 1—Maher Bros., Iowa City, Ia., certificate to extend 
operations. 
MC 101174—L. K. Berry, Cedar Rapids, Ia., certificate. 
April 26—Denver, Colo.—Public Utilities—Jt. Bds. 43 and 126: 
MC 10124, Sub. 1—Law Motor Line, Rocky Ford, Colo., certificate to 
extend operations. 
MC 101158—Colorado-Big Thompson Transportation Co., Denver, cer- 
tificate. 
April 26—Dubuque, la.—U. S. Court—Jt. Bd. 92: 
MC 19778, Sub. 3—C. M. St. P. & P. R. R. Co., Chicago, certificate to 
extend operations. 
April 26—Louisville, Ky.—Brown Hotel—Examiner Wilkins: 
* |. & S. 4773—Whiskey, Frankfort, Ky., to Lawrenceburg, Ind. 
April 26—Roanoke, Va.—Patrick Henry Hotel—Commissioner Alldredge 
MC 96066—Pearsall Furniture Storage Transfer, Roanoke, certificate. 
April 26—Shreveport, La.—Washington Youree Hotel—Jt. Bds. 165 
and 35: 
MC 100766—Jordan Truck Line, Arcadia, La., certificate. 
MC 28651, Sub. 2—Haynesville Motor Freight, Haynesville, La., cer- 
tificate to extend operations. 
April 26—St. Louis, Mo.-—Court & Customs Bldg.—Jt. Bd. 135: 
MC 16007, Sub. 2—M. & G. Contract Service Co., Muskogee, Okla., 
permit to extend operations. 
MC 10100i1—A. Hagemeier, Nakomis, Ill., permit. 
April 26—Toledo, O.—Hotel Secor—Jt. Bd. 117: 
MC 101189—Toledo & Indiana Coach Co., Toledo, certificate. 


April 26—Wichita, Kan.—Broadview Hotel—Examiner Dawson: 
MC 58938, Sub. 2—Squaw Transit Co., Coffeyville, Kan., permit to ex- 
tend operations. 
April 27—Boston, Mass.—Hotel Manger—Examiner Livingstone: 
MC 29681, Sub. 1—C. & L. Transportation, Cambridge, Mass., permit 
to extend operations. 


April 27—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 79774—Sucato’s Express, Poughkeepsie, N. Y. 


April 27—Davenport, ta.—U. S. Court—Examiner Harrison: 
MC 101144—H. Groth, Colesburg, Ia., permit. 


April 27—Denver, Colo.—Public Utilities—Jt. Bds. 125 and 126: 
MC 89857—Young Brothers Storage and Transfer Co., Denver, cer- 
tificate. 
MC 101076—L. M. Morgan, Monte Vista, Colo., certificate. 


April 27—Dubuque, la.—U. S. Court—Examiner Proudley: 
1. & S. M-979—Canned goods, Indianapolis, Ind., to Iowa. 


| April 27—Shreveport, La.—Washington Youree Hotel—Jt. Bd. 164: 
MC 50147—Central Storage & Transfer Co., Inc., Shreveport, cer- 
tificate. 


April 27—Spokane, Wash.—Davenport Hotel—Examiner Hinely: 
MC F-1169—United Truck Lines, Inc., purchase, Beardmore Transfer 
Line, Inc. 
April 27—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 135: 
MC 3369, Sub. 1—White Excavation and Debris Hauling Co., St. Louls, 
Mo., certificate to extend operations. 
April 27—Toledo, O.—Hotel Secor—Examiner Maidens: 
MC 94459, Sub. 1—Shepler-Curry Co., Toledo, certificate or permit to 
extend operations. 
April 29—Boston, Mass.—Hotel Manger—Jt. Bd. 134: 
MC 7674, Sub. 1—Leonard Bonome, Quincy, Mass., certificate to eX- 
tend operations. 
MC 101196—S. Ostrovitz, Everett, Mass., permit. 


April 29—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
| MC 19496—Owens Truckmen, New York, N. Y., certificate. 
April 29—Davenport, la.—U. S. Court—Jt. Bd. 54: 

MC 101264—L. Hitchcock, Davenport, permit. 

MC 101267—H. E. Muller, Victor, Ia., certificate. 


April 29—Denver, Colo.—Public Utilities—Examiner Corcoran: 
MC 89018, Sub. 3—Nelson Brothers, Colorado Springs, Colo. 
MC 101203—Kelp Transportation Co., Denver, permit. 
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EFFICIENT * * 
ECONOMICAL 
HANDLING 


IS ACCORDED YOUR SHIPMENTS 


at 


PORT HOUSTON 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 











Ask shippers what they want—then do 
everything possible to see that they get it. 
Briefly, that is the basis for the Union Pacific 
planned program of freight service. “Door 
to door’ pickup-and-delivery .. . faster 
schedules ... modern equipment and facili- 


ties...close cooperation with shippers at all 






















times ... comprise what may well be called 
“Progressive Freight Service” timed to pres- 


ent-day marketing. Call on us—at any time. 










L. T. WILCOX 
General Freight Traffic Manager 
Union Pacific Railroad 
Omaha, Nebr. 


Union Pacific Railroad 


Road of the STREAMLINERS and the CHALLENGERS 









United Air Lines’ low 
fares make it possible 
to fly at costs no 
greater than driving 


an automobile. 


Ask the United office in your 
city for complete information 
on United’s economical fares 
and fast, frequent schedules. 


Service to 38 cities. 


CENTRAL 
CALIFORNIA 


Sewed by 
Low Freight Rates 
from 
STOCKTON 












PORT of STOCKTON 
Discharge on Marine 
Bills of Lading 














TRAFFIC WOR) 



















April 29—Fort Dodge, la.—Federal Bldg.—Jt. Bd. 144: 
MC 96119—J. H. Johnson, Jr., Luverne, Ia., certificate. 
MC 101236—Studer Bros., Clairon, Ia., certificate. 


April 29—Providence, R. 1.—State Office Bldg.—Jt. Bd. 18: 
MC C-165—New England Motor Rate Bureau, Inc., vs. Lewers Trang. 
portation Co. 


April 29—Roanoke, Va.—Patrick Henry Hotel—Commissioner Ai ldreqg 
MC 101149—Twin City Warehouse Co., Bluefield, Va., permit. 
April 29—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC F-1182—Humphries Transport, Inc., merger, Star Motor Freijgp; 
Inc. 
April 29—Shreveport, La.—Washington Youree Hotel—Jt. Bd. 164: 
MC 61437, Sub. 1—K. C. S. Ry. Co., Kansas City, Mo., certificate 
extend operations. 
April 29—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 135 
MC 96161—E. Roberts, Maplewood, Mo., permit. 
MC 101224—Schaerer ‘Truck Service, St. Louis, permit. 
April 29—Washington, D. C.—Examiner Vinskey: 
MC 101265—Washington Trailer Co., Washington, D. C., certificate. 
April 29—Waterloo, la.—Federal Bldg.—Examiner McGrath: 
28444—Waterloo Fruit & Commission Co. vs. Ill. Cent. et a 


April 29—Toledo, O.—Hotel Secor—Examiner Maidens: 
MC 49090, Sub. 2—Viers Truck Line, Woodville, O., permit to exteng 
operations. 
MC 43436—Toledo Merchants Delivery Co., Toledo, certificate. 
MC 49090, Sub. 3—Viers Truck Line, Woodville, O., permit to exten 
operations. 


April 29—Wichita, Kan.—Broadview Hotel—Examiner Dawson 
MC 59823, Sub. 2—Hickerson Brothers, Great Bend, Kan., certificate 
to extend operations. 
1. & S. M-954—Burch Truck Line, commodities in midwestern states, 
April 30—Bluefield, W. Va.—U. S. Court—Examiner McCaslin 
MC 100940—Service Storage & Transfer Co., Bluefield, W. Va., per- 
mit. 
April 30—Boston, Mass.—Hotel Manger—Jt. Bd. 18: 
MC 6741, Sub. 2—Willey’s Express, Laconia, N. H., certificate to 
extend operations. 
April 30—Boston, Mass.—Hotel Manger—Jt. Bd. 134: 
MC 6741, Sub. 1—F. S. Willey Co., Inc., Laconia, N. H. 


April 30—Brooklyn, N. Y.—Hotel St. George—Examiner Burns 
1. & S. M-1012—Liberty Motor Freight, commodities between easte 
and central states. 
April 30—Davenport, la.—U. S. Court—Jt. Bd. 54: 
MC 101258—R. L. Steinbeck, Rubio, Ia., certificate. 


April 30—Fort Dodge, la.—Federal Bldg.—Jt. Bds. 136 and 138: 
MC 95084, Sub. 1—M. A. Hove, Stanhope, Ia., certificate or pern 
to extend operations. 
MC 101048—O. Smith, Breda, Ia., certificate. 
April 30—Providence, R. |.—State Office Bldg.—Jt. Bd. 134: 
MC 101077—Edgar Peltier Trucking, Natick, R. I., certificate. 
MC 101168—J. J. Keenan, Providence, certificate. 
April 30—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 135: 
MC 96110—W. I. Woodside, DuQuoin, IIl., certificate. 
MC 96192—M and M Automobile Road Service, St. Louis, certificate 


April 30—Texarkana, Tex.—Federal Bldg.—Jt. Bd. 152: 
MC 92974, Sub. 1—T. G. Hunter, Texarkana, Tex., certificate to ex- 
tend operations 


April 30—Toledo, O.—Hotel Secor—Examiner Maidens: 
MC 73652 and. MC 93695, Sub. 6—Paul L. Butler, Inc., Toledo, certif- 
icate. 
MC 73652, Sub. 1—P. Butler, Toledo. 


April 30—Washington, D. C.—Examiner Boyden: 

Finance 12545—Fort Dodge, Des Moines & Southern reorganization 

April 30—Washington, D. C.—Examiner Wilkins: 

* Fourth section application 18311—Iron and steel articles, Kansas City 
Mo-Kan., St. Joseph, Mo., Atchison and Leavenworth, Kan., Min 
nequa and Pueblo, Colo., to New Orleans, La. 

* Fourth section application 18250—Iren and steel articles, points 0 
official (including Illinois Freight Assn.) and southern territories 
to Gulf ports. 


April 30—Wichita, Kan.—Broadview Hotel—Examiner Dawson: 
MC 61148, Sub. 1—Revell Truck Service, Ellinwood, Kan., certificate 
to extend operations. 


May 1—Bluefield, W. Va.—U. S. Court—Jt. Bd. 245: 
MC 96079—Kelly Crawford Transfer, Richlands, Va., permit 
MC 96080—Morris Crawford Transfer, Richlands, Va., permit. 


May 1—Boston, Mass.—Hotel Manger—Jt. Bds. 328 and 134: ; 
MC 48916, Sub. 1—State Trucking Co., Boston (Dorchester District) 
Mass., certificate to extend operations. 
MC 101182—L. S. Gilligan, Weymouth, Mass., certificate. 


May 1—Brooklyn, N. Y.—Hotel St. George—Examiner Burns 
MC 3168—Baker’s Horse Transportation, Inc., New York, N. Y. | 
MC 2538—Lawson Transportation Lines, Jamestown, N. Y., certificate 
or permit. 


May i—Chicago, II1.—Hotel Sherman—Examiner Harrison: 
MC C-156—Zion Industries, Inc., vs. Webber Cartage Lines, 
MC 75001—Parkhills’ Tours, Inc., Champaign, II. 

May 1—Denver, Colo.—Public Utilities—Examiner McGrath 
28389—-A. D. Radinsky vs. C. B. & Q. et al. 

May 1—Fort Dodge, la.—Federal Bldg.—Examiner Proudley: 
MC 96118—G. Davis, Livermore, Ia., certificate. ; 
MC 95927, Sub. 1—R. Lee, Webster City, Ia., certificate to extent 

operations. 
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May 1—Nashville, Tenn.—Andrew Jackson Hotel—Jt. Bd. 209: 
MC 30073, Sub. 1—Johnson Freight Lines, Inc., Chattanooga, Tenn., 
certificate or permit. 
May 1—Olympia, Wash.—Dept. of Public Service—Jt. Bd. 45: 
MC F-1134—G. Robertson, purchase, City Transfer Co., Inc. 
May 1—Providence, R. 1.—State Office Bldg.—Jt. Bd. 134: 
MC 95636, Sub. 1—Lew’s Moving, Pawtucket, R. I., certificate. 
MC 100661—Sullivan Bros., Providence. 
May 1—Salt Lake City, Utah—Public Service Comm.—Examiner Olen- 
tine: 
|, & S. M-991—Shipman Bros., contract charges between Calif. and 
Idaho. 
May 1—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 135: 
MC 3772—P. J. Hamill Transfer Co., St. Louis. 
MC 15879, Sub. 1—N. W. Federhofer Drayage, St. Louis, permit to 
extend operations. 
May 1—Texarkana, Tex.—Federal Bldg.—Jt. Bd. 288: 
mc 101028—G. C. Henson, Texarkana. 
May 1—Toledo, O.—Hotel Secor—Examiner Maidens: 
MC 39723—F. Heisler, Willard, O., certificate or permit. 
May 1—Washington, D. C.—Argument: 
97469—Virginia Lime Products Co., Inc., vs. C. & O. 
|. & S. 4751—Potatoes, west to official territory. 
May 1—Washington, D. C.—Examiner Weems: 
* |, & S. 4778—Pulpwood, River Junction to Port St. Joe, Fla. 
May 1—Wichita, Kan.—Broadview Hotel—Examiner Dawson: 
MC 66358, Sub. 1—O. P. Danner, Wichita, certificate to extend op- 
erations. 
MC 101064—K. R. Spencer, St. John, Kan., certificate. 
May 2—Bluefield, W. Va.—U. S. Court—Jt. Bd. 245: 
MC 77773—C. H. Johnson, Narrows, Va., certificate or permit. 
May 2—Boston, Mass.—Hotel Manger—Jt. Bd. 18: 
MC 79476, Sub. 1—Young’s Motor Truck Service, 
certificate to extend operations. 
McC 100848, Sub. 1—James P. Hahesy, Inc., Medford, Mass., certificate 
to extend operations. 


May 2—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 2339—H. Radin, East Orange, N. J. 
MC 101134—Aro Coaches, Inc., Jersey City, N. J., certificate. 
May 2—Chicago, IIl.—Sherman Hotel—Examiner Linn: 
MC 28005—Ready Truck Lines, Chicago. 
May 2—Chicago, IIl.—Sherman Hotel—Jt. Bds. 21 and 17: 
MC 8159, Sub. 2—Schappi Bus Line, Inc., Calumet City, III. 
MC 38899—Fulton Motor Service, Chicago. 


May 2—Des Moines, la.—Hotel Kirkwood—Examiner Proudley: 
MC 60424, Sub. ‘1—Conway & Son, Carroll, Ia., certificate. 


Taunton, Mass., 





Digest of New Complaints 





MC C-168, sugar, Baltimore to western Pennsylvania. 

Investigation instituted by the Commission, division 2, on its own 
motion, inte the reasonableness and lawfulness, otherwise, of the 
rates and charges, and the rules, regulations and practices appli- 
cable to the transportation of sugar by motor by the Kerna Trans- 
fer, of Pittsburg, Pa., from Baltimore, Md., to points in western 
Pennsylvania. 

No. 28373, Sub. No. 1, Alexander Marketing Co., Inc., San Benito, Tex., 
et al. vs. A. G. S. et al. 

Rates and charges, mixed carloads of vegetables, points in Texas 








POSITION WANTED—Traffic Manager, 38, twenty years’ experi- 
ence in all phases of traffic and transportation management, desires 
change. Address Box JP-1, Traffic World. 











‘OPPORTUNITIES 


IN TRAFFIC MANAGEMENT” 


This book points the way to the higher 
Positions in the field of Traffic Manage- 
ment. it tells how men once on small 
salaries have demonstrated their ability 
‘0 make savings for the companies they 
work for and thus rise to more respon- 
sible positions. The field of Traffic Man- 
agement offers real opportunity only to 
the man who knows. Spare time study 
and the will to succeed have pushed 
Scores of traffic employees up the ladder 
of financial suecess. Many LaSalle- 


mand salaries 
of $4,000, $6,000 
a year and 
better. Inves- 
tigate! Send 
for this free 
book today. 
Find out how 
you can qual- 
ify for these 
higher positions through LaSalle home- 
nal i study training and guidance. Write now 
‘alnec traffic managers—both in the for your free copy of “Opportunities in 
talroad_ and industrial field—now com- Traffic Management.”’ Address— 


LASALLE EXTENSION UNIVERSITY... 4 Correspondence Institution 
Dept, 495-T Chicago, Illinois 










1001 


to various points in the United States, in violation of sections 1 and 
6. Ask that defendants be required to assess reasonable charges, and 
reparation. (W. M. White, 454 Clifford Ave., Corpus Christi, Tex.) 

No. 28416, Sub. No. 1, Bartlett Frazier Co., Chicago, IIll., et al. vs. 
Atchison, Topeka & Santa Fe et al. 

Charges for installing grain doors on box cars for cross-town 
movement of grain in the St. Joseph, Mo., terminal district in vio- 
lation of sections 1, 2 and 3, the discrimination allegedly shown 
by virtue of lower charges for grain doors on box cars for line- 
haul movement to destinations beyond St. Joseph, and the alleged 
preference being shown in favor of grain dealers in other middle 
west points. Asks reasonable charges and reparation. (N. K. 
Thomas, 1404 Corby Building, St. Joseph, Mo.) 

No. 28454, Arkell & Smiths, Canajoharie, N. Y., vs. Atchison, Topeka 
and Santa Fe et al. 

Rates, paper bags, Wellsburg, W. Va., to destinations in Iowa, 
Kansas, and South Dakota, in violation of section 1. Asks reason- 
able rates and reparation. (Lewis H. Rubin, 150 Nassau St., New 
York, N. Y) 

No. 28453, L. R. Allison Construction Co., Albuquerque, N. M., vs. 
Atchison, Topeka & Santa Fe. 

Rates, liquid asphalt for road building purposes, Los Angeles, 
Calif., to Bernalillo, N. M., in violation of section 3, the undue 
preference allegedly accorded Albuquerque and Belen, N. M., and 
all main line points on the Santa Fe beyond Belen and as far south 
as El Paso, Tex., and Deming, N. M. Asks reparation. (Larsson 
Traffic Service, 268 Market St., San Francisco, Calif.) 

No. 28455, North American Cement Corporation, New York, N. Y., vs. 
Atlantic Coast Line et al. 

Rates, partially calcined limestone, Security (Hagerstown), Md., 
to destintions in Maryland (interstate), Pennsylvania, West Vir- 
ginia, Virginia, North Carolina, and the District of Columbia, in 
violation of section 1. Asks reasonable rates and reparation. (J. 
Raymond Hoover, 412 Metropolitan Bank Bldg., Washington, D. C.) 











33rd St. and 
S.Wabash Ave. 
Chicago 


8th & Kentucky Sts. 


MOTOR EXPRESS Louisville, Ky. 


INCORPORATED 
Daily Refrigerator Service Between 
CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 
Connecting lines serving all points in Kentucky, Tennessee, North Carolina, South Carolina and Georgla 


1% * BUSY? IDLE? OVERTIME? The little 
= Servis Recorder ‘tells all’'—as shown 
H on its chart (at left). Thus your motor 
truck writes its own story daily. You 
SEE all delays at a glance —and cor- 
rect ‘em! ‘save up to $500 a year 
per truck! Dver 100,000 tricks now 
equipped. Money-saving booklet free 
The Service|Recorder Co., 1375 Euclid 


Avenue Cldveland Ohio 


The §ervis Recorder 


Keeps Trucks Busy 


Ne 





ROUTE GALVESTON= 


For EFFICIENT, 
ECONOMICAL SERVICE 
and QUICK DISPATCH 


Galveston Wharf Company 


Est. 1854 
Geo. Sealy, Pres. F. W. Parker, V. P. & G. M. 












MOTOR TRANSPORT SECTION 


 PUBLIS 


Although TRAFFIC WORLD has taken every reasonable 
precaution to restrict this Section to responsible, depend- 
able and capable motor transport operators, it assumes no 
responsibility for dealings or service. /t requests, however, 
that traffic managers report any unsatisfactory experiences, 
should they arise. The source of such reports will not be 
divulged under any circumstances. 
































eseaceees: Connecting lines. 


DELAWARE 
WILMINGTON 


GARY-HAMMOND 
(See Chicago) 

































Barnwell Brothers....1 INDIANAPOLIS Inter-State System. . .2 MINNESOTA 
Novick Transfer Co..2 Clemans Truck Lines.2 McNamara Motor. ..2 MINNEAPOLIS 
Shirks Motor Exp....2 Inter-State System. . .2 BAY CITY Gateway City........ 
DIST. OF COL. SOUTH BEND | Inter-State System...2 Inter-State System. .. 
WASHINGTON Clemans Truck Lines.2) \iopwalk Truck Line..3 S?- PAUL 
B ll Broth 1 Inter-State System. . .2 os (See Minneapolis) 
I amy P ie meee 9 Norwalk Truck Lines.3 DETROIT WINONA 
N. er- i Te ag “5 TERRE HAUTE Inter-State System. . .2 Gateway City........ 
Shirks Motor Exp 7 9 Inter-State System...2 Norwalk Truck Line. .3 MISSOUR 
Tidewater Exp. Lines. | OWA FLINT ST. LOUIS 
CEDAR RAPIDS Inter-State System...2  Jrters S 
CHIC LINOIS Inter-State System....2 Norwalk Truck Line..3 °™ a. aan, 
Gateway City ....... 3 Inter-State System...2 PRAND RAPIDS | CAMDEN 
rete i . : KENTUCKY Clemans Track Lines .2 Gon Bete deiehic) 
cNamara Motor...2 LOUISVILLE ‘ - 
Norwalk Truck Line..3 Inter-State System... .2 McNamara Motor....2. WEWARK 
Wolverine Express....3 | MARYLAND eT oe (See New York) 
BALTIMORE - pagel, 7x cin goal 
Inter-State System...2 Barnwell Brothers....1 Norwalk Truck Line. . anne eee 
ROCKFORD Inter-State System...2 KALAMAZOO t 
CG . r y : Inter-State System... 
ateway City....... 3 Novick Transfer... ... 2 Clemans Truck Lines. BUFFALO 


Inter-State System. . .2 


Inter-State System... 
ROCK ISLAND 


McNamara Motor... 


Shirks Motor Express. 2 


n 1 Inter-State System... 
Tidewater Exp. Lines. |! 


Shirks Motor Exp... 


(See Davenport) UMBERLAND LANSING NEW YORK 
SPRINGFIELD Barnwell Brothers....1 Inter-State System. .. Barnwell Brothers.... 
Inter-State System...2 Novick Transfer Co..2 Norwalk Truck Line. . Inter-State System... 
INDIANA MASSACHUSETTS MUSKEGON Novick Transfer Co. . 
EVANSVILLE BOSTON Inter-State System...2 ROCHESTER 
Inter-State System...2 Inter-State System...2 Wolverine Express,. . Inter-State System... 
FORT WAYNE MI¢( HIGAN SAGINAW Shirks Motor Exp... . 


SYRACUSE 
Inter-State System... 


Inter-State System...2 BATTLE CREEK Inter-State System. .. 
Norwalk Truck Lines.3 Clemans Truck Lines.2 Norwalk Truck Line. . 
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Barnwell Brothers, Inc. 


Established 1930 COMMON CARRIER Telephones 1306-7-8-9 
ICC Certif. No. 14181 Teletype 184 
Durham Road 


. H. Noa P. L. Walk 
a BURLINGTON, N. C. vl 


Traffic Manager V. P.—Solicitation 


TARIFF AGENCIES: So. Motor Carrier Rate 
Conf.; Mid. Atlantic States Motor Carrier 


Conf. 

EQUIPMENT: 112 tractors; | 26 trailers. Trucks 
—29 vans. All company owned. 
CONNECTING LINES: Inter- 
change at New York, 
Sunbury, Scranton, Phila- 
delphia, and Baltimore. 
INSURANCE: *Cargo $40,- 
000—Northwestern Fire & 
Marine Ins. Co. 

Pub. Liab.,$25/50,000; 
* Prop. Dam. $5,000— 
Casualty Reciprocal Ex- 
change. 

* Work. Comp.—Asso- 
ciated Indemnity. 
MEMBER: A. T. A.; N. C. 


Truck Owners Assn. 


All 
Gverations 
Regular 
Schedule 
|Service 
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PHILADELPHIA—Barnwell Brothers 

111 E. Luray St. Tel. (Bell) DAV 4949 
BALTIMORE—Atl. Coast Frt. Lines 
1240 Nanticoke St. Gilmer 7740-1-2-8 













Lowinbes 







CAROLINA | 








SHELBY (N. C.)—Barnwell Brothers 
Tel. 530 





eum Service 2 or 3 times weekly. 
see Irregular of special service routes 


NN NWN 
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HARRISBURG SS 


Gaithersburg gy ‘ 


2 tractors, 2 trailers. 
vans (12 carry ice for refrigeration 
when needed); 2 open bodies. All 


company owned. 


IN THE THIRD WEEK'S ISSUE EACH MONTH | 


KEY TO INDIVIDUAL MAPS INCLUDED IN THIS SECTION 
eum Daily INTER- and INTRAstate service. 
se Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 


eececece Ferries. 


@©@ O Principal points served. 
(*%) Indicates arrangement established between TRAFFIC 
WORLD and underwriter or agent under which any lapse 
in insurance or bonds of the carrier will be reported, 


Unless otherwise noted on maps, motor lines offer. 


TRAFFIC WORLD 


‘ 


i 


EB Terminal cities 


ing an intrastate service are also interstate oper. 
ators when their routes extend into other states, 


Motor transport lines listed under key cities served S*'** 
NO. CAROLINA 


ASHEVILLE 
Barnwell Brothers 


CHARLOTTE 


Barnwell Brothers... . 


DURHAM 


Barnwell Brothers... 


GREENSBORO 


Barnwell Brothers. ... 


RALEIGH 


Barnwell Brothers. . 
WINSTON-SALEM 


Barnwell Brothers... . 


AKRON OHIO 


Inter-State System 
Norwalk Truck Line 


CINCINNATI 


Inter-State System... 


CLEVELAND 


Inter-State System 
Norwalk Truck Line. 
Shirks Motor Exp.... 


COLUMBUS 


Inter-State System. . 


DAYTON 


Inter-State System. .. 


SPRINGFIELD 


Inter-State System... 


TOLEDO 


Inter-State System. . . 
Norwalk Truck Line 


YOUNGSTOWN 


Inter-State System... 


MIDDLE ATLANTIC STATES 


‘Ne Steelton 





Lemoyne 












Rockville 


EQUIPMENT 


; INSURANCE 
{s0Grecnwich Se "Fel. Walker-ao49 | | KCargo, $5,000 plus $2,500 


(Northern Assur. Co. of London) 
. . - Public Liability, $10,000 & 
$50,000; 
$5,000-$50 deductible (Fidelity 
and Casualty Co. of N.Y.). Work- 
ingmen’s Compensation (Lum- 
berman’s Mutual Casualty). 


Property 


Trucks, 28 


PORTLAND 


Inland Motor Freight .3 


ALTOONA 


| Barnwell Brothers... .1 — 
Novick Transfer Co. .2 Frei 

1 Shirks Motor Exp... .2 Inland Motor Freight.3 
Tidewater Exp. Lines. |! SPOKANE Frei 
JOHNSTOWN Inland Motor Freight.3 
Novick Transfer Co. .2 WALLA WALLA 
PHILADELPHIA Inland Motor Freight.3 


2 
3 
2 
2 
3 
2 
.2 READING 
2 

2 

2 

3 

2 





Tidewater Express Lines, Inc. 


COMMON CARRIER=ICC Docket No. 1034 
INCORPORATED (MD.) Established 1933 









Cw, S 
RPS ed 


LOCAL FACILITIES 
Terminals with rail sidings: 


Baltimore, Frederick. 


Damage, 





s Motor Exp... .2 
«KEGON 


| Novick Transfer Co. . 
HARRISBURG 


Barnwell Brothers... . 
Inter-State System. . . 
Novick Transfer Co. . 
Shirks Motor Ex 
PITTSBURGH 
Inter-State System... 


“a 


Barnwell Brothers... . 
Novick Transfer Co. . 
Shirks Motor Ex 
SCRANTON- 
WILKES-BARRE 
Barnwell Brothers... . 
Novick Transfer Co. .2 
WILLIAMSPORT 
Shirks Motor Exp... . 


Buses 


Norman Murray (Tel. 557) 


Honest 





Daily common carrier service to 
all points with irregular service on 
truck load lots. Operating over 
highways in Maryland (intra- 
state and interstate); Pennsyl- 
vania and District of Columbia 
(interstate). 





VIRGINIA 


LYNCHBURG 
Barnwell Brothers... 
Novick Transfer Co 


~— 


cea PENNSYLVANIA NORFOLK 
ALLENTOWN- Barnwell Brothers... .| 
| BETHLEHEM RICHMOND 
Barnwell Brothers....1 Barnwell Brothers... .| 
-l1 Novick Transfer Co..2 ROANOKE 


Barnwell Brothers... .| 
Novick Transfer Co. .2 


nN N= 


WEST VIRGINIA 
WHEELING 
Inter-State System. ..2 


WISCONSIN 
LA CROSSE 
Gateway City...... 
MADISON 
Gateway City....... 
Inter-State System... 
MILWAUKEE 
Gateway City : 
Inter-State System. . 
McNamara Motor... 
SUPERIOR 
(See Duluth) 


Ne NNR 


_ NN— 


nN 


204-30 Key Highway 
BALTIMORE, MD. 
Telephone — SOuth 1551-2 
J.T. Bennett 
Traffic Manager 
BRANCH OFFICES 


Aberdeen, Md., Bel Air Ave. 
Walter & Wilson (Tel. 21W) 
Frederick, Md., 300 East &t. 







York, Pa., Charles & Howard Bis. 
D. H. Brown (Tel. 6122) 
— D. C., 2613 E. &t., 


J. A. Ward (Tel. MET. 9345) 

Lancaster, Pa., 701 E. Ross St. 

Laneaster Transportation Co. (Tel. 
2-2164) 

Harrisburg, Pa., 1539 Walnut Bt. 

Hill Express (Tel. 3-6121) 


TARIFF AGENCIES 


Individual: D. T. Waring, W. M. 
Miller 

Through bills of Jadings and 

rates with principal steamship 

lines, serving Chesapeake Bay, 8. 

Atlantic and Gulf ports. 


















































SCHEDULES 


